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AN EASTMAN IDEAL 


Commissioner Eastman, by a separate statement of 
views, as a member of the committee on public owner- 
ship and operation of the National Association of Rail- 
road and Utilities Commissioners, shows himself out 
of sympathy with what we believe to be the convictions 
of the vast majority of his fellow citizens. He refuses 
to enlist in the army that has for its guidance the ideal 
of less government in business. More government in 
business, especially in the railroad and utility industries, 
is his thought of the public good. But not now. As a 
policy for the future, he says he is wholly convinced that 
public ownership and operation of railroads and utilities 
constitutes sound public policy. His further conviction 
is that such ownership and operation must await gradual 
development under the slow processes of evolution. He 
is certain that adequate preparations for a plunge into 
public ownership and operation such as “a wholesale 
conversion of our railroads and utlities to public owner- 
ship and operation” have not been made “and probably 
could not be made under present conditions.” 


His fundamental proposition is that railroads and 
utilities perform governmental functions. That may be 
so but we believe the average American is not interested 
in the question whether transportation is or is not a 
governmental function. He is, we think, more interested 
in coming to a conclusion as to which method of opera- 
tion, by the government or by private parties, is calcu- 
lated to give him better service at the lower cost. The 
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ordinary man is much interested in the question of cost 
to him. Being convinced that the furnishing of such 
services as the railroads and utilities render is a gov- 
ernmental function, Mr. Eastman thinks they should not 
be “farmed” out to private parties. 

These ideas and elaborations thereof Mr. Eastman 
felt constrained to express because he found himself 
not in agreement with the majority of the committee. 
It stood for private ownership and operation with gov- 
ernment regulation. That is the policy which this coun- 
try has pursued for many years and on which, in the 
last forty years, it has spent hundreds of millions taken 
from the public treasury and from the treasuries of rail- 
roads and the utilities. 

It is Mr. Eastman’s idea that the policy of public 
ownership and operation can and should be adopted for 
the future and that “from time to time circumstances will 
arise in the case of particular existing properties which 
will make possible the adoption of the new policy under 
comparatively favorable conditions. In the meantime 
we, as public officials, ought to do everything in our 
power to make the present system work as successfully 
as possible to the public advantage, at the same time 
preparing ourselves by unremitting study of the situa- 
tion for any eventualities that the future may hold forth.” 

That is the advice Mr. Eastman gives to utility com- 
missioners, the overwhelming majority of whom are 
members of political parties which stand for private 
ownership and public regulation. He tells them to make 
regulation “work as successfully as possible” but to be 
“preparing oureslves * * * for any eventualities that 
the future may hold forth.” 

“Preparing ourselves * * * for any eventualities that 
the future may hold forth” is an interesting sentence. 
It might even be called intriguing. 

We cannot see the logic or the fairness of a sug- 
gestion that men elected or appointed by believers 
in private ownership and public regulation should be 
watching for circumstances arising “in the case of par- 
ticular existing properties which will make possible the 
adoption of the new policy under comparatively favor- 
able conditions.” Their duty, we should think, would be 
to prevent the arising of circumstances “which will 
make possible the adoption of the new policy under com- 
paratively favorable conditions.” 

Mr. Eastman fears “that we are in danger, in this 
country, of being mired in the morass of gross material- 
ism; in other words, of becoming a nation devoted to the 
worship of money.” He does not believe that the pur- 
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suit of profit is the chief end of man, or in the Jeffer- 
sonian idea that government is a necessary evil to be 
“kept religiously out of all fields which may offer oppor- 
tunities for private profit, or that the public service must 
inevitably be the domain of a certain low order of beings 
commonly styled politicians.” On the contrary, he thinks 
there is no more important field of activity than the pub- 
lic service, that it offers opportunities for genuinely con- 
structive work of consuming interest, and that it ought 
to be able to attract as good brains as the country can 
provide. 

One of the advantages Mr. Eastman sees in public 
operation, is that much of the duplication of manage- 
ment would be done away with. His idea is that regu- 
lation, in considerable part, is management under the 
slow processes of judicial procedure. The idea of a gov- 
ernmental agency being so good that its decisions would 
stand without attack is the purest of optimism. Ex- 
perience of shippers while the government operated the 
railroads, in the war period, was that they had just as 
much cause for complaint against the rate decisions of 
the government officials as they had when the decisions 
were made by officials of the railroad companies. The 
shippers then, however, had the additional embarass- 
ment, when they sought redress, of asking one set of 
government officials to overturn another set, which was 
ansembarassment much more real than a mere state- 
ment of the fact might indicate. 

The experience of the country in the period of fed- 
eral control of the railroads makes plain, we think, that 
there would have to be administrative regulation such 
as is now performed by the Commission, if the railroads 
were operated by the government directly or by a cor- 
poration controlled by the government. It is entirely 
conjectural, of course, as to how much of such regula- 
tion there would have to be, under government owner- 
ship and public operation, but we are of the opinion 
that the volume thereof would be substantially as great 
as at present, and therefore we can not see that much, 
if anything, would be gained in that respect by a change 
such as that proposed by Mr. Eastman. It must be re- 
membered that the courts have a certain amount of regu- 
latory power which is now seldom invoked but which 
would continue under government ownership and pub- 
lic regulation. The thought of there being no appeal 
from the decisions of a government operated railroad 
or utility, except to the courts, is abhorrent to those 
who have had any experience. Therefore we say there 
would have to be regulation, under government owner- 
ship and public operation of the railroads, not differing 
greatly from that which we have now. 

However, Mr. Eastman is for government operation 
not now but at some indefinite time in the future and 
then only under a plan that imitates private business. 
He would not commit operation “of an industry or busi- 
ness” to the ordinary routine of a government bureau 
or department, nor “should it be merged with the ordi- 
nary civil service. On the contrary, it should be kept 
separate and handled on a strict self-supporting basis 
by a business corporation organized in the usual way but 
controlled through stock ownership by the government.” 
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Those words seem to mean that before Mr. East- 
man would try the policy he approves, he would reform 
government to such an extent that it would imitate 
private business. There are some men, we believe, who 
will go along with him on that proposition. Such men 
usually think of themselves as believing in “more busi- 
ness (methods) in government” with the addition of 
“less government in business.” Many such are willing 
to discuss the subject on the premise that railroads and 
utilities perform governmental functions, without fight- 
ing as to whether they do or do not, and devote their 
whole time to an effort to determine whether the sins 
of government, or those of private business, are the more 
expensive. 


COMMISSION ORDERS 


Finance No. 4959, extension by Quanah, Acme & Pacific 
Ry. Time prescribed in said certificate within which the Quanah, 
Acme & Pacific shall complete the construction of extension 
of line of railroad therein authorized has been extended to 
May 1, 1928. 

No. 20070, Consumers Material Corp. vs. Santa Fe et al. 
Missouri Portland Cement Co. permitted to intervene. 

No. 20099, International Paper Co. et al. vs. Akron, Canton 
& Youngstown et al.; American Newspaper Publishers’ Assn.; 
Guy Tombs, Ltd.; Anglo Canadian Pulp and Paper Mills, Ltd.; 
Brompton Pulp and Paper Co., Ltd.; Canada Paper Co., Ltd.; 
Canadian Export Paper Co., Ltd.; Donnacona Paper Co., Ltd.; 
Laurentide Co., Ltd.; Port Alfred Pulp & Paper Corp., and St. 
Maurice Valley Corp., permitted to intervene. 


No. 20052, Western Carolina Shippers’ Assn. et al. vs. Nor- 
folk & Western et al. Alabama Public Service Co. permitted 
to intervene. 

No. 19889, Dexter Sulphite Pulp & Paper Co. et al. vs. N. Y. 
C. R. R. et al. The Paul A. Sorg Paper Co. permitted to inter- 
vene. 

No. 20046, the Pensacola Chamber of Commerce vs. A. G. S. 
et al. The Alabama Public Service Commission permitted to 
intervene. 

No. 13413, in the matter of automatic train control devices. 
The New York Central has been granted relief from equipping 
certain specified locomotives with the train stop device for op- 
eration over train control territory. 

No. 16411 (and Sub. Nos. 1 and 2), The Egyptian Powder 
Co. vs. Illinois Central et al., No. 16490 and (Sub. Nos. 1 to 3, 
inc.), E. I. DuPont De Nemours & Co. vs. Chicago & Eastern 
Illinois et al., No. 16655, The Grasselli Chemical Co. vs. Alabama 
Great Southern et al., No. 17308, E. I. DuPont De Nemours & 
Co. vs. New Orleans & Northeastern et al., and No. 18381, T. 
Smith & Sons, Inc., vs. Illinois Central et al. Petition of Santa 
Fe, Rock Island, Missouri Pacific and St. Louis-San Francisco, 
for modification of order, denied, in view of issuance by division 
1 of supplemental report and order. 

No. 16411 (and Sub. Nos. 1 and 2), The Egyptian Powder 
Co. vs. Illinois Central et al., No. 16490 and (Sub. Nos. 1 to 3, 
inc.), E. I. DuPont De Nemours & Co. vs. Chicago & Eastern 
Illinois et al., No. 16655, The Grasselli Chemical Co. vs. Alabama 
Great Southern et al., No. 17308, E. I. DuPont De Nemours & Co. 
vs. New Orleans & Northeastern et al., and No. 18381, T. Smith 
& Sons, Inc., vs. Illinois Central et al. Petition of complainants 
for reargument and reconsideration, petition of intervener Gen- 
eral Chemical Co. for rehearing, reargument and reconsideration, 
and defendant’s petition for reconsideration of finding that the 
rates were unreasonable in the past and that complainants are 
entitled to reparation, denied. 

Finance No. 4644, Deficit status of Fairport, Painesville & 
Eastern Railroad. Proceeding reopened and assigned for hear- 
ing for taking of evidence before Examiner Freeland at Wash- 
ington, D. C., on November 15, 1927. 

No. 17944, Pelham Phosphate Co. vs. Atlantic Coast Line et 
al. Complainant’s petition for rehearing denied. 

No. 17071, Hunt Brothers’ Fruit Co. et al. vs. Ahnapee & 
Western et al. Petition dated October 7, 1927, of certain of 
defendants herein for postponement of the effective date of the 
order of August 16, 1927, entered herein, denied. 

No. 19614, Allied Packers, Inc., et al. vs. Santa Fe et al. 
The Jacob Dold Packing Co. permitted to intervene. 

No. 17791, Union Gas & Electric Co. vs. Chesapeake & Ohio. 
Proceeding reopened for reconsideration upon record heretofore 
made therein. 

No. 20003, Colorado and New Mexico Coal Operators’ Assn. 
vs. Burlington et al., Illinois Coal Traffic Bureau permitted to 
intervene. 
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No. 19999, Automatic Gravel Products Ce. et al. vs. Bur- 
lington, Muscatine and Northwestern. Roach & Musser Co. 
permitted to intervene. 

No. 16419, Federated Metals Corp. vs. Central Railroad of 
New Jersey et al., No. 14882, Union Smelting & Refining Co. et 
al. vs. Central Railroad of ‘New Jersey et al., and I. and 8S. 2416, 
Terne Metal from Eastern Points to Eastern and Central Ter- 
ritory. Proceedings reopened for further hearing, at such time 
and place as the Commission may hereafter direct. . 

No. 19956, The City of Oklahoma City, Okla., vs. Santa Fe 
et al., and No. 15995, Corporation Commission of the State of 
Oklahoma vs. Santa Fe et al., No. 15995 reopened for further 
hearing and consolidated with No. 19956, and both assigned for 
hearing on November 16, 1927, at Oklahoma City, Okla., before 
Examiner Keeler. 

No. 19806, Southeastern Sand & Gravel Co. et al. vs. At- 
lantic Coast Line. Complaint dismissed upon complainants’ 
request. 

No. 19957, Northwestern Ohio Lime Manufacturers et al. 
vs. Pennsylvania et al. West Virginia Pulp & Paper Co. per- 
mitted to intervene. 

Finance No. 2406, deficit status of Union R. R. Petition of 
Union Railroad for rehearing and reargument denied. 

No. 18110, Plymouth Quarries, Inc., vs. New Haven et al. 
The order entered herein on August 18, 1927, has been mod- 
ified so as to permit defendants to establish rates in compli- 
ance therewith upon not less than 3 days’ notice to the Com- 
mission and the general public by posting and filing in the 
manner required by law. 

Finance No. 5105, construction of line by Sacramento North- 
ern. The time prescribed in said certificate, as extended, within 
which the Sacrament6 Northern shall commence and complete 
the construction of the line of railroad therein authorized, has 
been extended to May 1, 1928, and May 1, 1929, respectively. 


SUSPENDED TARIFF 


In I. and S. No. 2997, the Commission has suspended from 
October 28 until May 28 schedules as published in Supplement 
No. 4 to Agent J. E. Johanson’s tariff I. C. C. No. 1968. The sus- 
pended schedules propose to increase the minimum weight 
on sugar, in straight carloads, and in mixed carloads with 
molasses and syrup, from Texas producing points to destinations 
in Arkansas and Louisiana. The following table shows the 
changes proposed: 


Present Proposed 

minimum minimum 

To weight weight 

Arkansas—Sugar, straight carloads..............e.+- 33,000 60,000 

Arkansas—Sugar, straight carloads.................. 36,000 60,000 
Arkansas—Sugar in mixed carloads with molasses 

ES EE IEE Re Sen ee ee ees 33,000 60,000 

Louisiana—Sugar, straight carloads................. 30,000 60,000 

Louisiana—Sugar, straight carloads................. 33,000 60,000 
Louisiana—Sugar in mixed carloads with molasses 

III tins. chi airg. citididie was en'eh aia eae Gale oie ae Buea 40,000 60,000 


In I. and S. No. 2996, the Commission has suspended from 
October 23 until May 23, schedules as published in Northern 
Pacific I. C. C. 8425. The suspended schedules propose to re- 
strict rates on wood pulp board, from International Falls, Minn., 
to Decatur, Ill., East St. Louis, Ill., and St. Louis, Mo., to be non- 
applicable in connection with the Pennsylvania Railroad and 
other carriers operating through Indiana. The proposed change 
would result in increases at intermediate points which are now 
accorded the Decatur or St. Louis rate under the intermediate 
provisions of the tariff. The following is illustrative: 


Wood pulp board, carloads, rates in cents per 100 pounds, to 
Terre Haute, Ind., present 27% (Decatur, Ill., rate applicable under 
intermediate rule), proposed 39 (Danville, Ill., combination). 


FINANCE APPLICATIONS 


Finance No. 6570. New York, Chicago & St. Louis asks authority 
to issue and sell one promissory note for $2,000,000 payable six months 
after date with interest at 6 per cent, the proceeds to be used as ad- 
ditional working capital and to assist applicant in meeting its lawful 
cash requirements in the next few months. Authority also was asked 
to issue, at the maturity of the note, a similar note in payment or 
renewal thereof, in whole or in part, and to assume obligation and 
liability as indorser in respect of The Nickel Plate Development Com- 
pany’s promissory note for $2,501,096.52, payable to applicant’s order 
on demand with interest at the rate of 6 per cent, which will be 
pledged as collateral security for the applicant’s original note and 
any note given in payment or renewal thereof. Applicant said it was 
proposed to sell the note to some bank or banks, probably the Union 
Trust Co., of Cleveland, at face value for cash. 

Finance No. 6569. The Alabama & Western Florida asks authority 
to extend its line from Chipley to Graceville, Fla., a distance of ap- 
proximately 12 miles. Construction of the line will elminate a 135- 
mile haul now necessary, according to the application. 

Finance No. 6447. Supplemental application of Pittsburgh, Youngs- 
town & Ashtabula and of the Pennsylvania asking Commission to 
dismiss that part of original application asking authority to issue 
a a of P. Y. & A. bonds and to deliver them to the Pennsyl- 


van 

Finance No. 6572. The Missouri Pacific asks authority to con- 
struct a line from a connection with the Southern Illinois & Mis- 
souri Bridge Co at Illmo, Mo., to a connection with the Cape Girar- 
deau Northern Railway in Cape Girardeau county, Mo., a distance 
of approximately 3 miles, and thence northerly a distance of approxi- 
mately 6.7 miles, through purchase and reconstruction rendered 
necessary by erosions of the Mississippi River, of the tracks, prop- 
erties, right of way and franchises of the Cape Girardeau Northern 
Railway, to a point 2 miles west of the city limits of Cape Girardeau, 
a total distance of approximately 10 miles. Applicant said that, among 
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other things, the proposed extension would provide single-line Tates 
on various commodities to points in Missouri and other states not 
now reached directly by the lines of the carrier now serving Cape 
Girardeau and that community, and that more expeditious Service 
would be afforded shippers of freight between Cape Girardeau anq 
vicinity and points in Missouri, Arkansas and Louisiana not now 
reached directly by a line of railroad serving Cape Girardeau. 

Finance No. 6573. The Grand Rapids & Indiana Railway Co., ang 
the Pennsylvania Railroad Co., lessee, ask authority to abandon the 
Walloon Lake branch of the Grand Rapids & Indiana extending from 
Walloon Lake Junction to Walloon Lake, Mich., a distance of 1 mile, 
with less than a mile of sidings. 

Finance No. 6571. The Big Sandy & Cumberland asks authority 
to construct and operate an extension from a point near Hurley, Va, 
to a point on the east bank of Levisa fork of the Big Sandy River 
near the mouth of Home Creek, a distance of approximately 14 miles, 
and to reconstruct and operate, as a standard gauge railroad, the in- 
dustrial tracks of the applicant on the Levisa River below_Grundy, 
Va. Applicant is a subsidary feeder line of the Norfolk & Western, 

Finance No. 6576. Alabama Great Southern asks authority to is- 
sue a promissory note for $5,200,000, dated December 1, 1927, payable 
60 days after date, and bearing interest at not exceeding 4% per 
cent, and, at a later date, $5,206,000 of 4 per cent first consolidated 
mortgage bonds. The applicant explained that, instead of issuing at 
this time first consolidated mortgage bonds to meet bond maturities 
of $5,206,890 on December 1, 1927, it proposed to borrow from J, P. 
Morgan & Co., $5,200,000 to pay in part the maturing obligations, the 
loan to be represented by the proposed promissory note. It said post- 
ponement of the sale of the bonds until about February 1, 1928, was 
desirable for the reason that in the event it earned gross revenue 
of not less than $10,000,000 in 1927 (the applicant’s present estimate 
is $10,300,000) the proposed bonds would beeome legal investments 
for savings banks and the price at which they could be sold would 
be at least 3 points higher than the price at which they could be sold 
as a non-savings bank securities. 


PETITIONS FOR REHEARING, ETC. 


No. 18706, Rumford Chemical Works vs. Merchants & Miners 
Transportation Co. et al. Complainant petitions Commission to 
grant a hearing (none being had in this case) and reargument 
therein. 

No. 11756, Bangor & Aroostook et al. vs. Aberdeen & Rock- 
fish et al. Petition by Buffalo, Rochester & Pittsburgh for a 
modification of the Commission’s order of June 14, 1927. 

No. 18276, W. Luffman & Son. vs. Seaboard Air Line et al. 
Complainant petitions for reopening said proceeding for purpose 
of allowing it to take depositions in New York City to Jill Bros. 
the consignee of the shipments involved in this case, so as to 
establish the arrival, sale, condition, etc., of two cars at New 
York City. 

No. 16124, Acme Brick Co. vs. Alabama & Vicksburg et al. 
Petition of complainant for denial of applications for fourth 
section relief and increased rates filed by the Columbus & 
Greenville and Mississippi Central. 

No. 16124, Acme Brick Co. vs. Alabama & Vicksburg et al. 
Defendants’ second supplementary petition for postponement of 
effective date of order. 

I. and S. No. 2910, fluxing limestone from and to points in 
Trunk Line Association territory. Protestants’ petition for re- 
consideration. 

No. 15886, The Barrett Co. vs. Santa Fe et al. American Tar 
Products Co., intervener therein, petitions for reopening as to 
the rates on tars and pitches. 

No. 17071, Hunt Brothers Fruit Co. et al. vs. Ahnapee & 
Western et al. Great Northern and other northern lines peti- 
tion for rehearing and modification of order. 


CHANGES IN DOCKET 


Argument in Valuation No. 207, in re Tentative Valuation 
of the property of the Maine Central R. R. et al., and Valuation 
No. 101, In re Tentative Valuation of the property of the Port- 
land Terminal Co., assigned for October 29, at Washington, 
D. C., was canceled. 

Argument in No. 16747 (and Sub. 1), Geo. W. Pyott Sand 
& Gravel Co. et al. vs. Santa Fe et al., assigned for October 29, 
at Washington, D. C., was canceled and reassigned for Novem- 
ber 21, at Washington, D..C. 

Hearing in Finance No. 6479, Application for Georgia, Flor- 
ida and Alabama R. R. for authority to issue securities, Finance 
No. 6480, Application of Georgia, Florida and Alabama R. R. 
for authority to acquire and operate the Georgia, Florida and 
Alabama Ry., and Finance No. 6478, Application of Seaboard 
Air Line Railway for authority to acquire control of the Georgia, 
Florida and Alabama Railroad by purchase of stock and by 
lease of its railroad, assigned for October 27, at Washington, 
D. C., before Examiner Sullivan, was canceled and reassigned 
for November 3, at Washington, D. C., before Examiner Sullivan. 


PARCEL POST REGULATIONS 


Effective at once, parcel post packages addressed for de- 
livery in Danzig and Martinique may, and parcel post packages 
addressed for delivery in Syria must, be sealed with wax, lead 
seals or otherwise. 

Information has been received by the Post Office Depart- 
ment that the office of Gambela, Egyptian Sudan, may partici- 
pate in the exchange of parcel post packages only in the period 
from May 1 to August 31, instead of from June 1 to September 15. 

Effective at once, parcel post packages addressed for de- 
livery in Finland must, and for delivery in Gold Coast Colony, 


Iceland, and Sierra Leone, may be sealed with wax, lead seals 
or otherwise. 
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Current Topics 


in Washington 
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A Little History Might Be Helpful.—Advocates of public 
ownership and operation for many years have been asserting 
that the furnishing of transportation is a function of government. 
They are able to point to the decisions of many courts to 
sustain them. Few, if any, historical data have been furnished 
as a foundation for the declaration either by the courts or the 
advocates. A minute’s reflection will serve to throw a doubt 
on the accuracy of the declaration, from the historian’s point 
of view. When, or what king ever held himself out to trans- 
port his subject’s goods for hire? Many a king, before he be- 
came such, was a robber baron, taking toll, not for carrying goods, 
put from carriers, on one excuse or another. The name of one 
royal family that lost its king job in a rather large country less 
than a decade ago, suggests that it was the taker of tolls in 
a high road, before members of it became burgraves of Nurn- 
berg, princes in France and holders of other positions akin to 
city managerships, in other parts of Europe. If there ever was 
a king who was a common carrier, the chances are that he 
became king, not because he was a common carrier, but because 
he was able to gather about him a gang, to speak vulgarly, 
that was able to resist attacks upon his trains of transportation 
vehicles, whether horses, asses, peasants or boats. A common 
carrier able to do that might think that, having overthrown 
the king, baron, or what-not of political power and got his train 
through, that he might as well call his club a scepter and set 
up in the king business himself, and carry on his common car- 
rier business as a side line. Pepin the Short, son of Charles 
Martel and father of Charlemagne, who seems to have been 
considerable of a business man and therefore probably the op- 
erator of common carrier trains of the sort that were in fashion 
in the eighth century, it may be recalled, ousted the last of 
the debilitated Merovingian kings and set up the Carlovingian 
dynasty. Inasmuch as he had been a sort of a business man- 
ager for the Merovingians, he may have included common Car- 
rier among his other activities. True, his father and his son 
are better known as fighting men than as men of affairs. That, 
however, is one of the infirmities of history. It magnifies the 
fighting man and ignores the business man who makes it pos- 
sible for the fighter to get glory. Could it be possible that 
the idea that it was part of the king’s duty to carry his subject’s 
goods for him grew up around the fact that the business man- 
ager for a kingly line was a common carrier for hire and refused 
to quit a profitable activity after he obtained the power to com- 
pel his subjects to patronize his dispatch line? No one desiring 
to stand well with the king, in such circumstances, could think 
of patronizing an independent line. Imagine what patronage 
the Martel line would have commanded by putting up a sign 
in a mixture of Frankish and Latin advertising the royal line. 
The king did establish roads over which he sent his couriers 
to summon his subjects to his war standard. In that way the 
king’s highway came into existence. Naturally, common carriers 
for hire sought to use that highway and naturally, to preserve 
the peace, whether it was his own or God’s peace is not ma- 
terial, the king regulated the carriers. Anyone thinking of the 
subject might be excused for doubting the historical accuracy 
of the assertion that transportation is a governmental function 
when it would be more likely that the king only thought of 
becoming a common carrier, in competition with his subjects, 
when he saw how profitable the business might become for him. 
Kings did many things, such as setting up salt and other mo- 
nopolies, with a view to putting money in their pockets. The 
thing is still done in Europe. Tobacco and match monopolies 
are common and Spain is just now setting up a petroleum 
monopoly. However, there are many Americans, it is imagined, 
who have an idea that when their ancestors set up the form 
of government that is still the newest thing in governments 
of recognized worth, they intended to slough off that monopoly 
idea and the things that went with it. 





Read the |. C. C. Reports and Learn.—An assiduous reader 
of Commission reports should learn many things about domestic 
economy that George Washington probably did not know. The 
suggestion is made with much caution because the first president 
knew many things, as, for instance, how to brew small beer 
and distill alcohol off fermented liquids, thereby getting his 
hard liquor without paying a profit to anyone. A report in 
point is that in No. 12494, Skinner Manufacturing Co. vs. Direc- 
tor-General et al., an abstract of which is to be found in The 
Traffic World of October 22. Just a little reading will give the 
reader an insight into the value of the reports generally. This 
Skinner report says that macaroni, spaghetti and vermicelli are 
made by pressing dough through discs with series of small 
holes in them. Macaroni is hollow. Spaghetti and vermicelli 
are solid and of smaller diameter than macaroni. Noodles are 
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made by rolling the dough flat and cutting it into strips. Who 
knows that spaghetti and vermicelli are anything more than the 
dough pushed out of the strip that. becomes macaroni when it 
has been hollowed? It might be that noodles are no more than 
flattened spaghetti or vermicelli. 





High Hopes Bogging Down.—It may be too early to suggest 
that the high hopes the Commission had when it first ordered 
the rates prescribed in the Consolidated Southwestern Cases to 
be put into effect in December are sinking. The date has been 
postponed to February. Additional time has been given for 
making answer to the petition of the Mallory, Southern Steam- 
ship and Southern Pacific water lines for reconsideration and 
modification of the findings relating to the relationship of rates 
to the Gulf ports and the rates via Gulf routes to cities in north- 
east Texas, and the method of publishing such rates. That 
method is the so-called non-concurrence method. The Commis- 
sion has called that one unlawful. Attorneys for the steamship 
lines assert that the rates to the ports are influenced, if not 
controlled, by the water lines not subject to the Commission’s 
jurisdiction, while the rates to northeastern Texas are not sub- 
ject to such influences. They assert that no finding of undue 
prejudice can be made as to the rates to the ports and to 
northeast Texas. Adherence by the Commission to a finding 
requiring northeast Texas rates to go up and down with the Gulf 
port rates will put the adjustment of rates into the hands of 
the unregulated water lines, say the water lines, and result in 
disaster to the public and to the carriers. St. Louis interests 
do not subscribe to that, but the fact is that the allegation is 
serious in form and the Commission, as before observed, has 
given more time than usual for answering the allegations of the 
water lines. The point is that that phase of the subject alone 
seems important enough to suggest that the hope of making 
the rates effective in February has a narrow foundation unless 
the Commission is determined to go ahead with a trial of the 
rates at whatever cost there may be if there be anything wrong 
with the decision on that phase, or is prepared to have the 
decision go into effect piecemeal, by holding up the hotly chal- 
lenged parts for further consideration. 





Short Lines Are Insistent.—Short line interveners in the 
case created by the application of the Great Northern and the 
Northern Pacific to merge their interests, represented by Moul- 
trie Hitt and Clarence A. Miller, made pointed representations 
as to the meaning of the merger part of the law at the opening 
of the hearing in that case at Minneapolis this week. They 
took the position that the primary and paramount public interest 
in unifications, mergers, or consolidations, was the preservation 
of the short and weak lines, and that until provision was made 
in this plan for the inclusion of such roads, on fair and reason- 
able terms, the applicants could not sustain the burden of justi- 
fication, nor the Commission approve the plan. They asserted 
that the creation and operation of the proposed system was 
prohibited by the anti-trust laws and that the applicants were 
seeking relief from the operation of those laws on the theory 
that the system would be in the public interest. The applicants, 
Messrs. Hitt and Miller asserted, were already strong roads and 
seeking to become stronger and yet leave out the connecting 
short and weak roads out of consideration. That, they said, left 
the short lines without the permanent and dependable outlets 
which were necessary to their continued existence, and without 
the strength to protect the rate situation for the benefit of those 
dependent upon them for transportation. The short lines made 
that sort of an argument against the attitude of the Railroad 
Administration in refusing to retain them under federal control. 
They have impressed their view of the object of the merger 
sections on Congress and, by implication, on the Supreme Court 
of the United States. The Commission, broadly speaking, has 
upheld them, but, seemingly, they have not been able to impress 
their view on those who make merger plans sufficiently to per- 
suade the planners to include the short lines in the plans they 
submit to the Commission. 





Gross Ton-Miles as a Measure of Rates.—Although the Com- 
mission, away back in the 1915 Western Advance Rate Case, 35 
I. C. C. 497, spoke in a commendatory way of the use of gross 
ton-mile earnings as a method of arriving at what a rate should 
be or of testing the reasonableness of an existing rate, the 
method is not used as often as it might be imagined it would 
on account of the favor with which the Commission regarded it 
in that case. In that case the regulating body said earnings 
per gross ton-mile took into consideration the factor of the 
net to gross weight hauled and the comparative remuneration 
for the physical haulage involved and that, to that extent, were 
more comprehensive than the earnings per net ton-mile and 
per car-mile. Isaac Born, of Indianapolis, in I. and S. No. 2902, 
a case involving the rates on straw (see Traffic World, October 
15, page 846), however, used the gross ton-mile method as he 
had done in a number of other cases. He is one of the earliest 
of the users of that way of comparing traffic items, having 
written a brochure on it as early as 1896. Commissioner Wood- 
lock also mentioned the method in his Anatomy of a Railroad 
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Report and Ton-Mile Cost, published in 1901. In fact, Mr. Born 
was so early a user of it that he may be regarded as one of 
its originators, if not, its originator. In this straw case, Mr. 
Born characterized the evidence of the protestants as being of 
positive determinableness because of the fact “that there is no 
better test of real value and true merit than the standard by 
which measured in which there is no variance from the normal 
and there is united liberal largeness of treatment.” Of course, 
in using that language he was speaking of the test of the rates 
on straw, proposed by the carriers, used by the protestants 
for whom he was speaking. The protestants, he said, had made 
comparisons of revenue obtained by the railroads for the trans- 
portation of many named commodities in the factor of gross 
ton-mile, which, he said, he believed to be the best known unit 
of service satisfactorily representing the entire transportation 
service performed by the carrier in the varying large and small 
proportions of loaded and empty movements. In connection 
with his arguments in behalf of the gross ton-mile method Mr. 
Born explained that “gross tons as used mean the entire weight 
of the freight contents and car equipment, the latter in loaded 
car-tons and empty car-tons assigned to the loaded movement.” 
—A. E. H. 


CONSOLIDATED SOUTHWESTERN CASES 


Asserting that the level of rates prescribed by the Com- 
mission in Consolidated Southwestern Cases, No. 13535, Corpo- 
ration Commission of Oklahoma vs. Aberdeen & Rockfish et al., 
and associated cases, is too low and will result in drastic reduc- 
tions in their revenues, the southwestern carriers have filed a 
petition for reconsideration, modification and interpretation of 
the Commission’s report and orders. (See Traffic World, Oct. 
22.) 

“Notwithstanding the fact that all parties to the record 
disclaimed any intention to bring about a reduction in the car- 
riers’ revenues in the southwestern territory in the aggregate,” 
said the carriers, ‘defendants respectfully submit that the result 
of the Commission’s decision in these proceedings will be to 
bring about not only drastic reductions in the rates but in the 
revenues as well. In order to demonstrate the effect of the 
decision upon the present rates and revenues of the southwest- 
ern carriers and to illustrate the severe reductions which will 
follow if the carriers are compelled to establish the rates pre- 
scribed by the Commission, a number of exhibits have been pre- 
pared comparing the present rates on classes and commodities 
from and to representative points, with the rates prescribed 
herein by the Commission. The carriers confidently believe that 
the showing that they have made here will convince the Com- 
mission, even in the absence of a traffic or revenue test, that 
the rates prescribed should not, in fairness to the southwestern 
carriers, be put into effect, and that if they are established, 
they will result in such an impairment of the revenues of the 
carriers as to seriously jeopardize their ability to maintain 
adequate transportation facilities to serve the public.” 


Among the contentions of the carriers are the following: 


Commission’s decision would not only reduce intrastate class rates, 
but would reduce commodity rates on commodities not specifically 
treated and will in all probability have the effect of reducing rates 
on some commodities specifically excepted from the decision. 

The percentage relationships fixed by the Commission in the class 
rates are too low. 

The basic scales prescribed by the Commission are not on suffi- 
ciently high a level to compensate for elimination of joint-line dif- 
ferentials and for revised method of computing distances. 

Rates. prescribed by the Commission will in some instances be 
lower to west bank Mississippi River points and to interior points 
than those to east bank Mississippi River points. 

The Commission has prescribed commodity rates lower than the 
prescribed rates on starch or dextrine, straight or mixed carloads. 

The Commission should modify its finding No..27 for, unless modi- 
fied, this will inevitably require substantial reductions in rates below 
the — of the maximum rates found by the Commission to bé réa- 
sonable. 

The Commission should modify its findings Nos. 11 and 27,-for, un- 
less modified, carriers will not be able to proceed with proper revision 
of southbound rates on paper and paper articles. 

The Commission should amend its language so as to show beyond 
all question the compefitive markets and territories to which the 
southwestern carriers may carry lower rates on commodities moving 
outbound from Southwestern territory. 

The Commission should modify its finding with respect to com- 
modities produced or manufactured in southwestern territory and 
moving to competitive markets at the gateways and beyond. 

Shells, oyster, whole, broken, crushed or ground, should be ex- 
cluded from commodity description No. 32, Appendix No. 10, page 
438, and excepted from findings and order herein. 

Wool and mohair from southwestern points should be expected 
from the Commission’s order in this proceeding, so that the present 
Sarr rates and grouping of Texas origin territory may be con- 

nued. 

In this case an order should be entered pursuant to section 13 
of the act requiring the maintenance of rates intrastate on the same 
level as prescribed for interstate application. 

The Commission should incréase by ten per cent (10 per cent) the 
basic (100 per cent) rates prescribed by it from and to all points. 


“The elaborate system of rates suggested by the Commis- 
sion is revolutionary in that the carriers in the past have under- 
taken to meet conditions of competition or other necessities in 
particular localities without changing the rates between the 
greater portion of the United States and the southwestern states, 
including Kansas and Missouri,” said the carriers. “If, how- 
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ever, it is the view of the Commission that it is incumbent upop 
it, because of the alleged charges of discrimination set up in the 
complaints, to prescribe so universal a system of rates, the 
carriers are of the belief that the proposed increase of 10 per 
cent and the other changes suggested in this petition are neces. 
sary to come within reasonable limits of maintaining their pres. 
ent rate levels and revenues. The carriers have made an analy. 
sis of the Commission’s findings and orders and have show,, 
‘ that the prescribed rates would in general have the 
effect of materially lowering the rate level on traffic to, from 
and within southwestern states, Kansas and Missouri.” 
In their conclusions the carriers said: 


Therefore, your petitioners ask that after due consideration of 
this petition the Commission amend its previous orders and findings: 

(ay By increasing the basic rates and differentials shown therein 
not less than ten per cent (10 per cent), and 

(b) By changing the percentage relation of the classes to first 
class, as follows: 

Classes 
4 5 B 3. D E 

NS NE is od since. we eae wien a asi aetna 60 40 35 30 25 20 

(c) Revising the prescribed commodity percentages to harmonize 
with the revision requested in the class percentages, and 

(d) Making other changes and modifications requested, as well 
as such other changes as the Commission may find proper in view 
of the showing made in this petition. 


The Commission, in No. 13535, Consolidated Southwestern 
cases, has extended the time to December 1, for filing replies 
to the petition recently filed by the Mallory, Southern and South. 
ern Pacific steamship lines, and by the southwestern rail lines 
for reconsideration and modification of the findings and order 
in 123 I. C. C. 203. The rules pertaining to replies require them 
to be filed before that time. The matters presented for con- 
sideration, especially by the steamship lines, are complex. 

The Commission, in No. 9702, Memphis-Southwestern In- 
vestigation (commodity rates) and No. 138535, Consolidated 
Southwestern Cases, has set aside its order of May 10, 1927, 
reopening the two cases for further hearing. In addition it has 
denied the petitions of the carriers for reopening, dated Febru- 
ary 9 and February 26, 1927. 

These things have been done with a view to clearing the 
record so that further steps in the two cases may be taken on 
later applications. 

In August last, the carriers, by telegram, asked permission 
to withdraw their petitions filed in February. In view of the 
fact that they had been favorably acted upon and the cases 
stood reopened, the Commission, instead of permitting the with- 
drawal of the petitions, denied them so the effect desired by 
the carriers was obtained, although not in the form they sug- 
gested. 

The petitions for reopening were based upon the desire of 
the carriers to amend the commodity descriptions on wrought 
iron and steel pipe. The question of rates on such pipe has 
been raised by shippers so that if the Commission is of the 
opinion that it should reopen that phase of the case the car- 
riers can present the views they would have presented had the 
reopened proceedings gone forward on the petitions they de- 
sired to withdraw. 

The St. Louis Chamber of Commerce has asked the Com- 
mission to deny the petition of the steamship lines in the 
Consolidated Southwestern Cases for modification of the Com- 
mission’s findings. The chamber said the steamship lines asked 
for modification that, if allowed, would, it seemed to it, not only 
disrupt the entire basis of ocean-rail rates prescribed by the 
Commission, but also the all-rail basis, and would revert to 
the conditions now in effect and continue “the burden under 
which this complainant now labors and complains of.” 

The Southwestern Pipe Consumers’ Committee has asked 
for reopening and rehearing and vacation of the order in so far 
as it requires the establishment of rates on wrought iron, steel 
or cast iron pipe and fittings which equal 321% per cent of the 
first class (100 per. cent) rates prescribed in the Consolidated 
Southwestern Cases, from Ohio and Mississippi River crossings, 
or lower Atlantic and Gulf ports and southeastern mill points 
via all-rail, rail-and-water, water-and-rail or rail-water-and-rail to 
points in the states of Arkansas, Kansas, Louisiana, Oklahoma 
and Texas. The committee said the Commission, by its opinion 
and order in the cases, “has embarked upon a course that threat- 
ens disastrous results to the receivefs of wrought, or cast iron 
pipe and fittings throughout the southwest, not only in the sense 
of added cost, but in the serious curtailment of construction of 
oil and gas lines, water and sewage systems, buildings and many 
other things unmentioned.” 


ACQUISITION OF LINES BY MISSOURI PACIFIC 


In authorizing the Missouri Pacific to acquire and operate 
in interstate commerce a total of 9.96 miles of lines in William- 
son county, Illinois, the Commission, by division 4, in finance 
No. 6406, said the authority was granted on the express condition 
that the acquisition of the properties “shall be recorded in the 
accounts of said Missouri Pacific Railroad Company in accord- 
ance with this Commission’s accounting classifications and that 
said Missouri Pacific Railroad Company shall submit all related 
journal entries for approval by this Commission.” (See Traffic 
World, Oct. 22, p. 900, “Uncontested Finance Cases.’’) 
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Decisions of Interstate Commerce Commission 
pts 


MACARONI PRODUCT RATES 


The finding of the Commission in No. 12494, Skinner Manu- 
facturing Co. vs. Director-General, Chicago, Burlington & Quincy, 
et al. mimeographed (see Traffic World, October 22, p. 899), 
that rates on macaroni products, in carloads, from Omaha, Neb., 
Chicago, Libertyville and Joliet, Ill., Milwaukee, Wis., Cleveland, 
0.,and Battle Creek, Mich., to various destinations throughout the 
United States, are not unreasonable or unduly prejudicial, is 
not to be taken as approval of the rates. An exception to that 
finding, as set forth in The Traffic World, is that the rates 
to the southwest are unreasonable. That is a specified excep- 
tion. However, the Commission, in the report, which was upon 
further argument, said the record in this case was plainly inade- 
quate for determination about inconsistencies in the rates that * 
were to be found in the fifth class basis, the one upon which, 
generally, macaroni rates were founded. 

“The rates assailed to other destinations (other than to the 
southwest), including those in Official and Southern territories,” 
says the report, “are with few exceptions on the fifth class 
pasis. It is realized that there are many inconsistencies in 
these rates. For example, there are numerous and substantial 
variations in the percentage relation of fifth class to first class, 
and in many instances no through one-factor rates exist and 
combinations are charged. In large part it is probable that 
such inconsistencies will be remedied or minimized in the com- 
prehensive investigations of class rates which are now in prog- 
ress. If the fifth class rating is not in all cases a reasonable 
rating, such issues may also be brought specifically to our atten- 
tion by complainants.” 

Inasmuch as the complainants directed their attack toward 
an alignment of the rates on macaroni products with those on 
cereal products, a change which the evidence did not sufficiently 
support, the Commission said it found that the rates, other 
than those to the southwest, were not unreasonable. 


COTTONSEED HULL SHAVINGS 


The Commission, upon further consideration of the record 
in No. 18087, George C. Speir & Co., Inc., vs. Atlanta & West 
Point et al., and the eleven sub-numbers thereunder, has re- 
opened those cases for further hearing at such times and places 
as it may hereafter direct. The cases are the ones in which 
the Commission found, among other things, that the commodity 
shipped was cottonseed hull fiber or shavings and that there 
were overcharges outstanding. It told the carriers promptly to 
make refunds. Thus far, according to John A. O’Rourke, of 
Thomas E. Grady & Co., Inc., traffic representatives of all the 
complainants, they have made no refunds, although, as he ‘says, 
some of the claims are three years old. 

These are the cases in which the question whether there is 
or is not such a commodity as cottonseed hull shavings and 
related queries are raised. 

The carriers, speaking through I. G. Markey, manager of the 
Southern Weighing and Inspection Bureau, the organization 
which has rerated many shipments of the commodity in question 
on the ground that it is linters or something bearing a higher 
rating, contend that they want to convince the Commission, 
conclusively, as Mr. Markey says, that there is not only no 
such commodity as cottonseed shavings, but that there is not 
nor has been published rates or ratings in connection with such 
a description. Mr. Markey says they also want to prove, con- 
clusively, he says, by analysis of the samples submitted in these 
cases that the shipments here involved did not in fact consist 
of cottonseed hull fiber or shavings, or of so-called cottonseed 
shavings. 

Mr. O’Rourke resisted further hearing on the ground, among 
other things, that the carriers had full opportunity to submit 
all the data possible on the subject. 

The Commission has also granted a rehearing in No. 17463, 
William Fraser, Jr., vs. Atlantic Coast Line et al., a similar case. 


SAND AND GRAVEL RATES 


A two-phase order requiring the establishment of new 
rates on sand and gravel, not later than January 5, has been 
issued in No. 17789, Missouri Gravel Ce. vs. Chicago, Burlington 
& Quincy et al., mimeographed. It is based upon a finding of 
the Commission, by division 4, that the existing rates on the 
commodities mentioned, from La Grange, Mo., to points in 
central Illinois and to points on the Burlington in southeastern 
Iowa are unreasonable and unduly prejudicial. The first part 
of the order requires the establisment of rates from La Grange 
to destinations in Illinois, and to points intermediate thereto, 
not in excess of the following: 





Rates in cents per 100 pounds, from LaGrange to Quincy, 60; 
Fowler, Seehorn, Hulls, 76; Bluffs, Clayton, Jacksonville, Pittsfield, 
Pike, Tennessee, Colchester, Macomb, Woodville, Carthage, Ferris, 
Carman, 88; Bushnell, Abingdon, Larchland, Galesburg, Epperson, 
Murrayville, 101; Ashland, Eldred, Jerseyville, Petersburg, Springfield, 
Rushville, Beardstown, London Mills, Yates City, 113; Atlanta, Bloom- 
ington, El Paso, Decatur, Hillsboro, Pana, Rosemond, San Jose, Tay- 
lorville, Tower Hill, 126. 


The other part of the order requires the carriers to establish 
rates from La Grange to destinations in southeastern lowa on 
the Burlington east of a line drawn from Pekin, Ia., through 
Ottumwa to Bloomfield, Ia., inclusive, of such points, and on 
and south of the line of the Burlington from Burlington, Ia., to 
Pekin, rates which shall not exceed the Iowa interstate distance 
scale, of which the following are given as representative, rates 
to other points in southeastern Iowa to be relatively adjusted, 
distance considered: 


Rates in cents per 100 pounds, from LaGrange to Keokuk, 61; 
New Boston, 74; Donnelson, 79; Fort Madison, 84; Hamil, 88; West 
Point, 91; Salem, 94; Burlington, 97; Mount Pleasant, 100; Mediapolis, 
106; Glendale, 109; Fairfield, 113; Libertyville, Bloomfield, Winfield, 115; 
Batavia, iy: Ottumwa, 124; Pekin, 135. 


The specific finding as to rates to central Illinois is that 
they have been, are, and for the future will be unreasonable 
and unduly prejudicial to the extent they have exceeded, exceed 
or may exceed the basis prescribed in Dolese Bros. Co. vs. 
Santa Fe, 89 I. C. C. 110, and 122 I. C. C. 1338. 

Prior to June 10, 1925, when the present rates to points on 
the Burlington in Illinois became effective, the Commission said, 
the Burlington made reparation on shipments described. In 
this report the Commission said the complainant was entitled 
to further reparation on those shipments in the amount that the 
charges collected and still retained exceed the charges that 
would accrue at the rates herein found reasonable. 


OIL WELL MATERIALS 


The Traffic World Washington Bureau 


The Commission, in No. 15750, Prairie Pipe Line Co. vs. 
Arkansas Western et al., opinion No. 12641, 132 I. C. C., 56-81, in 
a report written by Commissioner Campbell, has found interstate 
rates on well boring outfits and oil well supplies, iron and steel 
pipe, and iron and steel tank material, between points in Kansas, 
Oklahoma, Texas common-point territory, Arkansas and western 
Louisiana unreasonable, to the extent that they exceeded, exceed 
or may exceed the rates and differentials, wherever applicable, 
prescribed in Consolidated Southwestern Cases, 123 I. C. C., 203. 
After November 27, 1923, there is an exception to that finding 
which is that, if the assailed rates on and since November 27, 
1923, did not exceed the basis prescribed in No. 9702, Memphis- 
Southwestern investigation, they were not unreasonable. 
Reparation was awarded. Commissioner Taylor dissented from 
the award because he believed the general revision principle 
should be observed in this case. No order was issued because 
the Commission has already ordered the rates found reason- 
able in the Consolidated Southwestern case. The report in this 
case also covers about twenty-five other cases involving the 
rates on the commodities mentioned. 


AUTOMATIC TRAIN CONTROL 

The Commission, by division 1, in No. 13413, Sub. No. 37-2, 
mimeographed, after inspection and test, has approved the in- 
stanllation of an automatic train stop device made by the Gen- 
eral Railway Signal Co., on parts of the middle and west divi- 
sions of the Michigan Central, as meeting the requirements of 
its specifications and order, except as indicated. It has pre- 
scribed requirements in respect of apparatus and operations 
with which the carrier is expected promptly to comply. The 
cost of the installation is reported as $202,559.97. 

Like action has been taken by the same division of the 
Commission in the same case, Sub. No. 37, in respect of an 
automatic train stop device, installed by the same Company, on 
parts of the Detroit and middle divisions of the Michigan Cen- 
tral. The cost of the installation approved in this case is re- 
ported as $178,282.84. 


DALLAS INDUSTRY TRACK CASE 


The Commission, by division 4, in finance No. 5472, Con- 
struction of line by Gulf, Colorado & Santa Fe, has found that 
public convenience and necessity require the construction and 
operation, by the applicant, of a branch line in Dallas county, 
Texas., conditioned upon the use thereof in transportation to 
and from West Dallas only where such use will be in the inter- 
est of efficiency and economy as compared with the use of 
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existing routes. Issuance of the certificate authorizing con- 
struction has been deferred and the record held open pending 
the determination, if possible, of the traffic affected, in a con- 
ference between the Santa Fe and the Texas & Pacific, the 
trunk lines involved in the controversy which had its beginning 
before the application was filed. 

This is the case the controverted questions in which were 
threshed out in the courts, the last decision being made in 
Lancaster vs. Gulf, Colorado & Santa Fe, 270 U. 8S. 266. The 
Supreme Court of the United States, in the opinion in‘ that 
case, handed down March 1, 1926, sustained the contention of 
the Texas & Pacific that the track the Gulf, Colorado & Santa 
Fe had begun building from Hale, Tex., to West Dallas, was an 
extension of its line, within the meaning of paragraph 18 of 
section 1, for the construction of which a certificate from the 
Commission was a condition precedent. The Santa Fe had not 
obtained such a certificate. Its contention was that the track 
it was building was of such a character as to come within the 
exemption of the law relating to industry spur tracks. 

The Santa Fe had spent about $188,000 on the track when 
the receivers of the Texas & Pacific applied for and obtained 
an injunction, the district court issuing it in April, 1924. The 
case went twice to the highest court, the first decision result- 
ing in the return of the case to the Circuit Court of Appeals. 
The Texas & Pacific won its contention on the second appeal. 

Industries on the rails of the Texas & Pacific desired the 
benefits of competing railroads. In 1917 they persuaded the 
Santa Fe to undertake construction of a track to West Dallas 
but the project was canceled in the war period and not taken 
up again until 1923, when the Santa Fe decided to go forward 
with it. ‘Consideration of the matter had been under way, 
according to the testimony, since 1906 or 1907. 

In discussing the case the Commission said it would be idle 
to contend that the Santa Fe was in serious need of the addi- 
tional revenue it sought through the proposed extension, al- 
though, the report said, it was asserted that the traffic on the 
Dallas branch of the Santa Fe was light. That Dallas branch 
of the Santa Fe interchanges traffic with the Texas & Pacific 
in Dallas. Its rails do not reach West Dallas and the construc- 
tion of the extension was planned to enable it to get to the 
industries on the Texas & Pacific. Its track, the report said, 
would parallel the Texas & Pacific for about three miles. The 
industries in West Dallas made arrangements for spurs from 
the extension into their plants. 

The Commission said the extension would afford substan- 
tial transportation benefits in the reduction of distance, the 
substitution of single-line for joint-line service, and the avoid- 
ance of terminals which were becoming increasingly congested. 
It said that the argument that the West Dallas industries should 
have the benefit of competitive service had to be weighed with 
allowance for the evils inherent in the extension of competition 
of the character in contemplation. It said that while competi- 
tion was a stimulus to more and better service on the part of 
the carriers it was also a fruitful source of discrimination and 
prejudice; that it might lead to not only discrimination but to 
uneconomical and wasteful service. In disposing of the case, 
the Commissioner said: 


Weighing the probable effect of the proposed construction in their 
relation to the public interest, the application will be granted, but 


with the proviso that the new route shall not be used except where - 


such use will clearly result in increased efficieney from the trans- 
portation standpoint. Such a limitation will reduce materially the 
amount of traffic and revenue that weuld otherwise be diverted from 
the Texas & Pacific. The record is inadequate for a finding as to 
all of the routes which would meet the test here proposed, but it 
is probable that the rule would exclude all traffic moving between 
the West Dallas district and territory north of Fort Worth and west 
or north of Sweetwater. Doubtless numerous instances may be cited 
of routes apparently more abnormal than these, but there existence 
is not a valid argument in this case. The record will be held open 
to permit a definite determination of the routes or territories to be 
covered by the proviso, through conference or further hearing. The 
applicant and the Texas & Pacific will be expected to confer im- 
mediately with a view to the determination of the traffic that will 
be affected by this condition and the designation thereof in tariffs, 
and to advise us within 60 days whether or not a further hearing 
is desired upon that matter. The issuance of a certificate will be 
deferred pending such determination. 

The authorization will be subject to the further condition, that, 
upon the construction or acquisition by the Texas & Pacific of a 
proper connection with the extension, the applicant shall switch cars 
for that company between such connection and any industries that 
may be established on the extension, at rates agreed upon or estab- 
lished by proper authority, where, in the interest of transportation 
efficiency, the traffic should be routed over the Texas & Pacific. 

The state of Texas, through its attorney general, has inter- 
vened in favor of the application, urging that it be granted uncon- 
ditionally. It supports the applicant’s contention that the proposed 
restriction of a would be in conflict with the authority of the 
state in the regulation of intrastate traffic. We are of the opinion, 
however, that such a condition, imposed pursuant to the authority 
conferred in paragraph (20) of section 1 of the interstate commerce 
act, does not exceed our authority, particularly as it has in view 
the conservation of the financial resources of interstate carriers. 


GAINESVILLE MIDLAND REORGANIZATION 


The Commission, by division 4, in finance Nos. 5955, 5967, 
5968, 5969, and 5970, Gainesville Midland Reorganization, has 
approved the plan for the reorganization of the affairs of the 
Gainesville Midland Railway into the Gainesville Midland Raii- 
road Co., the acquisition of the reorganized railroad by the 
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Seaboard, and the abandonment of a part of the mileage of th, 
old company. The Georgia commission held a hearing on th, 
subject, but made no recommendation. The Gainesville Miq. 
land has been in the hands of receivers since 1921. The Con. 
mission’s certificate authorizes the following: 

Abandonment by the railway company and/or by the reorganizs. 
tion committee of its security holders and/or by, its receivers of that 


ja of its railroad from Belmont to Monroe, Ga., a distance of 3) 
miles. 

Acquisition and operation by the new company of the line from 
Gainesville to Fowler Junction, Ga., a distance of 38 miles. 

Issue by the new company of $5,000 of capital stock and $360, 
of first mortgage 20-year 6 per cent gold bonds. 

Acquisition by the Seaboard Air Line of the new company by the 
purchase of its capital stock; and assumption by the Seaboard of 
obligation and liability, as guarantor, in respect of the $360,000 
mortgage bonds. 


COMPANY SUBJECT TO ACT 


In its formal decision in finance No. 6494, the Commission, 
by division 4, held that the Atlantic Coast Line Company was 
a corporation organized for the purpose of engaging in trans. 
portation by railroad subject to the interstate commerce act anj 
therefore subject to the Commission’s jurisdiction under the 
provisions of section 20-a of the act. The company filed an 
application for authority to issue $2,940,000 of capital stock, if 
the Commission was of the opinion it had jurisdiction, or for 
an order dismissing the application if it held that it had no 
jurisdiction. The Commission granted the authority to issue 
the stock. The report set forth that the applicant owned ap. 
proximately 27 per cent of the capital stock of the Atlantic 
Coast Line Railroad Company and that, so far as appeared, its 
activities were confined to those ordinarily exercised by a holi- 
ing company. The applicant said it did not own or operate a 
railroad and that it did not propose to operate as a carrier in 
any state. The Commission said, however, that the applicant 
had power, under its charter, to engage in transportation by 
railroad, and that should it decide tomorrow to take over the 
operation of a railroad, under lease or otherwise, it had full 
power to do so, subject only to such authorization by public 
authorities as might be required of any operating company. 


BONDS OF C. C. & C. RAILWAY 


The Commission, by division 4, in finance No. 4691, has 
authorized the Cowlitz, Chehalis & Cascade Railway to issue 
and sell at par $60,000 of 6 per cent general and refunding gold 
bonds and to use the proceeds for construction work. 


INTRASTATE COAL REPARATION 


A citation to show cause has been issued by the Commis- 
sion, in Ex Parte 88, reparation on intrastate traffic, directing 
the New York Central and the Pennsylvania to show why, on 
or before November 20, it should not approve an order of rep- 
aration issued by the Public Service Commission of Pennsylvania 
requiring those carriers to pay, as reparation, $6,172.97, to the 
New York and Pennsylvania company on account of unreason- 
able rates on intrastate movements of coal made in the so-called 
guaranty period, between March 1 and August 26, 1920. The 
Pennsylvania commission found the intrastate rates on coal from 
the Munson and Hawk Run districts to Lock Haven, Pa., un- 
reasonable to the extent they exceeded $1 per long ton in the 
guaranty period and $1.40 thereafter. It awarded reparation 
down to the $1 per long ton basis. It ordered payment of the 
award in an order dated June 20, 1922. 

The complainant, in June, 1927, filed a petition with the 
federal body asking it to approve the order of the Pennsylvania 
body awarding reparation. The order to show cause, if any 
there may be, is the outcome of that petition. It was made by 
division 3. , 


CANADIAN GRAIN RATES 


In answer to the letter written by Clyde M. Reed to mem- 
bers of the Kansas delegation in Congress suggesting action by 
that body for the relief of western grain farmers on account 
of the supposed effect upon their business of the cut in export 
grain rates made by the Canadian commissioners (see Traffic 
World, October 22, p. 905), Representative Hoch said that the 
Commission, if not already having the power to make export 
rates on grain lower than the domestic rates, should have that 
power conferred by legislation. Mr. Hoch said there was some 
question of the power of the Commission, under the present law, 
to establish a differential on American wheat for export, but 
he said he was not so sure it could not do it. He said that if 
the Commission could it should certainly give the matter most 
serious consideration with a view to helping overcome the handi- 
cap American producers seemed to have in competition with 
Canadians in the export trade. 

Mr. Hoch called attention to the fact that the fourth section 
authorized the Commission to permit departures from the long- 
and-short-haul rule and suggested that something might be done 
under that part of the law as if the situations were analogous. 
He said he was deeply interested and intended looking into the 
matter thoroughly with a view to helping in any way he could 
in obtaining consideration by the Commission under the present 
law or in obtaining the enactment of any needed legislation. 
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BARGE LINE DIVISIONS 


A limited revision of divisions between the Louisville & 
Nashville and the government barge line has been proposed by 
Examiner Philip S. Peyser, in No. 11893, United States War 
Department, Inland Waterways, Mississippi-Warrior Service vs. 
Abilene & Southern. The report also covers No. 11892, Same vs. 
Same, and No. 13290, Secretary of War, Operating Mississippi- 
Warrior Service, vs. Aberdeen & Rockfish et al. The cases were 
presented under the shortened procedure. ‘The original report 
in these cases, 100 I. C. C. 491, prescribed divisions of joint 
parge-and-rail rates between New Orleans, La., and Mobile, Ala., 
on the one hand, and inland points on the Louisville & Nashville 
on the other, interchanged at Birmingham, Ala. Peyser said 
the findings in that report should be affirmed. 

The revision recommended is as to the divisions out of joint 
parge-and-rail rates on fertilizer and fertilizer materials, includ- 
ing sulphur, between New Orleans and Mobile, on the one hand, 
and points in the Birmingham district on the other, interchanged 
with the Louisville & Nashville at Ensley, Ala. The barge line 
suggested a division of 35 cents per ton to the railroad but 
Peyser recommended 55 cents per ton. 

The cases were reopened on petition of the barge line on 
account of changes in the general situation at Birmingham 
which had taken place since the decision. It contended that 
those changes had made the divisions unreasonable and inequita- 
ble. The changes in conditions were brought about by the estab- 
lishment of the Warrior River Terminal Service through the 
operation of what was formerly the Ensley Southern Railway. 
Via Birmingport the barge line reaches the L. & N. over the 
short railroad mentioned which has since been acquired by the 
Inland Waterways Corporation through its subsidary, the War- 
rior River Terminal Co. The question of divisions for the 
Ensley Southern was never satisfactorily answered, remaining 
in dispute between the carriers up to the time the government 
acquired it. The barge line suggested an arbitrary division of 
3 cents per 100 pounds on carloads and 10 cents on less-than- 
carload traffic, the report said. 

Peyser said that the Louisville & Nashville repeated, in this 
reopened case, the contentions it made at the former hearing, 
namely, that there was no real economy in service at Birming- 
port and that the water haul was wasteful and uneconomical 
transportation, in the circumstances and conditions in these 
cases. 

“Complainant supports its argument for readjustment in its 
divisions with statements and exhibits showing its poor financial 
condition and the extent of its annual losses,” says the report. 
“It also shows that the defendant is a wealthy and prosperous 
carrier and that the Commission is required by section 500 of 
the transportation act, 1920, to consider these facts in deter- 
mining what should be the equitable divisions in these cases.” 
He added that that argument was fully disposed of in the 
report, at p. 509. 

The examiner, in his report, discusses a new friction between 
the barge line and the Louisville & Nashville growing out of 
the publication, by barge line, of a provision in its tariff per- 
mitting storage of sugar, for twelve months, in a warehouse it 
proposes to build at Birmingport and the forwarding of the 
sugar from the storage points at the balance of the through 
rate in effect at the time the sugar was started from the origin 
point. He says the L. & N. had asked the barge line to make 
the arrangement inapplicable over its rails but that the barge 
line had refused, claiming that the question of transit was of 
no concern to the connecting carrier. The L. & N., says the 
report, has announced that it will assess its local rate on such 
sugar. 

Peyser said the service would be rendered entirely by the 
barge line and would throw no additional burden on the rail- 
road. He said the barge line had made no request for a con- 
cession in divisions because of this transit arrangement. The 
L. & N., he said, refused to answer the barge line contentions 
and asserted that the question was inappropriate in this pro- 
ceeding. The examiner, after discussing the subject at some 
length, said that as no issue was properly raised as to the 
storage of sugar at Birmingport, it could not now be considered, 
and particularly since the L. & N. objected to the handling of 
that matter under the shortened procedure. 


FOURTH SECTION DENIAL CASE 


Recommendation that the Commission affirm its denial of 
fourth section relief has been made by Examiner W. H. Smith in 
fourth section application Nos. 12628, 1896, 1895, and 1884, in- 
Volving rates from eastern territory to intermediate points in 
Minnesota, Iowa, and Illinois higher than to Twin Cities rate 
Points. That denial was made in 109 I. C. C. 437, by division 4. 
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The applications therein denied were made by the Chicago Great 
Western, the Rock Island, the Minneapolis & St. Louis, Illinois 
Central, and the Minneapolis, Northfield & Southern. They 
asked for authority to establish, continue, and maintain class 
and commodity rates from New England, Trunk Line and 
Canadian territories, to the Twin Cities and related points, lower 
than the rates contemporaneously maintained on like traffic to 
intermediate points in the states mentioned. 

As indicated in the report, Smith said, the relief sought was 
not based upon circuity, but upon the ground that the all-rail 
rates to the Twin Cities were depressed by rates applicable 
over rail-and-water routes to those points. He said that, briefly 
stated, the Commission found that the contention that the all- 
rail rates to Twin Cities were depressed by water competition 
was not sustained, and that even if the record warranted a find- 
ing that applicants were correct in asserting that such rates 
were depressed, any relief authorized on that account would 
have to be restricted to the rates on those commodities which 
actually moved in substantial volume over the rail-and-water 
lines, concerning which the record made no showing. 

Upon the petition of the applicants, as well as that of the 
Milwaukee, Burlington, Soo Line, Chicago & North Western, the 
Omaha, Santa Fe and Chicago & Alton, the proceeding was re- 
opened for further hearing. The effective date of the Commis- 
sion’s order was postponed pending final decision. The carriers 
said they would submit additional evidence to show that the 
present all-rail rates were depressed by water competition and 
the commodities moving in substantial volume over the rail- 
and-water routes. 

Concerning the testimony about the operations of the water 
lines in connection with rail lines in competition with the all- 
rail lines, Examiner Smith said that there was competition be- 
tween the rail-and-water and all-rail carriers might be conceded, 
but that it would be difficult to find from it that the all-rail 
rates were depressed by such competition. In addition, he said, 
it should be borne in mind that the all-rail carriers operated 
throughout the year while the water routes were open only 
approximately seven months. As to other evidence, he said 
similar evidence, in substance, if not in as much detail, was be- 
fore the Commission in the original proceeding. 


COAL DAMAGE NOT SHOWN 


Applying the law concerning awards of damage on account 
of undue prejudice, as laid down by the courts and the Com- 
mission, Examiner William B. Wilbur has recommended the 
dismissal of No. 11446, Northern West Virginia Coal Operators’ 
Association vs. Pennsylvania, Director-General, et al. The case 
was on further hearing to enable the complainants to prove the 
fact and the amount of damage on account of the undue preju- 
dice the Commission found, in the former reports, 60 I. C. C. 
569, and 109 I. C. C. 604, arising from the practices of the 
Director-General, between July 1, 1919, and March 1, 1920, ex- 
cluding November, 1919, in the distribution of coal cars as be- 
tween the mines of complainant’s members on the Monongahela 
and the Morgantown & Wheeling railways, on the one hand, 
and mines on the Pittsburgh & Lake Erie south of Pittsburgh, 
and on the Monogahela division, southwest branch, and Pitts- 
burgh west end division of the Pennsylvania, on the other. 
Damages totaling about $190,000 were claimed. 

Wilbur said that the Commission should deny reparation in 
the absence of satisfactory proof of the fact and extent of 
damage as resulting from the undue prejudice found in the 
former reports. In coming to that conclusion the examiner 
discussed the propositions about both the fact of damage and 
the extent thereof, as laid down in Penn. R. R. vs. International 
Coal Co., 280 U. S. 184; Linen Thread Co. vs. Shaw, 9 Fed. (2nd) 
17, and Crosby vs. St. L.-S. F., 112 I. C. C. 239, and many others. 
He said the complainant’s members, in each instance, claimed 
the maximum amount of damage the Commission could award, 
which was the difference between the capacity of the cars 
which the complainant was entitled to receive and the capacity 
of the cars received. But, he said, that did not go to the 
question as to whether there was damage. He said the measure 
of pecuniary loss was the tonnage represented by bona fide 
orders in excess of the tonnage capacity of the cars received 
but not in excess of the capacity of the cars the claimant was 
entitled to receive. 

Apparently to establish the fact of damage sustained, the 
examiner said, complainant’s members submitted evidence in- 
tended to show that by reason of the undue prejudice found, 
they were prevented from marketing a quantity of coal which 
they could otherwise have produced, soid, and shipped. No 
record, written orders or written contracts were produced, Wil- 
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bur said, to support those oral statements and no reasons were 
given for the omission. One witness, he said, testified that in 
the period covered by the complaint business was largely con- 
ducted by telephone over which his company received a “great 
many inquiries for coal.” The general statements, Wilbur said, 
were not only secondary evidence but were conjectural. 

“It is not considered that the evidence adduced would meet 
the requirements of a court of law,” said the examiner. ‘“There- 
fore to award damages in any amount on the showing made As 
to the fact of damage and which falls short of creating that 
certainty required by law, would be arbitrary and tantamount 
to awarding punitive or exemplary damages which the Commis- 
sion has said it has no power to award.” 


POTATOES WERE MISROUTED 


Examiner George C. Clarke has recommended the dismissal 
of No. 19556, Mallard Brokerage Company vs. Texas & Pacific 
et al., on a finding that the amount of the damage, if any, 
resulting from the misrouting of a carload of potatoes from New 
Roads, La., which was finally disposed of at Philadelphia, Pa., 
was not determinable upon this record. The car was billed to 
Alexandria, La., reconsigned to Little Rock, Ark., and Cincin- 
nati, O., then to Altoona, Pa., and finally to Philadelphia. It 
was rejected at Cincinnati. The car was sold, f. o. b. origin, to 
Mandell Brothers, at Cincinnati, who specified Southern Rail- 
way routing. When the car was diverted to Cincinnati, the 
complainant specified routing via Memphis and the Southern 
Railway. The defendants reported that they had accomplished 
the diversion. But the shipment was moved via East St. 
Louis. 

At Cincinnati the car was rejected “because it was mis- 
routed and contained decay, probably due to the fact that the 
car was delayed several days in transit.” The examiner said 
that “due to a declining market, complainant reconsigned the 
shipment to Altoona, and later to Philadelphia, where it was 
sold on a commission basis for the net sum of $241.69.” The 
complaint asked for an award of damage in the sum of $431.21, 
the difference between the price to Mandell Brothers and the 
amount realized at Philadelphia. 

No question of rate damage, the examiner, said was raised, 
the loss sustained being as a result of the breach of contract 
which complainant stated was caused by the misrouting. Com- 
plainant, the examiner said, cited G. W. Harp vs. Seaboard Air 
Line, 122 I. C. C. 585, in support of its claim. In that case the 
Commission awarded damage on account of the misrouting of 
three carloads of watermelons. Clarke, however, called atten- 
tion to the fact that the Harp case had been reopened for fur- 
ther hearing. 

Clarke said the Commission should find that the car had 
been misrouted. He said the amount of the damage alleged to 
have been suffered by complainant by reason of the failure to 
forward the car over the route specified had not been proved. 
He said the consignees stated that they declined the shipment 
not only because of the misrouting but also on account of the 
decay which they said might have been caused by delay. But, 
Clarke said, the defendants asserted that the car reached Cin- 
cinnati not more than ten minutes later than if it had been 
properly routed, and that an inspection at that point showed 
the car to be free from any decay. 

Complainant said it was necessary to reconsign to Altoona 
and again to Philadelphia before it could be sold to the best 
advantage. But, said Clarke, no evidence was presented as to 
the best price that could have been obtained in Cincinnati; nor 
did it appear in what respect it was to the best advantage to 
forward the shipment to Philadelphia and sell it there, which 
increased the alleged damages by the amount of the freight 
charges paid from Cincinnati to Philadelphia. 


DEMURRAGE ON PRIVATE CARS 


Dismissal has been recommended in No. 18965, Albert Lea 
Packing Co. vs. Chicago, Mf} waulkee & St. Paul et al., by Ex- 
aminer J. M. Fiedler, on a ding that demurrage charges were 
applicable on Wilson Car Jjines’ refrigerator cars while on the 
private tracks of the Albékt Lea Packing Company at Albert 
Lea, Minn., from and after the time they were placed for icing, 
and on tank and box cars, from and after the time they were 
placed for loading, and that demurrage rules assailed are not 
unreasonable. 

Complainant alleged that demurrage charges assessed for 
the detention of numerous private refrigerator, tank and box 
cars of the Wilson lines, placed on its private track at Albert 
Lea, were inapplicable, and if applicable, that the rules and 
regulations were and are unjust and unreasonable. Reasonable 
demurrage rules for the future and waiver of collection of out- 
standing charges were sought. 

Examiner Fiedler said that, by reason of its steck owner- 
ship, Wilson & Company controlled the Albert Lea Packing Com- 
pany, and that the private tracks at Albert Lea were owned by 
and were on the property of complainant. He said Wilson & 
Company owned all the stock of the Wilson Car Lines, with the 
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exception of qualifying shares for directors. After quoting per- 
tinent parts of the applicable tariff, National Car Demurrage 
Rules and Charges, the examiner said complainant contended 
that, due to the intercorporate relationship of Wilson & Com- 
pany, the Wilson Car Lines, and the Albert Lea Packing Com. 
pany, the cars of the Wilson Car Lines were exempt from demur. 
rage under the rules while on complainant’s private track at 
Albert Lea; that the private cars while being iced on the private 
tracks of complainant at its ice house were exempt from demur. 
rage charges under paragraph 4 (b) of the rules; that if it 
were found that the demurrage charges were applicable, then 
the tariff provision requiring ownership of the car and owner. 
ship of the track to be in the same person or corporate entity 
was unreasonable in that it did not recognize or permit private 
cars on private tracks to be exempt from demurrage where the 
management and control of both track and car were in the 
same parent company, and that any rule that did not exempt 
from demurrage private cars sent by an owner to a shipper for 
loading, while on the consignor’s private track, ‘was unreasonable, 

The examiner said demurrage charges on these cars at the 
present time were avoided by Wilson & Company leasing to 
complainant for a nominal rental the cars sent to Albert Lea 
for loading, the leasing of a car being equivalent to ownership 
under the tariff. He said these were trip leases only and the 
cars were boarded with the name of complainant as lessee. 
Complainant, he said, claimed that this was a cumbersome 
method and to result in the assessment of demurrage on cars 
placed at the plant after working hours when no employes were 
available properly to board the cars. 

Whatever intercorporate relationship existed between the 
companies, said the examiner, they were, under the law, recog- 
nized as separate and distinct corporate entities. He held against 
the contention that the private cars while being iced on the 
private tracks of complainant were exempt from demurrage. 

Complainant suggested, said the examiner, that the tariff 
rules be amended so as to exempt from demurrage private cars 
in situations like the one here presented, and that the status 
of such ownership, control and management be published in 
some official document such as the Equipment Register and that 
a proper showing be made to the Commission as to the cor- 
porate relationship. Defendants opposed the suggestion on the 
ground that it would be impracticable to carry it into effect. 
The examiner said the benefit to be derived from the proposed 
change would not be commensurate with the difficulties that 
would be encountered by defendants in applying the rule. 





SINGLE-LINE COTTON RATES APPLY 


In a proposed report on No. 19554, M. Hohenburg & Co. et al. 
vs. Atlanta & West Point et al., Examiner Philip S. Peyser said 
that the Commission should find unreasonable the charges, based 
on joint-line rates, on cotton, from points in Alabama to des- 
tinations in Georgia to the extent they exceeded single-line 
rates. He said the Commission should order the establishment 
of the single-line scale rates for the movement of cotton over 
the Western Railway of Alabama and the Atlanta & West Point 
and award reparation. Complainants relied upon Live Stock 
To, From and Between Points in the Southeast, 91 I. C. C. 292, 
and 101 I. C. C. 105, and Bragg & Milsaps Co. vs. A. & W., 128 
I. C. C. 238, as showing that the two railroads mentioned were 
under common management and control. The examiner said 
the reasonableness of the application of the joint-line scale to 
the shipments in question had to be determined in accordance 
with the principles laid down in those cases, hence his recom- 
mendations. 


CRUSHED STONE RATE CASE 


Examiner Richard Yardley has recommended the dismissal 
of No. 19203, Western Asphalt Paving Corporation vs. Chicago, 
Milwaukee & St. Paul et al., on a finding that a rate of $1.45 
per net ton on crushed stone, from Dell Rapids, S. D., to Remsen, 
Ia., applied on 40 carloads, shipped between July 28 and August 
15, 1925, was not unreasonable. Reparation was sought to the 
basis of a rate of $1.36, established August 16, 1925. 


LIQUID ASPHALTUM RATES 


Examiner J. H. Smith has advised the Commission to dis- 
miss No. 19077, Philip Carey Manufacturing Company vs. Bal- 
timore & Ohio et al., and a sub-number, Same vs. Baltimore & 
Ohio, on a finding that the rates charged on liquid asphaltum, 
in tank cars, from Wood River and Lawrenceville, Ill., to 
Lockland, O., between August 30 and November 23, 1923, were 
not illegal, in violation of section 6, as alleged. Charges were 
collected at a rate of 19 cents on shipments from Wood River 
and 16.5 cents from Lawrenceville. 

Contemporaneously there was a commodity rate of 11.5 
cents from Wood River to Gary, Ind., and 11 cents from Law- 
renceville to Gary. Complainant contended that, under the 
intermediate rule, the rates to Gary were applicable on ship- 
ments to Lockland, which is within the switching limits of 
Cincinnati. The examiner said the complainant admtted that 
it was not the intention of the carriers issuing the tariff in- 
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yolved in the case to make the Gary rates applicable to Lock- 
land or other points in Ohio. Moreover, he said, it was clear 
that neither carriers nor shippers had interpreted the tariff as 
complainant now did, and that no shipper had been misled, or 
had relied on the lower rate, to his damage. 

Examiner Smith said that, as pointed out by the defend- 
ants, if a shipment were to move to Gary over the route in 
question it would not pass by complainant’s siding or through 
Lockland station. For such a movement, he said, an out-of-line 
and back-haul would be necessary. He said the Commission 
should find that the rates to Gary were not applicable on the 
shipments described and that the rates charged were not illegal. 


MATCH BLOCK CHARGES 


Examiner Kenneth J. McAuliffe has recommended the dis- 
missal of No. 19679, Federal Match Corporation vs. Boston & 
Maine et al., on a finding that the switching, demurrage and 
reconsignment charges collected at destination on a carload of 
match blocks shipped from Littleton, N..H., milled in transit 
at East Jaffrey, N. H., and reshipped to Bloomsburg, Pa., in 
September, 1922, were not unreasonable or otherwise unlaw- 
ful. The complainant refused to pay a bill of about $46, be- 
cause, among other things, it was not notified of diversion of 
the car so that Reading and not Lackawanna delivery resulted. 
The car was not covered by a Dill of lading. The Boston & 
Maine agent waybilled the car for Lackwanna delivery, which 
the report said was customary, the shipping ticket not showing 
routing. The plant at Bloomsburg, where the match blocks 
were to be used, was reached only by the Lackawanna. The 
blocks, the report said, could not be carted because the grit 
they would have picked up en route in a truck would have 
rendered them worthless. 

McAuliffe said that inasmuch as the blocks were not routed 
in the shipping ticket the agent of the carrier had the option 
to route the shipment either for Lackawanna or Reading deliv- 
ery, as the rates were the same. He said the defendants had 
no notice that only Lackawanna delivery would be accepted 
and that they completed their duties when they delivered the 
blocks on the Reading at Bloomsburg. The complainant, he 
said, was liable for any additional services rendered on the 
shipment, including reconsignment, demurrage and switching 
charges. The complaint was filed when the carrier sued for 
the additional charges. 


BICHROMATE OF SODA RATE 


Examiner E. H. Kerwin has recommended the dismissal of 
No. 19373, American Hide & Leather Co. vs. Central of New 
Jersey et al., on a finding that a fourth class rate of 38 cents 
was applicable on five carloads of bichromate of soda, shipped 
in 1924 and 1925, from Jersey City, N. J., to Ballston Spa, N. Y. 
Complainant contended that a sixth class rate of 28.5 cents was 
applicable. The question was as to the meaning of the applicable 
tariffs. 


RELAYING RAIL RATE 


Examiner Albert A. Mattson has advised the Commission 
to dismiss No. 19247, Hyman-Michaels Co. vs. Durham & South- 
ern et al., on a finding that a combination of $6.60 per net ton, 
imposed on relaying rails and angle bars, from Apex, N. C., to 
Sardis, Ga., shipped in 1926, was not unreasonable or otherwise 
unlawful, as alleged. 


WATERMELON MISROUTING 


Examiner George C. Clarke, in No. 17704, G. W. Harp vs. 
Seaboard Air Line, upon further hearing, has recommended that 
the Commission reverse, in part, findings in the original report, 
122 I. C. C. 585, and dismiss the complaint. In the original 
report the Commission found that three carloads of water- 
melons, shipped from Hagan and Daisy, Ga., to Jacksonville, 
Fla., were misrouted and awarded reparation. The examiner 
says the Commission should now find that there was no proof 
of any damage following the misrouting of the two shipments 
from Hagan and that the third shipment from Daisy was not 
misrouted. 


LEAD PIPE RATING AND RATES 


A fifth class rating on lead pipe, carloads, in Official Clas- 
sification territory, has been recommended by Examiner J. P. 
McGrath in No. 19613, Federated Metals Corporation vs. South- 
ern et al. The examiner said the Commission should find not 
unreasonable or otherwise unlawful, with the exception of the 
carload rating on lead pipe, the rates on lead pipe, carloads, 
from Newark, N. J., to destinations in Official and Southern 
classifications. He said the fourth class rating on lead pipe, 
carloads, in Official Classification, should be found unreasonable 
and unduly prejudicial to the extent it exceeds fifth class on 
a minimum of 36,000 pounds. Complainant, the examiner said, 
sought rates equivalent to sixth class. The fourth class rating 
is also accorded on brass pipe. The complainant contended that 
because of the substantial difference in the values of lead and 


THE TRAFFIC WORLD 


957 





brass pipe shown in the report, lead pipe should be rated lower 
than brass pipe. 


SPELTER RATE NOT UNREASONABLE 


Examiner J. P. McGrath has recommended the dismissal of 
No. 19695, Federated Metals Corporation vs. Central of New 
Jersey et al., on a finding that the joint sixth class rate of 22.5 
cents on spelter, in carloads, from Newark, N. J., to Sparrow’s 
Point, Md., is not unreasonable or unjustly discriminatory. 
Complainant contended it was unreasonable to the extent it 
exceeded 13.5 cents. The two carloads involved were isolated 
shipments from a non-producing point. The examiner said there 
was no occasion for the establishment of a commodity rate. 


BOX SHOOK RATE UNREASONABLE 


A finding of unreasonableness, prescription of a new rate, 
and an award of reparation have been recommended by Exan- 
iner J. H. Smith in No. 19505, American Crate & Basket Co. vs. 
Union Pacific et al., as to a rate of 38 cents and the charges 
thereunder, on box shooks, carloads, from Denver, Colo., to 
Sioux City, Ia. Smith said the rate should be found unreason- 
able to the extent it exceeded 34 cents, the contemporaneously 
applicable rate on shooks from Denver to Kansas City, St. 
Joseph, Atchison, Leavenworth and Omaha. 


PICKLE CASE DISMISSED 


Examiner A. J. Sullivan has recommended the dismissal 
of No. 19441, Pepin Pickling Co. vs. Chicago, St. Paul, Minneap- 
olis & Omaha et al., on a finding that a fifth class rate of 27.5 
cents, minimum 36,000 pounds, applied on a carload of pickles, 
shipped from Beldenville, Wis., to Winona, Minn., in October, 
1924, was applicable and not unreasonable. Complainant con- 
tended that a 19 cent rate was applicable. The case was one 
of tariff interpretation. 


PROPOSED PIG IRON RATE 


Examiner Richard Yardley, in No. 19519, Vermont Snath 
Co. vs. Boston & Maine et al., said the Commission should find 
unreasonable a rate of $5.79 on pig iron from Riddlesburg, Pa., 
to Springfield, Vt., to the extent it exceeded or may exceed 
$4.79 per long ton, prescribe that lower rate for the future, and 
award reparation. The complainant showed that a rate of $4.79 
applied to points around Springfield. The extra dollar per ton 
in the rate charged by the complainant was for that part of 
the haul from Charleston, Vt., to Springfield, a distance of six 
miles, over the Springfield Terminal, an electric line. 

The defendants contended, the report said, that there were 
no joint rates from any producing point on the Pennsylvania 
to destinations in New England. Complainant showed, the ex- 
aminer said, that there was a rate of $4.79 from Riddlesburg 
to destinations on the United Electric Railways to show that 
the Huntingdon & Broad Top, the originating road on traffic to 
Springfield, in connection with the Pennsylvania, did make joint 
rates to destinations on electric railways. The examiner said 
the United Electric Railways were a part of the New Haven 
and not independent electric lines such as the Springfield Ter- 
minal. The examiner said the real cause of the complaint ap- 
peared to be that the carriers had not been able to agree upon 
divisions. Thirty-one carloads of pig iron, shipped between 
July 15, 1925, and February 21, 1927, were involved. 


LINTER RATES INAPPLICABLE 


Examiner Martin J. Wash, in No. 19087, William Frazer, 
Jr., Inc., vs. Baltimore & Ohio et al., has recommended a finding 
that the rates applicable on cotton linters charged on interstate 
shipments of cottonseed shavings billed as cottonseed-hull fiber 
or shavings, from points in Alabama, Georgia, Mississippi and 
Tennessee to destinations in Ohio, Michigan, Connecticut and 
other states, between April, 1923, and March, 1926, were inap- 
plicable to the extent they exceeded those which were contem- 
poraneously published on cottonseed-hull fiber or shavings. He 
said the Commission should find the shipments were over- 
charged, direct the prompt refund of overcharges and dismiss 
the complaint. 


CHICORY HOCH-SMITH CASE 


Examiner E. P. Hurley, in No. 19451, E. B. Muller & Co. vs. 
Pere Marquette et al., has recommended that the Commission 
find that the rate on chicory, carloads, from Port Huron, Mich., 
to New York, N. Y., for the future will be unreasonable to the 
extent that it may exceed 29 cents per 100 pounds, minimum 
40,000 pounds. He said reparation should be denied. He said 
one of the contentions of complainant was, in effect, that be- 
cause of the depressed condition of the chicory industry, rates 
were higher than the traffic could reasonably bear and above the 
lowest possible lawful rates required by the Hoch-Smith reso- 
lution. The rate assailed was the applicable fifth-class rate of 
44 cents, minimum 40,000 pounds. Complainant asked a com- 
modity rate of 29 cents, minimum 40,000 pounds, which, said the 
examiner, was the general basis on grain products. After re- 
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ferring to the Hoch-Smith resolution, the examiner said it was 
clear that, as compared with the rate on coffee substitutes and 
many other articles embraced in the grain products list that 
were fairly comparable with chicory, the assailed rate was high. 
He said the record failed to disclose any substantial difference 
in transportation conditions, except volume of movement, as 
would justify exclusion of chicory from the benefit of the grain 
products rate. As to reparation, the examiner said it was not 
evident how an award of reparation in this case would benefit 
the grower whose plight was particularly stressed. He said that, 
in view of the substantial reduction recommended, amounting to 
approximately 34 per cent, it was recommended that the reduced 
rate should be established only for the future. 


COTTON LINTER RATE QUESTION 


Attorney-Examiner George M. Curtis has recommended the 
dismissal of No. 18862, Simmons Company vs. Staten Island 
Rapid Transit et al., and No. 18950, Same vs. Atlanta & West 
Point et al., on a finding that the rates on interstate shipments 
billed as cottonseed-hull fiber or shavings, from points in Ala- 
bama, Georgia and the Carolinas to Bayway, N. J., and from 
points in Alabama, Kentucky and Tennessee to Atlanta, Ga., 
have not been shown to have been inapplicable or unreason- 
able. The carriers raised the billing from shavings to linters 
and charged additional freight amounting to $9,100.49. The 
question was as to what had been shipped. Curtis said the com- 
plainant had not sustained the burden of proof as to what was 
shipped or that it had been damaged. He said that the burden 
of proof, in a case where the primary issue was as to the appli- 
cation of a rate to a particular commodity, was upon the com- 
plainant. 


GANISTER STONE RATES 


Examiner W. R. Brennan, in No. 18089, Niles Fire Brick 
Company vs. Pennsylvania, says the Commission should find un- 
reasonable rates on ganister stone, from points in Pennsylvania 
to Niles, O., and prescribe new ones for the future. The present 
rates were alleged to be unreasonable and unduly preferential 
of competitors at Hays and Latrobe, Pa., and other points in 
Pennsylvania, as well as unjustly discriminatory. The ganister 
stone origin group, the examiner said, extended from Marys- 
ville to Paddy Mountain, Pa., on the east, and from Howard, 
Pa., on the north, to Altoona and Hollidaysburg, Pa., on the 
west, and to Cumberland, Md., on the south. The examiner 
said the rates had not been shown to have been in violation of 
section 3. He said they should be found unreasonable, in the 
past, present and for the future to the extent they exceeded or 
may exceed $1.90 per net ton from Flowing Spring, Horrell, 
Goodman, Moore’s Mills, Port Matilda, Brookes Mills, and 
Barree, Pa., to Niles. 


DENATURED ALCOHOL RATES 


A finding of unreasonableness, an award of reparation and 
rates for the future have been recommended by Examiner Wil- 
liam H. Smith, in No. 18914, Thompson Drug Company vs. 
Beaumont, Sour Lake & Western et al., as to rates and charges 
thereunder, on denatured alcohol, carloads, from New Orleans, 
La., to Amarillo, Tex. Smith said the rates should be found 
unreasonable to the extent they exceeded, exceed or might ex- 
ceed 90 cents per 100 pounds. The rates assailed were $1.05 
prior to December 13, 1925, and $1.02 thereafter. 


RATINGS ON MUCILAGE 


Attorney-Examiner William A. Disque has recommended 
dismissal in No. 19355, Kwikstik Company vs. Alabama & Vicks- 
burg et al., on a finding that first-class ratings on mucilage, in 
glass, boxed, in less-than-carloads, from Chicago, IIl., to desti- 
nations in official, southern and western classification territo- 
ries are not unreasonable. The allegation was that the ratings 
were unreasonable to the extent they exceeded second class. 


ROSIN AND TURPENTINE RATES 


Examiner Martin J. Walsh, in No. 19342, Gillican-Chipley 
Company et al. vs. Apalachicola Northern et al., has recom- 
mended that the Commission find that rates on rosin and tur- 
pentine, carloads, from producing points in Florida, to eastern 
and interior eastern destinations are unreasonable and unduly 
prejudicial, prescribe new ones and award reparation. His 
recommendations are that the rates be found unreasonable to 
the extent they exceed the following: 
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and that the factors from the producing points to Jacksonville exceeded 
and exceed 6 cents on rosin and 10 cents on turpentine. To other des- 
tinations in eastern and interior eastern territories rates should be 
made with relation to the above rates. 

The Commission should further find that the rates assailed were, 


THE TRAFFIC WORLD 


Vol. XL, No. 18 





are, and for the future will be unreasonable to the extent they gy. 
ceeded, exceed, or will exceed the rates herein found reasonable and 
that the rates assailed were, are, and for the future will be unduly 
prejudicial to complainants and unduly preferential of complain- 
ants’ competitors at Jacksonville, Savannah, and Brunswick to the 
extent they exceeded, exceed, or will exceed to the destinations here 
considered the rates from Jacksonville by more than 5 cents on rosin 
and 10 cents on turpentine. 


RATES ON ZINC SHEETS, ETC. 


Dismissal has been recommended by Examiner Thurston 
B. Johnston in No. 19449, American Zine Products Company ys 
Baltimore & Ohio et al., on a finding that rates on zinc sheets, 
plates and strips, carloads, from Greencastle, Ind., to New 
York, N. Y., and Philadelphia, Pa., and points basing thereon 
are not unreasonable or otherwise unlawful. Rates of 565 
cents to New York and 54.5 cents to Philadelphia were assaileq 
as unreasonable, unjustly discriminatory and unduly prejudicia| 
~ — and unduly preferential of shippers at Aquasb- 
cola, Pa. 


RATE ON GRAIN-CLEANING MACHINES 


Examiner A. E. Later has recommended dismissal in No. 
19477, Twin City Separator Company vs. Minneapolis, St. Pay] 
& Sault Ste. Marie, on a finding that a third-class rate of $1.175 
charged on one carload of grain-cleaning machines from Min. 
neapolis,. Minn., to Ruso, N. D., was applicable. 


RATE ON COCOANUT STEARINE 


Refund of an overcharge should be directed in No. 19572, 
Best Foods, Inc., vs. Central of New Jersey et al., Examiner J. H. 
Smith has advised the Commission, on a finding that the rate 
charged on one carload of cocoanut stearine from Bayonne, N, 
J., to San Francisco, Cal., was inapplicable, and that a combina- 
tion rate consisting of the factors, 47.5 cents, minimum 30,000 
pounds, and $1.875, minimum 40,000 pounds, was applicable on 
the shipment. 


RATE ON ROASTED COFFEE 


Examiner Albert A. Mattson, in No. 19597, Jewel Tea Co, 
Inc., vs. Baltimore & Ohio et al., has recommended an award of 
reparation on a finding that a rate of 78 cents charged on 
roasted coffee in packages, carloads, from Hoboken, N. J., to 
Escanaba, Mich., was unreasonable to the extent it exceeded 69 
cents. 


RATES ON BURLAP BAGS 


An award of reparation has been recommended by Examiner 
Paul Coyle in No. 19071, Fulton Bag & Cotton Mills vs. New 
York Central et al., on a finding that rates on burlap bags, car- 
loads, were unreasonable to the extent they exceeded 94 cents 
from Detroit, Mich., and Cleveland, O., to Atlanta, Ga., and 77 
cents from Toledo, O., to New Orleans, La. The report also 
embraces No. 19139, Same vs. C. N. O. & T. P. et al. 


RATE ON SILK CLOTH 


In No. 19473, Susquehanna Silk Mills vs. Pennsylvania, 
Attorney-Examiner William A. Disque has recommended that an 
assailed rate of $1.065 on undyed silk cloth from Marion, O., to 
Sunbury, Pa., be found unreasonable, for the past, present and 
future, to the extent that it exceeded, exceeds or may exceed 89 
cents, and that reparation be awarded. 


—_—_. 


REPARATION ON POTATOES 


An award of reparation has been recommended by Exan- 
iner A. J. Sullivan in No. 19535, Minnesota Potato Growers’ 
Exchange vs. Atchison, Topeka & Santa Fe et al., on a finding 
that assailed rates on potatoes were unreasonable to the extent 
they exceeded a rate of $1.10 from Baker, Moorhead, Watts and 
Hawley, Minn., $1.22 from Ada and Nielsville, and $1.17 from 
Ulen, Minn., to points in Texas. 


RATE ON CHLORINE GAS 


In No. 19563, Tidal Refining Co. vs. Atchison, Topeka & 
Santa Fe et al., Examiner T. P. Wilson has recommended an 
award of reparation on a finding that a rate of $1.60 on liquefied 
chlorine gas in carloads from Niagara Falls, N. Y., to Drum- 
right, Okla., was unreasonable to the extent that it exceeded a 
rate of $1.195. ° 





RATES ON EGGS 


In No. 18821, Salina Chamber of Commerce et al. vs. Atchi- 
son, Topeka & Santa Fe et al., Examiner Harris Fleming said 
the Commission should find that rates charged on eggs, carloads, 
from Salina, Kan., to Memphis, Tenn., applicable on traffic to 
that point and when used as a factor in making combination 
rates to destinations in southeastern and Carolina territories, 
were not unreasonable, and that complainants were not shown 
to have been damaged by reason of the relative adjustment in 
effect in the period of movement. He said that in view of the 
fact that a basis of future rates to the destinations involved from 
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Salina and from competitive origin points had been subsequently 
prescribed in Consolidated Southwestern Cases, 123 I. C. C. 203, 
no finding for the future was necessary and that the complaint 
should be dismissed. 


COKE RATE NOT UNLAWFUL 


Dismissal has been recommended by Examiner P. F. Mackey 
in No. 19242, Baton Rouge Electric Co. vs. Louisville & Nashville 
et al., on a finding that the applicable rate of $3.38 charged on 
coke, carloads, from Dolcito Junction, Ala., to Baton Rouge, La., 
was not unreasonable or otherwise unlawful. 


RATES ON CHARRED BONE, ETC. 


Examiner T. K. Carpenter has recommended dismissal in 
No. 19507, Rumford Chemical Works vs. New York, New Haven 
& Hartford et al., on a finding that rates charged on spent 
charred filtering bone, carloads, from Boston, Mass., Hoboken, 
N. J.. and Yonkers, N. Y., to Rumford R. I. and on steamed ani- 
mal bones, carloads, from Peabody, Mass., to Rumford, were not 
and are not unreasonable. 


LUMBER SHIPMENT MISROUTED 


In No. 19525, Mississippi Hardwood Lumber Co. vs. Tennes- 
see Central et al., Examiner S. A. Aplin has recommended that 
the Commission find that a shipment of lumber from Nellieburg, 
Miss., to Nashville, Tenn., was misrouted, that the rate applica- 
ble over the route of movement was 37.5, that the shipment 
should have moved over a route taking a rate of 26 cents, that 
undercharges should be waived to the basis of the rate of 26 
cents and that the complaint should be dismissed. He said the 
rate of 26 cents was not unreasonable. 


RATE ON APPLE PULP 


Examiner Albert A. Mattson has recommended dismissal in 
No. 19718, C. W. Zaring & Co. vs. Pennsylvania et al., on a find- 
ing that the applicable sixth-class rate of 48 cents, minimum 
30,000 pounds, charged on dehydrated apple pulp in sacks, car- 
loads, from Winchester, Va., to Jacksonville, Fla., was not unrea- 
sonable or otherwise unlawful. 


COAL TO NORTHERN NEW YORK 


Based on a proposed finding of unreasonableness, Examiner 
J. J. Williams, in No. 18471, International Paper Co. vs. Buffalo, 
Rochester & Pittsburgh et al., has recommended the prescrip- 
tion of new rates on soft coal from fields in western Pennsyl- 
vania and West Virginia to destinations in northern New York. 
He has also recommended new rates from the same fields to 
Piercefield, N. Y. He said the record did not warrant a finding 
of undue prejudice. The report also covers No. 18474, St. Regis 
Paper Co. et al. vs. Baltimore & Ohio, No. 18849, Syracuse 
Chamber of Commerce et al. vs. Same, and No. 18912, Oswego 
Chamber of Commerce, Inc., et al. vs. Same. In disposing of 
the case the examiner said: 


The Commission should find that the rates from the Clearfield 
district, are, and for the future will be unreasonable to the extent 
they exceed or may exceed the following amounts: Syracuse and 
Solvay $2.78; Oswego $2.91; Antwerp, Black River, Brownsville, Can- 
ton, Carthage, Dexter, Deferiet, Evans Mills, Felts Mills, Great Bend, 
Harrisville, Lyons Falls, Norfolk, Norwood and Raymondville $3.04; 
and that the assailed rates from the other origin fields, are, and for 
the future will be unreasonable to the extent they exceed or may 
exceed the rates from the Clearfield district plus the amounts of the 
present differentials from the respective districts. 

The Commission should further find that the rates from the Clear- 
field district to Piercefield were, are and for the future will be un- 
reasonable to the extent they exceeded, exceed or may exceed $3.30; 
that the assailed rates from the other origin fields are and for the 
future will be unreasonable to the extent they exceeded, exceed or 
may exceed the rates prescribed from the Clearfield district plus 
the present differentials from the respective districts. 

The examiner said the International Paper Co. was entitled to 
reparation and should be told to prepare Rule V statements. 


OIL REFINERY MATERIAL 


In No. 19574, Gilliland Oil Company of New Mexico vs. 
Atchison, Topeka & Santa Fe et al., Examiner Riley A. Gwynn 
has recommended that the Commission find the rate charged on 
oil refinery construction material, in mixed carloads, from Tulsa, 
Okla., to Albuquerque, N. M., unreasonable to the extent that it 
exceeded, exceeds or may exceed $1.335, and award reparation. 
Charges were collected at the joint class A rate of $1.785. The 
Examiner said the finding should be made without prejudice to 
those that might be made in No. 18642, Arizona Corporation 
Commission vs. A. T. & S. F. et al., in which class rates between 
southwestern points were under consideration. 


RATES ON SCRAP BRASS 

In a proposed report.on No. 19024, Federated Metals Cor- 
poration vs. New York Central et al., Examiner W. J. Harris 
said the Commission should find that the rate charged on one 
carload of scrap brass shipped from Rome, N. Y., to New York, 
N. Y., for export, in September, 1924, was applicable and that 
the present rate was not unreasonable. He said the complaint, 
in so far as it attacked the rate charged as unreasonable was 
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barred by the lapse of time. He said the Commission should 
find that the rate charged on one carload described as scrap 
brass, shipped from Trenton, N. J., to Rome, N. Y., was inap- 
plicable and award reparation. 

The present rate from Rome to New York, 22.5 cents, the 
examiner said, was established after the shipment in question 
moved, and that the record would not warrant a finding that 
the present rate was unreasonable. 

As to the shipment from Trenton to Rome, there was a 
question as to whether the short pieces of brass rods, from 3 
to 10 inches long, were scrap brass. Harris said the Commis- 
sion should find that that shipment consisted of scrap brass, 
and that the applicable rate was 23 cents per 100 pounds on a 
minimum of 36,000 pounds. 


RATES ON EXCELSIOR 


Examiner E. P. Hurley, in No. 19243, Hallsboro Manufac- 
turing Co. vs. Southern et al., has recommended that the Com- 
mission find that the rates on excelsior, carloads, from Halls- 
boro, Va., to New York, N. Y., were and are unreasonable, and 
unduly prejudicial to the extent that they exceeded, exceed or 
may exceed 29 cents per 100 pounds, and award reparation. 


RATES ON POTATOES 


In No. 19409, Stein Potato Co. vs. Chicago & North Western 
et al., Examiner William B. Grogan has recommended that the 
Commission find that a rate of 48.5 cents assessed on a carload 
of potatoes from Goodland, Minn., to Correctionville, Ia., was 
applicable, but was, is and for the future will be unreasonable 
to the extent that it exceeded, exceeds or may exceed 43 cents, 
and award reparation. 


RATE ON DRAG LINE MACHINE 


Dismissal has been recommended by Examiner B. E. Still- 
well in No. 19432, Donald B. Macneal vs. Chicago, St. Paul, Min- 
neapolis & Omaha et al., on a finding that the class A rate of 34 
cents charged on one Northwest drag line machine from Black 
River Falls., Wis., to Pullman, Ill., was applicable and not un- 
reasonable. 





REPARATION ON LOCKS 


An award of reparation has been recommended by Examiner 
R. J. Olentine in No. 19433, Schlage Lock Co. vs. Atlantic Coast 
Line et al., on a finding that rates charged on locks, less-than- 
carloads, from San Francisco, Calif., to eastern destinations in 
transcontinental groups A to J, inclusive, were unreasonable to 
the extent they exceeded the contemporaneous westbound less- 
than carload commodity rates from groups A to J, inclusive. 


SAND AND GRAVEL RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner T. K. Carpenter in No. 
19362, Northwestern Lumbermen’s Association vs. Soo Line, as 
to the rates charged on sand and gravel, from Barrett and Spur 
No. 311, Minn., to Wyndmere, Adams, Lankin and Nekoma, N. D., 
shipped between August 18, 1923, and July 2, 1925. The examiner 
said the rates should be found unreasonable to the extent they 
exceeded 4.5, 5.5, 6 and 6.5 cents to Wyndmere, Lankin, Adams 
and Nekoma, respectively. 


SULPHATE OF ALUMINA RATE 


A finding of unreasonableness, an award of reparation and 
the ordering of a new rate have been recommended by Examiner 
R. M. Collins in No. 19375, Board of City Commissioners, Okmul- 
gee, Okla., vs. St. Louis-San Francisco, as to a rate of 70 cents 
charged on two shipments of sulphate of alumina from East St. 
Louis, Ill., and St. Louis, Mo., to Okmulgee, Okla., in 1926. He 
said the rate should be found unreasonable to the extent it ex- 
ceeded, exceeds or may exceed 65 cents. 


PAVING BRICK RATES 


. Examiner T. K. Carpenter in No. 19379, Roberts Construc- 
tion Co. vs. Chicago, Burlington & Quincy et al., said the Com- 
mission should find the rates charged on paving bricks from Buf- 
falo, Kans., to Fairbury, Neb., and those shipments to Hebron, 
Neb., which moved over a 382-mile route, between September 
11, 1923, and October 13, 1925, were not unreasonable but that the 
rate charged on shipments to Hebron which moved over a 322- 
mile route was unreasonable to the extent it exceeded 17 cents, 
and award reparation. 


UNCONTESTED FINANCE CASES 


Finance No. 6357. Union Belt of Detroit authorized to operate 
certain facilities and over tracks of the Pennsylvania, Pere Marquette 
and Wabash railroads in and near Detroit, Mich. 

Finance No. 6498. Canadian Pacific authorized to acquire control, 
by lease, and the Maine Central by sub-lease, of a part of the line 
of the St. Johnsbury & Lake Champlain. 

Finance No. 6505. The Bell Telephone Co. of Pennsylvania 
authorized to acquire the properties of the Huntingdon & Clear- 
field Telephone Co. 
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SUPREME COURT -ACTION 


In No. 54, A. W. Mellon, as Director-General, as agent, vs. 
L. E. McKinley, on certiorari to the Court of Appeals of Ken- 
tucky, the Supreme Court of the United States, October 24, held 
that the grounds which were presented in the petition for a 
writ of certiorari, because of which the petition was granted, 
did not prove to have a substantial basis in the record, and 
therefore vacated the order granting the petition for writ. of 
certiorari. The action was brought by McKinley to recover dam- 
ages for unreasonable delay in the furnishing of cars for the 
transportation of live poultry from Campbellsville, Ky., to Louis- 
ville, Ky. Judgment against the Director-General was entered 
in the lower courts. 

In No. 31, New York Central, petitioner, vs. Wheeling Can 
Co., on certiorari to the Supreme Court of Appeals of West 
Virginia, the lower court was reversed by the highest court on 
the authority of United States vs. St. Louis, San Francisco & 
Texas, and United States vs. Wabash, 270 U. S. 1, 3. The case 
involved a controversy between the carrier and the Wheeling 
Can Co. as to charges on a shipment of goods from Warwood, 
W. Va., to New York City. 

Petitions for writs of certiorari were granted by the court 
in No. 349, Kansas City Southern, petitioner, vs. Franklin Jones, 
administrator, to the Supreme Court of Texas, a personal injury 
case, and in No. 375, Midland Valley Railroad Co., petitioner, 
vs. Thomas Barkley et al., to the Supreme Court of Arkansas. 
The latter case involves the question of whether a state court 
in Arkansas had jurisdiction over an issue as to whether or 
not the carrier failed to supply coal mines with cars in the 
period August 1, 1922, to January 1, 1923. 

Petitions for writs of certiorari were denied by the court in 
the following personal injury cases: 


No. 339. Minnie E. Patterson, administratrix, petitioner, vs. New 
York Central et al., to the Supreme Court of New York. 

No. 340. Charles Erwin Brown, petitioner, vs. Pere Marquette, 
to the Supreme Court of Michigan. 

No. 357. Gulf & Ship Island, petitioner, vs. Mrs. Rubie Curtis, 
administrator, to the Supreme Court of Mississippi. 

No. 358. W. L. Brown, administrator, petitioner, vs. Norfolk & 
Western, to the Circuit Court of Appeals ‘for the Fourth Circuit. 

No. 372. William McCully, petitioner, vs. Monongahela, to the 
Supreme Court of Pennsylvania. 

No. 380. Chicago, Milwaukee & St. Paul, petitioner, vs. Carl F. 
Leverentz, administrator, to the Circuit Court of Appeals for the 
Eighth Circuit. 


In No. 367, The People of the State of Illinois et al., peti- 
tioners, vs. Illinois Central and the Southern Illinois & Ken- 
tucky, the court denied a petition for a writ of certiorari to the 
Supreme Court of Illinois. This proceeding involved an attack 
on the power of the carriers involved to construct lines, the 
Illinois authorities seeking an injunction to prevent, as they 
contended, the carriers from violating the Constitution, statutes 
and corporate charter of the state of Illinois. 


The court denied a petition for a writ of certiorari to the 
Circuit Court of Appeals for the Ninth Circuit in No. 382, South- 
ern Pacific Co., petitioner, vs. Del Kalbaugh and James Moxley, 
involving a claim of the carrier to land in the Sacramento 
River Canyon. 


In Nos. 362 and 363, petitions of the Burlington and the 
Milwaukee for writs of certiorari to the Court of Claims, were 
denied. These cases involved claims of the carriers for money 
alleged to have been due them from the government for trans- 
portation services. 


In No. 342, Krause Bros. Lumber Co., petitioner, vs. A. W. 
Mellon, Director General, as agent, et al., the court granted a 
petition for a writ of certiorari to the Circuit Court of Appeals 
for the Fifth Circuit, but provided, in effect, that only a ques- 
tion of procedure in the lower court would be considered. The 
proceeding grew out of the Commission’s decisions in 66 I. C. C. 
637, and 92 I. C. C. 451, involving applicability of demurrage and 
reconsignment charges on lumber. 





PIEDMONT & NORTHERN EXTENSION 


The Trafic World Washington Bureau 


Ten exceptions have been filed by Governor Richards of 
South Carolina and South Carolina communities and organiza- 
tions to the adverse report of Examiner Davis in finance No. 
6208, application of the Piedmont & Northern for authority to 
extend its lines. They said they believed the record justified 
the Commission in finding that the Piedmont & Northern was 
an electric interurban railway within the exemption contained 
in paragraph 22 of section 1. They further expressed the opinion 
that construction of the lines proposed was part of a project 
begun in good faith prior to the enactment of paragraph 18 of 
section 1 and thereafter prosecuted with reasonable diligence 
under the circumstances. The exceptants, other than Governor 
Richards, were the South Carolina commission; the county, city 
and Chamber of Comferce of Anderson; cities of Belton and 
Honea Path; city and Chamber of Commerce of Blacksburg; 
county of Cherokee; city and Chamber of Commerce of Gaffney; 
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County, city and Chamber of Commerce of Greenwood; the 
Spartanburg Transportation Association, and the county, city 
and Chamber of Commerce of Spartanburg. 


The South Carolinians particularly object to the finding of 
the examiner about the taking of traffic from existing lines, the 
paralleling of existing lines and that the proposed extensions 
will owe their prospective revenue, in part, to the power of the 
applicant to control the traffic of companies owned by the same 
interest and in some degree to the power of those to influence 
the routing of traffic not their own. They submitted that that 
finding was unwarranted and unfair. They said there was 
nothing in the record to show that the applicant controlled the 
traffic of a single industry owned by allied interests, other than 
the testimony that the freight of Judson Mills, at Greenville, 
was handled by the applicant. Since the hearing, they asserted, 
the Judson Mills had been sold to interests in no way connected 
with the applicant or any company associated with it. 


Exceptants also undertake to show that even if the traffic 
the examiner thinks would be diverted from the Southern were 
taken from it by the Piedmont & Northern the Southern would 
still earn a fair return. They estimated that that return, on 
the 1926 basis, would have been $14 a share of stock. But they 
did not admit that the loss would fall wholly on the Southern, 
In addition they asserted that the Commission had never held 
that a certificate authorizing construction should be denied 
to an applicant solely because some part of its revenue would 
be diverted from existing lines. On the contrary they asserted 
that in finance No. 3197, construction by the Waco, Beaumont, 
Trinity & Sabine, the Commission made the test the ability of 
the Kansas City Southern to earn a fair return if the appli- 
cant’s line were extended to Port Arthur. They also contended 
that the history of the enactment of the transportation act in. 
dicated that an opportunity was to be afforded to governors of 
states to be heard on such applications as this on the theory 
that the chief executive of a state, acquainted with the present 
and future needs of the state, would be helpful to the Commis- 
sion. They said that notwithstanding the fact that the gov- 
ernors of the two Carolinas had testified, the examiner made 
no reference in his 58-page report to their appearance other 
than to say that “the application has the support of the gov- 
ernors of the two states.” 

The Piedmont & Northern filed 57 exceptions. It said that 
the examiner clearly had misconceived the legislative intent 
expressed in paragraph 18 section 1. Under that paragraph 
attorneys for the company said the Commission was required 
to find, before it might issue a certificate, that the present and 
future “public” convenience and necessity required or would 
require the construction or operation, or construction and oper- 
ation, of proposed lines. There was nothing in the statute, they 
said, about protecting “private” convenience and necessity. 
They said the proposed report throughout showed that the 
examiner had been impressed with the losses which protesting 
carriers claimed they would suffer if the applicant’s lines were 
constructed. The Commission, they said, had no authority to 
protect those carriers against those alleged losses unless it ap- 
peared that such losses would in some way affect the public 
interest. They said that conceivably that might be the case if 
the revenues of the protesting carriers were so reduced as to 
impair their ability to serve the public, but that no such show- 
ing had been made here. They said the showing of public 
demand and interest in this case was absolutely unique. The 
protesting carriers, they said, were unable to produce a single 
witness other than their own officers and employes to testify 
against the granting of the application. Their private interest 
was the sole purpose, said the Piedmont & Northern, of their 
appearance in this case, and in that interest they would smother 
the unanimous demand of the people who needed and would 
support this railway. 


Exceptions to the proposed report of Examiner Davis were 
filed by the North Carolina interveners, the state of North Caro- 
line and the Corporation Commission of that state, and the 
Georgia & Florida Railroad. All urged that the report be re- 
jected. 


BARGE CONTROL CHANGE PROPOSED 


Creation of. a division of public works in the Interior De- 
partment to which, among other governmental activities, would 
be transferred the Inland Waterways Corporation, now under 
the War Department, the Bureau of Public Roads, now under 
the Department of Agriculture, and the rivers and harbors divi- 
sion of the army engineer corps, is to be proposed at the coming 
session of Congress. The purpose back of the proposed change 
is. to consolidate all the principal engineering activities of the 
federal government into one unit under a technically trained 
administrative officer. It is sponsored by the American Engi- 
neering Council and is understood to have the support of Sec- 
retary Hoover, of the Department of Commerce, and of Secretary 
Work, of the Department of the Interior. Representative Wyant, 
of Pennsylvania, will introduce a bill providing for the proposed 
changes. 
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October 29, 1927 


N. A. R. U. C. CONVENTION 


(Special Correspondence From Dallas, Tex.) 


A proposal by John F. Shaughnessy, chairman of the Nevada 
Public Service Commission, in his annual address as president 
of the National Association of Railroad and Utilities Commis- 
sioners, that a charge of 10 cents a ton be imposed on all freight 
traffic to make possible at once a substantial reduction in rates 
on products of agriculture affected by depression; defense of 
the Hoch-Smith resolution by Hugh H. Williams, chairman of 
the Stete Corporation Commission of New Mexico, as chairman 
of the association’s committee on railroad rates, and submission 
of a written statement by Commissioner Joseph B. Eastman, of 
the federal Commission, as a member of the association’s com- 
mittee on public ownership and operation, taking issue with 
the majority of the committee, were among the features of the 
thirty-ninth annual convention of the association at Dallas last 
week. 

President Shaughnessy said that if regulation was to be 
the effective agency for which it was designed it must, for the 
future, be kept close to the people and, in fact, “closer than it 
has been in the past in so far-as railroad activities are con- 
cerned.” 

“There seemingly is no justification, other than expediency,” 
said he, “for this war plan of centralization which has been 
maintained from a jurisdictional standpoint over the control and 
regulation of the railroads. Certainly no good reason appears 
why the regulation of other utilities should be completely cen- 
tralized at Washington.” 


Mr. Shaughnessy said the transportation act, for the first 
time in history, “placed in the hands of the railroads paramount 
power and jurisdiction to nullify every worth while regulation 
theretofore executed by our commonwealths.” He referred to 
the “cooperative agreement” entered into between the federal 
and state commissions after the enactment of the transportation 
act, providing for joint hearings, etc. He said the plan had 
worked “with more or less success.” Said he: 


I think the states have demonstrated unqualifiedly their disposi- 
tion to do their full share, but the practical effect of it has been 
to nullify almost everything in the way of an intrastate regulation of 
rates and other necessary police regulations. 

It has been of inestimable advantage to the railroads because of 
the avoidance of a multiplicity of hearings and suits, but while uni- 
fying the regulations imposed, it has disclosed a serious defect in 
the machinery by the slowness with which it operates. In major 
cases today, it takes from one to two years and sometimes longer 
to secure a decision and during all of this time the exercise of 
state authority is null and void, or the equivalent thereof, for the 
reason that should any commonwealth undertake to make an independ- 
ent regulation, experience teaches that the railroad, under its new 
grant of power, would bring an independent proceeding before the 
Interstate Commerce Commission as well as injunctive proceedings 
in the federal courts. State regulatory initiative in the railroad field 
has been destroyed. 


Mr. Shaughnessy referred to the unsuccessful efforts made 
by the association to obtain modification of the transportation 
act. He said the making of a common record under the “co- 
operative agreement” in cases covering groups or districts 
involved the taking of thousands of pages of testimony, the 
cost of which had become a heavy burden on many of the 
state commissions. In the Hoch-Smith grain and live stock 
proceedings, said he, the state commissions at the present time 
were confronted with the refusal of the carriers to furnish 
transcripts free to the state commissions, something that had 
been done heretofore in several important cooperative cases. 
He said the federal Commission had advised that its appropria- 
tion was so short “that we cannot expect relief in that direction.” 
Continuing, he said: 


Obviously, if cooperative procedure in group-wide and district- 
wide cases is to be carried forward successfully, provision must be 
made to care for this cost. There is also for consideration the in- 
creased cost placed upon the state commissions who travel and sit 
in cooperative hearings with the Interstate Commerce Commission at 
various geographical centers and thereafter the further expenses of 
traveling to and living at Washington for the purpose of participating 
in the arguments and the executive conferences preceding the final 
decision in such cases. This is a service of much value to the In- 
terstate Commerce Commission and while granting that it is valuable 
to the various state commissions, many of such commissions are 
unable to secure increased appropriations in these days of the applica- 
tion of the budget rule, and the unusual activities of corporate lobbies 
before some state legislatures make it difficult and in all too many 
cases impossible to secure adequate appropriations for the purpose 
of carrying on these highly essential activities. Regulation as such 
is worthy of its hire and if it is to be carried on under the present 
method of cooperative procedure the federal government may fairly 
be called upon to participate in the cost thereof. 


Mr. Shaughnessy reviewed efforts made to obtain $100,000 
additional for the federal Commission to defray the costs of 
cooperative services such as he had referred to, including travel- 
ing expenses of state commissioners, at the last session of 
Congress. The item was not included in the Commission’s 
appropriations. Mr. Shaughnessay said he had appealed to 
Chairman Esch and General Lord, director of the budget, for 
an emergency appropriation of $200,000 at the opening session 
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of the forthcoming Congress to meet the costs of the cooper- 
ative services. He said Chairman Esch had replied that the 
request came too late to be included in the Commission’s budget, 
but that the matter would have the further attention of Com- 
missioner Hall, chairman of the commissioners’ cooperative 
committee. He said General Lord had said that the matter 
would receive “careful consideration.” He also referred to 
efforts that had been made to obtain an adequate appropriation 
for the federal Commission. Continuing, he said: 


While we are on this subject, it is common report in Washington 
that if a department head should speak before the appropriations 
committee about some new matter or one disallowed by the budget 
director he may be dismissed; result: if called upon to do so in a 
meritorious case the ordinary practice, it is said, is to have his re- 
marks deleted from the record. Here we have a clear invasion of 
the legislative prerogative by the executive branch of the govern- 
ment, and it is a startling innovation, when properly analyzed, be- 
cause it may take from the average member of Congress that in- 
dependence of judgment and action he might otherwise exercise 
were he not apprehensive of incurring the displeasure of the executive 
department on other legislation in which he is vitally interested. In 
my view, this innovation is absolutely in violation of the constitution 
which provides, in as definite terms as possible, that the government 
shall be divided into three constituent branches, viz.: the executive, 
the legislative, and the judicial, and that there shall be no invasion of 
one by the other. If we are to maintain our constitution form of 
government and avoid autocracy or dictatorship for the future, the 
budget department and the censorship of appearances and the ex- 
ercise of free judgment in the matter of appropriations by the ex- 
ecutive branch of the government must be done away with. It is 
about time the people out in the states should know about these 
= because it is breaking down efficient and sufficient regu- 
ation. 


Eminent members of the association, said Mr. Shaughnessy, 
viewed with apprehension the present state of affairs and were 
exasperated with “the frequent disregard by the Interstate Com- 
merce Commission of its relation with state commissions, and 
then quickly recognize the tremendous scope and multiplicity of 
the questions calling for attention and which must be handled 
by the federal Commission.” Said he: 


There is apprehension, and not without reason, that the present 
system of regulation will break down entirely, or reach almost the 
equivalent thereof, by such long drawn out proceedings as to thor- 
oughly discourage the public at large and force it to seek other 
remedies. And yet, in the face of these conditions, we find a de- 
mand for the loading of additional duties onto the Interstate Com- 
merce Commission. It will be well for this association to withhold 
approval of any such movements for the future, and, in lieu thereof, 
arrange for clothing the state commissions with federal power to 
act individually and collectively in regulating the rapidly growing 
field of commerce. 


Aeroplane Regulation 


Discussing aroplane regulation, Mr. Shaughnessy said the 
state of Pennsylvania was pioneering in that field. He said 
there was a growing demand for the regulation of aeroplane 
common carriers as to their intrastate freight, passenger and 
express operations between points within the various states. 
He said he had suggested to W. P. MacCracken, Jr., Assistant 
Secretary of Commerce for Aeronautics, that some plan of regu- 
lation be adopted by the Commerce Department, with a view 
to permitting the states to act as agents of the federal govern- 
ment in regulating and administering uniform regulations to 
cover both state and interstate services. He said it was highly 
desirable that an effort be made to agree upon a uniform plan 
of regulating this new medium of transportation. 


Ten-Cents-a-Ton Plan 


Referring to the agricultural situation and the proceedings 
under the Hoch-Smith resolution, Mr. Shaughnessy said it had 
seemed to him that, pending the outcome of the general rate 
structure investigation, “the long suffering and struggling agri- 
cultural industry should be accorded relief forthwith, by the 
application of a flat per ton charge to be applied to all traffic 
moving throughout the various districts.” He quoted statistics 
showing that freight tonnage in 1925 was over two billion tons 
and said a charge of 10 cents a ton, on that basis, would produce 
over 200 million dollars, “which could be promptly applied to 
the relief of those products of agriculture that have been so 
seriously affected by depression, among which are grain, live 
stock and cotton.” He also thought the revenues from the sur- 
charge on travel in Pullman cars, approximately $40,000,000, 
was available for working out the Hoch-Smith resolution. With 
the revenue that would come from the 10 cents a ton assessment 
and the surcharge revenue, he estimated that the Commission 
could make a 25 per cent reduction in the rates on cotton, grain 
and live stock. He believed such a course would have the sup- 
port of the railroads and every financial, industrial and com- 
mercial industry in the country, for the reason that it would 
have the effect of greatly improving the purchasing power of 
the farmers, the planters and the live stock growers, and result 
in more traffic for the railroads and an increased volume of 
business all along the line. He said a preliminary order might 
well be issued by the Commission giving notice that on or before 
a given date, this character of rate adjustment would be made 
pending the final investigation and determination in the several 
rate structure investigation cases now underway “which ap- 
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can be reached.” 
Defends Hoch-Smith Law 


Commissioner Williams, in his report on railroad rates, said 
he thought particular attention might be paid to the Hoch-Smith 
resolution. When first passed, said he, the resolution was “vio- 
lenly criticized in certain quarters, and demands for its repeal 
were made.” ’ 

“A few weeks ago,” said he, “The Traffic World, in its edi- 
torial column, referring to the resolution as ‘the silly, pestiferous 
measure that slipped through while neither the railroads nor 
the shippers were looking,’ said: 


We take pride in the fact that, from the beginning, we pointed 
out the danger in this resolution and of its adoption, and, after it 
was adopted, began a campaign for its repeal, which campaign has 
never ceased. 


“Little understood by the public at large, this resolution is 
influencing and, while it remains on the statute books, 
seems destined hereafter to influence, in a very substantial 
measure, the rate-making policy and activities of the Interstate 
Commerce Commission,” continued Mr. Williams. “Is it ‘silly, 
pestiferous’ legislation, which ought to be repealed? 

“It is quite certain that the resolution was not suddenly 
passed, so that it cannot fairly be said to have been slipped 
through Congress while those who had knowledge of and interest 
in transportation legislation were ‘not looking.’ ” 

Mr. Williams then proceeded to review the steps taken that 
led up to final enactment of the Hoch-Smith resolution. 

Referring to the enactment of section 15-a of the interstate 
commerce act, and spetifically stating that he was not discussing 
the wisdom of the rate-making rule contained therein, which 
had been condemned by the association, Mr. Williams said, “we 
now point to it merely as a clear precedent for the Hoch-Smith 
resolution.” 

“While this investigation has, since its institution,” said 
the commissioner, referring to the rate structure investigation 
under No. 17000, “been continuously prosecuted, it must be 
admitted that the relief intended by the resolution to be ob- 
tained for agriculture has been disappointingly slow of accom- 
plishment.” 

Mr. Williams said, however, that “the Hoch-Smith resolution 
has nevertheless had substantial effect in the way of staying 
advances which otherwise might have been made.” He said 
it might be said that the following effects had been produced 
by the resolution: 


(1) It has already resulted in some reductions of importance. 
; (2) It has stayed important rate advances, which otherwise might 
have been made. 


(3) It has resulted in the institution of important rate investiga- 
=e, > which substantial relief for agriculture may be confidently 
expected. 


(4) It has supplied to the Interstate Commerce Commission a more 
convenient and expeditious method of procedure, for use in the con- 
structive treatment of complicated rate situations, than was possible 
under previously existing law, which procedure has been used by the 
Commission with such regard for the rights of all parties that no 
complaint has arisen against it. 


Mr. Williams said the resolution should not be repealed and 
urged the association to declare by resolution “its opposition 
to a repeal of the Hoch-Smith resolution, or to any amendment 
of it which would affect the principle therein declared, that the 
products of agriculture, including live stock, shall be accorded 
the lowest possible lawful rates.” 

Tariff Simplification 

Necessity for tariff simplification, said Mr. Williams, had 
long been recognized. 

“It is a cause for reproach to the business capacity of the 
nation that the transportation industry, one of the greatest in 
the country, is permitted so to conduct its business that the 
shipping public is driven to have recourse to experts to learn 
the charges which apply for transportation services—and that 
often these experts are unable to supply the information de- 
sired,” said he. 

Mr. Williams said the Commission should call upon the 
carriers to constitute a small committee, to work with repre- 
sentatives of the Commission in a critical survey of the situ- 
ation, and in the devising of reforms that “shall enable freight 
tariffs to be published in such manner that they be readily under- 
stood by persons of ordinary intelligence.” 


O’Fallon Recapture Case 


Reviewing the decision of the Commission in the O’Fallon 
recapture case, Mr. Williams said the Commission had put itself 
on record before the Congress and the country as satisfied that 
the application of the reproduction cost method of valuation 
would produce grotesque results, disturbing to commerce and 
industry, and inconsistent with any sound conception of justice. 

“If the reproduction cost theory of valuation, pregnant with 
the evil results which the Commission foresees, must be followed, 
the Supreme Court is left to make that decision,” said he. “The 


Commission by its action absolves itself from any part of that 
responsibility.” 





parently are destined to consume much time before decisions 
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Public vs. Private Ownership 


The committee on public ownership and operation, H. 4 
Corey, Oregon public service commission, chairman, submitted 
a report declaring against public ownership and operation of 
public utilities. The report said the conclusion reached by pre. 
vious reports of the committee was that public ownership ang 
operation of public utility plants “is not in the general public 
interest and not at all desirable.” 

“Public operation of public utilities cuts deeply at the heart 
of our American system of business and government,” said the 
committee. 

“The low rates sometimes charged by publicly owned plants 
are not always due to low costs of production, but largely in 
one way or another, upkeep and other costs are shifted from the 
consumer, as such to the taxpayer, as such,” said the commit. 
tee. “Often the method of bookkeeping as practiced by public 
plants fails to reflect the true results of their operations.” 

The committee said that, throughout the business world, the 
best service was rendered when there was hope of reward, and 
the best commodity was produced when there was hope of profit. 

“Where reward and profit are lacking, service and com. 
modity depreciate in value,” said the report. “The rewards of 
public life are dubious and the profits are not forthcoming by 
honest means. The losses due to extravagance and misdirected 
efforts of public operations of utilities will represent enormous 
dividends on properly applied capital and generally a plant 
can be built and operated at less cost by private capital thon 
by public funds. All of these things, we believe, go to make 
public operations of public utilities undesirable.” 

In addition to Mr. Corey, the report was signed by Richard 
T. Higgins, chairman of the Connecticut public utilities commis- 
sion, and Almon Ing, member of the Missouri public service 
commission. 

Commissioner Eastman, of the federal Commission, in his 
separate statement accompanying the report on public owner- 
ship and operation, said he did not find himself in agreement 
with the majority of the committee. 

“The majority seem to feel,” said he, “if I read their report 
aright, the public ownership and operation of public utilities 
would mean an entry by the government into the field of private 
business. There is no ground for fear on that score. These 
industries are very properly called, not private, but public util- 
ities. They perform functions of the state. This has been recog- 
nized from the earliest days. I need rely upon no other authority 
than the Supreme Court of the United States.” 

Commissioner Eastman quoted excerpts from Olcott vs. 
Supervisors, 83 U. S. 678, 694, wherein the court said that rail- 
roads, though constructed by private corporations and owned by 
them, were public highways, and from Smyth vs. Ames, 169 
U. S. 466, 544, wherein the court said a railroad was a public 
highway, and none the less so because constructed and main- 
tained through the agency of a corporation deriving its exist- 
ence and powers from the state; that such a corporation was 
created for public purposes and that it performed a function 
of the state. Mr. Eastman said the principle was the same in 
the case of all public utilities. 

“The question of public ownership and operation is, there- 
fore,” said he, “not one of theory respecting proper goverp- 
mental functions, but simply a question of practical expediency.” 

Continuing, he said: 


Will better results be obtained if the state performs these govern- 
mental functions directly or if it farms them out for private enterprise 
to perform under public regulation? The question in this country 
is now generally answered in favor of direct action by the state in 
the case of roads and bridges, water supply, sewage disposal, and 
fire protection, for example, but not in the case of such government 
functions as railroad, gas, electric, and telephone companies perform. 
Before I undertake to discuss this very practical question, however, 
permit me to indulge in a word of caution. 


The question is peculiarly one in which prejudice is likely to play a 
part, prejudice which may be and usually is quite unconscious. Aside 
from religion, there is perhaps nothing that so excites prejudice as 
the fear of being separated from the opportunity for profit. Under 
public ownership and operation of railroads and other public utilities 
the field for profit on the part of bankers would unquestionably be cur- 
tailed very materially. The officers of the private companies fear 
that they would be displaced or their salaries reduced. Certain of 
the directors may fear the loss of the lucrative opportunities which 
grow out of advance knowledge of coming corporate events. Those 
who furnish the private companies with supplies or services, often un- 
der the generous guardianship of holding companies, fear interference 
with existing profitable relationships. Those who perform functions 
which are not strictly public but may be affected with a public inter- 
est, such as insurance, fear that more direct public interference with 
their affairs may be encouraged. Even we ourselves, as a part of the 
present system of private operation under public regulation, may 
possibly fear interference with our jobs. All these, and many others 
which might be mentioned, are sources of prejudice, conscious or 
unconscious, against which those who wish to think soundly must be 
on their guard. So strong is this underlying prejudice that the ques- 
tion is seldom discussed without some degree of feeling, although I 
do not mean to intimate that the majority report is subject to such a 
criticism. A belief or disbelief in public ownership and operation has 
in fact become a shibboleth by which the conservative test political and 
economic sanity. 


Commissioner Eastman drew a distinction between owner- 
ship and operation. He said public ownership was not the same 
thing as public operation and that each could exist apart from 
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the other. He pointed out there were some publicly owned 
properties that were privately operated. He said the Boston 
subways were a good illustration of the advantages of public 


ownership. 

“The substantial advantages of public ownership, as I see 
them,” said he, “are low cost of capital; opportunity gradually 
to reduce or eliminate the capital charge without hardship upon 
the public in the process; and above everything else, I am in- 
clined to think, freedom from the valuation nightmare.” 

The commissioner said that, as a policy for future applica- 
tion to new enterprises the arguments in favor of public owner- 
ship seemed to him not only persuasive but convincing. He said 
whether it was wise to apply that policy to enterprises already 
existing was another matter. 

“Public operation of public utilities is a much more debatable 
question than public ownership,” said he. 

Comparisons of operations of publicly managed and pri- 
vately managed properties, he thought, did not establish the 
fact that one was better than the other. 

“It is quite certain,” said he, “that whether public utilities 
are privately or publicly operated, some will be better managed 
than others and some, indeed, will be very poorly managed.” 


Commissioner Eastman did not agree that “money is the 
only or even the best incentive to good work.” He referred 
to the saying that money was “the root of all evil.” Continuing, 
he said: 


There are illegitimate as well as legitimate means of making 
money, and the illegitimate often promise a quicker and greater 
reward. In private business we depend upon competition to curb 
such tendencies, but in the public utility field the influence of compe- 
tition is so limited and so uneaven that it cannot be depended upon 
as a regulatory force and it tends, indeed, to become a prolific souce 
of discrimination and abuse. The railroad evils which the Inter- 
state Commerce Commission was at the beginning created to cor- 
rect were almost wholly the results of competition. The history of 
privately-operated railroads and public utilities makes it clear beyond 
question that the greed for gain, if permitted full sway in these 
monopolistic enterprises, will yield much evil as well as good. Their 
record in the past is littered with wreckage from financial fraud and 
both business and political corruption. The country found it necessary 
to devise some means of protection, other than competition, and 
where did it turn for such protection? That, it seems to me, is an 
extremely significant question. In its need it turned from private 
enterprise to our federal, state and city governments. In other words, 
it sought protection from men in public life, where the majority say 
that the rewards “are dubious and the profits are not forthcoming by 
honest means.’’ That the move was a wise one is generally conceded. 
No one now advocates private operation without an accompanying 
public regulation. But are there no disadvantages in such regulation? 
I have been a part of public regulation for a long time, and I am 
confident in the belief that it is an effective instrument for good. 
Nevertheless it is a somewhat cumbersome and anamalous device. 
Regulation is partial management. It is quite idle to attempt to dis- 
guise that fact by fine-spun distinctions. Also regulation must op- 
erate in large part through the slow processes of judicial procedure. 
An enormous amount of time and effort is consumed in the litigation 
incident to public regulation. The direct governmental expense is 
infinitesimal in comparison with the magnitude of the operations 
which are regulated; but when to that is added the expense incurred 
by the public in protecting its rights before the commissions and the 
similar expense incurred by the utilities, the item of cost becomes 
substantial. In addition to the money cost is the wear and tear upon 
— whose energies are often diverted from more constructive 
channels. 

Moreover reliance in the last analysis is upon men without prospect 
of large money rewards who are picked by the same purely political 
processes that are so horrendous when public operation is suggested. 
It seems to me that the significance of this fact, combined with the fact 
that public regulation has achieved a very fair measure of success in 
lessening the evils which it was designed to correct, has escaped 
proper attention. 

This brings me to the matter of political corruption and its relation 
to public operation. Certainly such corruption exists in this country, 
and to a distressing extent. The most alarming thing about it, I am 
inclined to believe, is the indifference and complacency with which it 
seems often to be viewed by many business men, even when it shows 
its slimy head in the highest places. But that is, perhaps, merely a 
reflection of the fact that a democracy gets about the kind of a govern- 
ment that it deserves, and of the further fact that business and polit- 
ical morality tend to rise or sink to a common level. For every public 
bribe-taker there is a private bribe-giver, and usually more than one. 
My own experience in the public service, however, has not made me 
pessimistic as to its possibilities. I have been impressed by the devo- 
tion, industry, and high integrity of public servants far more often 
than by evidence of their wickedness. But I shall not undertake to 
defend public operation on the ground that it is free from temptation 
or the possibility of abuse, or that the public service is within striking 
distance of perfection. 

When evils in private operation have been disclosed by experience, 
the country has tried to find a cure for those evils, and with a fair 
degree of success. But when possible evils in public operation are 
suggested, they seem to be welcomed as friendly allies and pressed into 
Service as reason why such operation should on no account be at- 
tempted. If there are antidotes to the evils, few seek to discover them. 
The problem is one to which I have given some thqught, and I have 
certain suggestions to offer which I believe are worthy of some meas- 
ure of consideration. 

In the first place, it seems clear to me that public operation of an 
industry or business ought not to be handled in ordinary routine by a 
government bureau or department, nor should it be merged with the 
ordinary civil service. On the contrary, it should be kept separate and 
handled on a strict self-supporting basis by a business corporation 
organized in the usual way but controlled through stock ownership by 
the government. Its affairs should be directed, like those of any other 
business corporation, by a board of directors chosen by the govern- 
ment, as the controlling stockholder. A majority of the directors 
should be both appointed and selected by the President or the governor 
or the mayor, as the case may be, or perhaps by an unpaid commission 
constituted for the purpose; but provision should be made for minority 
directors selected by non-political groups having a direct personal in- 
terest in honest and efficient management. I think that the employes 
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should be represented in this way by one or more directors and also 
the business interests of the community. How these latter represen- 
tatives should be selected it is unnecessary for present purposes to 
determine, but the prevalence of chambers of commerce, national, 
state and city, suggests at least one way. 

Such a plan, of course, is capable of much variation and could be 
improved and perfected by the thought of many minds, and by ex- 
perience if it were carried into practice. As a matter of fact it is 
quite similar to the plans under which the Candaian National Railway 
and the Boston Elevated Railroad are now public operated, except 
that in neither of those cases, I believe, is provision made for the 
appointment of minority directors or trustees independent of those 
selected by the government. Such a plan makes it possible to carry 
on the business in much the same manner as it would be carried on 
by a private business corporation and with much the same degree of 
flexibility in the fixing wages and salaries. No difficulty would, I 
am confident, be experienced in paying adequate salaries, although 
they would not reach the extreme and unnecessary heights sometimes 
attained in the case of private corporations. Any tendencies toward 
corruption or other manner of exploitation would be curbed, if not 
by the character of the publicly-selected directors, as I believe would 
in general be the case, then by the presence on the board of independ- 
ent directors representing the non-political groups. 

I have, of course, attempted in this very brief report only to give 
the barest skeleton of this plan of public ownership and operation. 
As I have suggested, elaborations and improvements and further safe- 
guards are altogéther feasible. The plan would, as I see it, among 
other things. 

(1) Render unnecessary much of the present system of duplicated 
management operating through the cumbersome processes of judicial 
procedure—which is what public regulation really is. 

(2) Free the public from the vexation and expense, and also the 
very serious dangers, of the valuation doctrine. 

(3) Reduce the cost of procuring capital and render unnecessary 
any profit over such cost, but at the same time make it feasible, if de- 
sired, to retire debt and the annual burden associated with such debt 
by sinking fund or similar provisions. 

(4) Substitute for private managements which more and more are 
becoming self-perpetuating institutions, managements directly respon- 
sible to a government representing all the people, and in part to non- 
ago groups directly benefited by good management and injured 

y bad. 
. (5) Lessen the present danger that managements will be directly or 
indirectly dominated by banking or other interests which have business 
dealing with the utilties. 

(6) Improve the relation between the utilities and their employes 
and also the public which they serve by changing the keynote of the 
management from private profit to public good. 

But there is something, in my opinion, which is even more impor- 
tant, although less tangible, than any of these matters which I have 
mentioned. I cannot avoid a fear that we are in danger in this country 
of being mired in a morass of gross materialism, in other words of be- 
coming a nation devoted to the worship of money. For my own part 
I do not believe that the pursuit of profit is the chief end of man, that 
government is a necessary evil to be kept religiously out of all fields 
which may offer opportunities for private profit, or that the public 
service must inevitably be the domain of a certain low order of 
beings commonly styled politicians. On the contrary, I believe that 
there is no more important field of activity than the public service, 
that it offers opportunities for genuinely constructive work of con- 
suming interest, and that it ought to be able to attract as good brains 
as the country can provide. 

There are certain functions which clearly belong to the state and 
these it ought in self respect to perform itself. ey ought not, in 
my opinion, to be degraded by conversion to the ends of private profit. 
We depreciate ourselves and our public service by so doing, confess 
our incapacity for efficient government, and surrender high ideals for 
low. If we should adopt the principle that every governmental func- 
tion shall be performed directly by the state and shall not be farmed 
out to private enterprise, it is my very sincere belief that the ultimate 
result would be to increase respect for the government and improve 
the character of our public service. I know of no better way of mak- 
ing government efficient than by making it vital to the country, includ- 
ing its business men, that it should be efficient. But even if the effort 
were attended by many failures and shortcomings I believe it to be a 
far healthier situation that this country should struggle toward an 
ideal than that it should surrender to the baser principle that the 
public good can only be attained to the extent that it happens to 
coincide with the ends of private profit. 

As a policy for new enterprises of the future, then, I am wholly 
convinced that public ownership and operation along the lines which 
I have indicated is sound public policy. There remains the question, 
however, whether an attempt should be made to establish such a policy 
in the case of those railroads and public utilities, which now exist and 
are privately operated under public regulation. It seems to me that 
there are many practical aspects to this question which merit con- 
sideration. 

In the first place, any radical, extensive, and sudden change in 
present conditions is dangerous unless proper preparations have been 
made for such a change and it is supported by public opinion. I ques- 
tion whether public opinion is now prepared to support a wholesale 
conversion of our railroads and utilities to public ownership and oper- 
ation, and I am quite certain that adequate preparations for such a 
step have not been made and probably could not be made under present 
conditions, 

In the second place, until the courts have more definitely indicated 
their views upon the valuation question, such a step would be attended 
by the danger that it would involve the payment of a price, either for 
the physical properties or for the stocks of the private corporations, 
so out of reason that it would condemn the new policy to comparative 
failure for some years to come. 

Without further elaborating such considerations I am persuaded 
that the policy of public ownership and operation must await gradual 
development under the slow processes of evolution. It can and should 
be adopted for fhe future, and from time to time circumstances will 
arise in the case of particular existing properties which will make 
possible the adoption of the new policy under comparatively favorable 
conditions. In the meantime we, as public officials entrusted with the 
duty of regulating private operation, ought to do everything in our 
power to make the present system work as successfully as possible to 
the public advantage, at the same time preparing ourselves by un- 
remiting study of the situation for any eventualities that the future 


may hold forth. 
Public Relations 


The committee on public relations, Richard T. Higgins, chair- 
man, stated the following as its conclusions: 


Your committee urges that every reasonable effort be made to es- 
tablish and maintain proper public relations in the broad field of pub- 
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lic utility service. 
necessary: 

(1) That the different utility companies faithfully and courteously 
fulfill all their assumed obligations to serve the public and consis- 
tently inform the public as a co-partner in business on all matters 
materially affecting the service or in which there is a legitimate pub- 
lic interest. 

(2) That the public, as a co-partner in the utility industry, should 
be enlightened by educational programs in schools, by the public press, 
by lectures, and by general authentic publicity information on the fun- 
damental principles pertaining to utility companies, their organization, 
operation, service, and regulation, and particularly as to the vital im- 
portance of financially sound utlity companies and the individual and 
public importance of the service they render. 

(3) That regulatory commissions: (a) Use every reasonable effort 
to impress upon utility companies coming under their jurisdiction the 
necessity of good public relations and their duty in maintaining such 
relations, to keep their patrons honestly informed on all matters of 
legitimate personal interest in connection with their operation. (b) 
Give to the public press all information of public interest pertaining 
to their duties and activities as regulatory bodies. (c) Co-operate as 
far as possible with the educational institutions of the state in an effort 
to establish a carefully prepared study of public utilities, public utility 
companies, and public utility regulation, in the public schools and 
colleges. (d) Conjoin with other commissions in establishing standard 
rules of practice and procedure whereever practical, and in co-ordinat- 
ing the regulatory functions of the different state and federal com- 
missions, 


For the establishment of such relations it is 


Telephone Depreciation 


The special committee on telephone depreciation, John E. 
Benton, chairman, urged that legislation be enacted, amending 
the transportation act, to the end that jurisdiction of deprecia- 
tion charges by telephone companies shall clearly rest with the 
various state commissions as it did prior to the enactment of the 
transportation act. 

Express Service 


The committee on express and other contract carriers by 
rail, Thomas Yapp, chairman, said there was a “rank discrimina- 
tion existing at the present time by including in the (express) 
rates a pick-up and delivery service which is only performed 
principally at the option of the express company and which, in 
the opinion of this committee, should be removed so that all 
shippers by express should be accorded the same treatment at 
any express station, thereby removing existing discriminations.” 
The committee said state and interstate rates should be alike 
in the same territory, “thereby preventing unjust discriminations 
and in view of the attitude of the Interstate Commerce Commis- 
sion in desiring cooperation with state commissions there ap- 
pears to be no valid reason why this should not be finally 
accomplished.” 

Safety of Rail Operation 


The committee on safety of railroad operation, Andrew R. 
McDonald, chairman, said it should be borne in mind that the 
accidents it was designed to prevent by installation of train 
control were few when compared with accidents resulting from 
grade crossing collisions between trains and highway traffic. 
It made this statement to emphasize its belief that it would be 
of interest to have made a comparative study where money 
might be best spent, whether on train control or in the elim- 
ination of highway grade crossings, and a study of advantages 
of train control and automatic block signal, and the cost of each 
kind of control. 

Railroad Service, Etc. 


The committee on railroad service, accommodations and 
claims, J. W. Raish, chairman, expressed the view that the 
railroads would profit by establishing motor bus lines. It said 
the roads had been backward in adopting the bus either as a 
substitute for trains operated at a loss or as a service supple- 
mentary to their regular train service. The committee com- 
mended the railroads for their improvement of car service con- 
ditions. It urged that station facilities be improved where that 
was necessary. In 1926, it said, there was quite a revival of the 
excursion and that public patronage showed that this service 
was highly appreciated, and that it seemed unfortunate that. 
a quite general abandonment of these popular excursions had 
been found necessary in the present year. 

The committee on service of public utility companies, 
Thomas E. McKay, chairman, commended ‘the accomplishments 
of the rerional advisory boards, as did the committee on railroad 
service, and also the service given by the railroads. It said the 
commissions might be of the greatest service in fostering good 
will and amity between the utilities and their public and that 
this could be largely accomplished by insisting on reasonably effi- 
cient, adequate service of public utilities. 


Committee on Cooperation 


The committee on cooperation between federal and state 
commissions, Paul A. Walker, chairman, reviewed the situation 
as to the handling of cases on the cooperative basis. The report 
indicated that it was desirable that the procedure be improved. 
The committee suggested that steps be taken to clarify the law 
with respect to jurisdiction of the state and federal commissions 
in cases involving construction of “interstate union stations” 
and substantial abandonment and relocation of tracks in connec- 
tion therewith, and the authority of the Commission over secur- 
ities under secttion 20a of the act, in connection with such 
matters. 

Commissioner Esch, who was delegated by the Commission 
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to attend the convention, delivered an extemporaneous address 
Among the other speakers was W. W. Atterbury, president of 
the Pennsylvania Railroad. 


Election of Officers 


Henry G. Wells, of Massachusetts, was elected president for 
the ensuing year. Other officers elected were as follows: Lewis 
E. Gettle, of Wisconsin, first vice-president; Charles Webster 
of Iowa, second vice-president; James B. Walker, of New York 
secretary; Clyde S. Bailey, of Washington, D. C., assistant sec- 
retary, and John E. Benton, general solicitor. 

Reports dealing with the motor vehicle reviewed the situa. 
tion as to that phase of transportation. The committee op 
motor vehicle legislation was continued. The state commis. 
sioners are waiting for the federal Commission to make public 
its report as the result of its motor vehicle investigation, before 
taking further action in that respect. 

An attack on section 15-a of the interstate commerce act 
was made in an address by Senator Mayfield, of Texas. 

By resolutions, the association went on record as being op. 
posed to repeal of the Hoch-Smith resolution, following the 
recommendation of the committee on railroad rates. 

Another resolution called on Congress to appropriate at least 
$100,000 annually to meet costs incident to cooperation between 
the federal and state commissions, the money to be made avail- 
able for use through and under the direction of the Interstate 
Commerce Commission. 

Other resolutions adopted follow: 


Be it resolved by this association that the committee on state 
and federal legislation be directed to take such steps as may be re- 
quired to secure the amendment of the interstate commerce act in 
such way that jurisdiction of depreciation charges by telephone com- 
panies shall clearly rest with the various state commissions as it did 
prior to the enactment of the transportation act of 1920. 

Resolved, That any attempt by any carrier, subject to the inter- 
state commerce act, to obtain immunity from the restrictions of the 
fourth section of said act through the medium of tariff publication, 
without presentation to the Interstate Commerce Commission of its 
application for relief from such restrictions, in conformity with the 
usual practice when such exemptions are sought, is contrary to the 
spirit of said fourth section, and 

Resolved, further, That the Interstate Commerce Commission be, 
and hereby is, respectfully requested to adopt such practice governing 
tariff publication as shall prevent the reception for filing of any 
tariff designed to accomplish such purpose. 

Be it resolved by the National Association of Railroad and Util- 
ities Commissioners in convention assembled, that it favors the es- 
tablishment in public schools and colleges of a carefully prepared 
course of instruction on the subject of public utilities and the powers 
and duties of regulatory commissions. 

Be it further resolved that it recommends to each of the several 
state commissions the desirability of communicating and cooperating 
with the educational authorities of their respective states, for the 
purpose of establishing such a course. 


O’FALLON RECAPTURE CASE 


As friends of the court, John E. Benton and Eugene W. 
Reed, for the National Association of Railroad and Utilities Com- 
missioners and its valuation committee, have filed a brief in the 
federal court for the eastern division of the eastern district of 
Missouri in No. 7859, St. Louis & O’Fallon Railway Co. and Manu- 
facturers’ Railway Co. vs. the United States and Interstate Com- 
merce Commission, commonly known as the O’Fallon recapture 
case, in support of the legality of the Commission’s order. They 
aver the interest of the association and its valuation committee 
in this case arises from the attempt of the petitioners to fasten 
upon the country as a rule of constitutional law, binding upon all 
courts and commissions, state and federal, the so-called repro- 
duction cost rule of valuation. 


“We maintain,” they assert, “that such a rule is inconsistent 
with a long line of decisions of the United States Supreme 
Court, and that its application to the valuation of the properties 
of public service corporations would operate unjustly as to the 
public and ultimately to the injury of such public service cor- 
porations.” 

The attorneys said that it seemed clearly apparent that, 
while the Commission had to employ correct principles in de- 
termining value of this carrier’s property for rate-making pur- 
poses, it could not escape the responsibility of considering what 
effect its conclusions would have upon the rate-making value of 
the railroads of the country as a whole. They said a question 
of public policy was involved and that for that reason the Com- 
mission, because of its thorough knowledge of the problems to 
be considered, should be better qualified than any other agency 
to determine what weight should be given to each of the various 
elements of value which the courts had held should be given 
consideration. To illustrate the effect of valuing the railroads on 
the basis of reproduction less depreciation as of 1920, they di- 
rected attention to the Commission’s statement (121 I. C. C. 31) 
that “the aggregate value which we used in Ex Parte 74 at the 
time of the general rate increase of 1920 was $18,900,000,000 for 
all property used for transportation purposes.” They said the 
Commission also said that the price levels in 1920 were 230 per 
cent of the 1914 prices. On that basis they said the railroads 
would be valued at $43,470,000,000. According to the Commis- 
sion’s annual report for 1921 the net operating income of the rail- 
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roads, excluding switching and terminal companies for 1920, was 
$344,460,799. - " 

“This income,” said the lawyers, “would pay a return of less 
than 1 per cent on such a valuation, and to enable the carriers 
to earn 6 per cent on such valuation, the burden of the rate pay- 
ers would have to be increased more than 600 per cent. Such a 
situation would be nothing short of a national calamity. The 
Commission is entitled to exercise a liberal range of discretion 
as to what weight should be accorded the different elements of 
value disclosed by the evidence before it, so long as its findings 
are not arbitrary or capricious.” 

They called attention to the Minnesota Rate Cases, 230 U. S. 
352, in which the court observed that the rate-making power was 
a legislative power and necessarily implied a range of legislative 
discretion over which the court did not sit as a board of revision 
to substitute its judgment for that of the legislature or of the 
Commission lawfully constituted by it, as to the matters within 
the province of either. 

In their fight against the use of the reproduction cost rule of 
valuation, the attorneys called attention to what they said was a 
fact, namely, that most of the recent valuation cases in the 
courts related to local utilities and that since the Minnesota rate 
cases the Supreme Court had given no opinion involving the 
valuation of railroads for rate-making purposes, except in Dayton- 
Goose Creek vs. United States, 263 U .S. 456, in which the valid- 
ity of the recapture clause was the principal question under con- 
sideration. They further asserted that even in the local utility 
cases the Supreme Court had not gone to the extent of holding 
that the reproduction cost at current prices should be taken as 
the minimum value of the utility for rate-making purposes. They 
asserted that the fair value rule laid down in Smyth vs. Ames, 
169 U. S. 466, remained unchanged. They called attention to the 
fact that when that case was decided the cost of reproduction 
was low and that the state of Nebraska contended that the value 
of railroads should be taken as the amount it would cost to re- 
produce them. That contention, they said, was definitely rejected 
then. 

They said no confiscation resulted in this case and that no 
such charge had been made. 

In conclusion they asserted that the order of the Commission 
was a conscientious effort to carry out in spirit, as well as in 
fact, the direction of Congress contained in.Section 15a in the 
making of rates and the recapture of excess earnings, that the 
order was fully supported by evidence, and that it should be 
sustained. 


Blackburn Esterline, in behalf of the United States, treats 
the case as an effort to break down the recapture part of the 
statute similar to that in the Dayton-Goose Creek case. 

“Obviously, therefore, the final opinion and decree in this 
case will determine whether the transportation act of 1920 shall 
stand in full panoply, as the Congress has enacted and the 
Supreme Court has interpreted; or whether it shall be cut down 
in the way that petitioners have here undertaken, which is an 
attack on the recapture clause similar to that which was unsuc- 
cessfully launched in Dayton-Goose Creek Railway vs. United 
States,” says his brief. Much of it is devoted to recitals to 
show the intention of Congress to build up a system of rate- 
making that would assure an adequate system of transporta- 
tion for the United States, with recognition, in the recapture 
clause, that a level of rates high enough to do that, would result 
in income for some carriers so large that some of it should be 
taken from them for the purposes set forth in the statute. 

He argued that the finding of the Commission that the two 
carriers were not a group of carriers under common control and 
management and operated as a single system was not review- 
able here, also that there was no confiscation or other question 
of constitutional law. In the course of his argument he went 
over the valuation law as set down in the opinions of the courts 
in the cases mentioned in about every argument on valuation 
questions. In connection with his discussion of the Indianapolis 
Water Co. case, 272 U. S. 420, he said “there is not to be found 
in any of the decisions relied on by counsel for the petitioners 
any holding that the fair value shall be calculated on the cost of 
reproduction new; and, besides, . . the cases relied on by 
them do not deal with the railroads or the transportation act 
of 1920. The petitioners have cited no case in which any litigant 
ever made out a case when his own showing included an 8 per 
cent return.” 

For the petitioners, Frederick H. Wood, Robert H. Kelley, 
Leslie Craven and Daniel N. Kirby, contended that, upon the 
authorities and upon the undisputed facts, the order of the Com- 
mission was and at all times had been beyond the lawful au- 
thority of the Commission and wholly void. Therefore, they said, 
that a final decree should be entered in the case to that effect, 
and also perpetually setting aside, suspending and annulling the 
order and the enforcement thereof. 


_ In the course of their statement of the case, and the posi- 
tion taken by the petitioners, the attorneys said the report and 
order were void on their face because of errors of law and void 
because not supported by the evidence introduced before the 
Commission, for the reason that the amounts ordered to be paid 
to the government and the amounts required to be impounded in 
the reserve fund had been improperly increased because of the 
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errors made in the Commission’s method of ascertaining the 
value of the properties and the erroneous determination that the 
O’Fallon and the Manufacturers were not a single system. The 
order, they said, was confiscatory and in violation of the fifth 
amendment to the Constitution, for the reasons stated in the 
paragraphs pertaining to the errors in the making of the valua- 
tion. 

To determine whether there was an unwarranted assump- 
tion of power on the part of the Commission, the O’Fallon lawyers 
said it was true that the court had to examine the question as 
to the true and actual value of the O’Fallon. But, they said, 
that was not to determine whether the O’Fallon had actually 
received a fair rate of return, but to determine whether the 
O’Fallon retained the income granted to it by the statute actually 
enacted. 

On the issues of value and confiscation presented, they said, 
the court was not limited to the narrower judicial review ap- 
plicable to mere administrative orders of the Commission. On 
those issues, they said, the petitioners were entitled to the in- 
dependent judgment of the court on the record before the Com- 
mission, as to both the law and the facts. 


PULLMAN PORTER TIPS 
The Traffic World Washington Bureau 


Answering the Pullman Company’s motion to dismiss No. 
20007, Brotherhood of Sleeping Car Porters vs. Pullman Co., at- 
torneys for the porters, in a brief filed with the Commission, 
assert that, contrary to the contention of the sleeping car com- 
pany, the complaint does set forth a cause of action with respect 
to tips and that the Commission has authority to grant the relief 
the porters have requested. 

At the outset it had to be firmly grasped, the attorneys 
asserted, that the Pullman Company, as a common carrier was an 
agent of the public, that porters were employes of a public 
agent and that it was the position of the petitioner that tipping 
affected and impaired the performance of duties which the Pull- 
man Company owed the public. They said the injurious effect 
on the public service of the tipping practice would more clearly 
appear if the duties of porters were described in detail. Those 
duties, they said, were set out in a booklet of instructions to 
porters issued by the defendant January 1, 1925. They said that 
some 217 matters were listed to which the porter had to give 
detailed and often continuous attention. Many of them, the 
lawyers said, affected substantially the health, safety and com- 
fort of passengers. The quality and quantity of performance 
of those duties, the lawyers said necessarily affected passengers 
in said respects. 

Among other things the lawyers said the porter was a police- 
man, a health officer and a house superintendent, by reason of 
the duties he had to perform in his capacity as a porter and 
assistant to the conductor, among his duties being to see to it 
that sanitary regulations, that laws of the several states with 
regard to gambling, card playing and Sunday regulations were 
enforced, as well as performing duties with regard to preventing 
dutiable articles being transported without payment of customs 
and duties under the immigration laws. The shining of shoes 
and other personal services such as carrying baggage, the law- 
yers asserted, were required by the company. Hence, they said 
the tip did not indicate employment by the passenger. 

The attorneys pointed out the breadth of the power of the 
Commission to inquire into the doings of common carriers as 
affecting the value of the service rendered under a rate or 
regulation and that notwithstanding the contention of the de- 
fendant reasonable grounds for an investigation had been shown. 
Answering the assertion of the Pullman Company that the pur- 
pose of petitioner was to obtain an increase in wages for the 
porters, the attorneys for the porters said the purpose of the 
petitioner was entirely irrevelant. However, they said that if 
the purpose was to obtain an increase in wages and a change in 
the working conditions as alleged, such purpose was lawful. In 
conclusion they said “that the Commission could lawfully order 
the defendant to cease and desist from permitting its employes 
to accept contributions from passengers in relation to the per- 
formance of public duties, follows from the powers imposed 
upon it by the interstate commerce act.” 


NEW HAVEN PAYS OFF NOTES 


The New York, New Haven & Hartford; according to the 
United States Treasury, has reduced its debt to the government, 
by payments within the month, aggregating $47,350,000. Those 
payments leave its obligations to the government at $22,580,000, 
as of October 20. Its heaviest payment was a note for $43,000,- 
000, dated November 1, 1920, and due not later than October 31, 
1930. In addition to paying the note, the company also paid 
$1,100,706.52 in interest. These payments were under section 
207 of the transportation act. 

In addition to payments under that section, the company 
has made payments under section 210, $4,350,000 on principal 
and $42,534.66 in interest. All it still owes the government is 
under section 210, the one under which railroads not able _ to 
obtain money from other sources at reasonable terms, received 
loans from the government. 
























































































Coordinated Terminal Services 


Thirteenth of a Series of Seventeen Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Coordination of Steamship and Motor Terminal Freight Service 


The use of motor trucks in conjunction with steamship 
operation is not a recent innovation. Motors have been used to 
dray freight to and from steamship docks on an unorganized 
basis for many years. The organized coordination of these two 
carriers is, however, a very recent type of freight service co- 
ordination. The success of the plan, judging from the experi- 
ence of typical operations, is assured. 

The steamship lines using coordinated service transport 
less than carload shipments from terminal to terminal by 
steamer and call for and deliver freight through the use of their 
own trucks or those of trucking companies, in their terminal 
and intermediate ports. The aim of the service is primarily 
to relieve congestion at freight terminals and piers through the 
elimination of delay and the prevention of the accumulation of 
freight on the piers. The coordinated service provides shippers 
and consignees with more prompt steamship freight sérvice. 
The service can often be rendered at a real saving to shippers 
or consignees in that it is extended by the steamship companies 
at rates that make the use of the service cheaper than the use 
of the shippers’ or consignees’ own trucks or vehicles hired by 
them. 

The efficient use of terminal and port facilities requires 
close cooperation of motor truck with water transportation fa- 
cilities in order to expedite the movement of goods through the 
terminals. 

Bush Line Coordinated System 


A typical successful plan of motor-steamship coordination 
is the service of the Bush Line, operating between Philadelphia, 
Pa., and Wilmington, Del. This company has been developing 
the plan for a number of years and has built up an efficient 
organization to perform fast steamboat-motor truck service 
in portions of four states. In Wilmington the company oper- 
ates its own trucks. A fleet of trucks is engaged in performing 
store door delivery and collection, serving points in Delaware, 
Maryland, New Jersey, and Pennsylvania. The charge for this 
motor service is included in the through water-motor rate 
quoted to shippers and consignees. 

In Philadelphia, the company finds it more convenient to 
perform terminal freight services through the agency of a truck- 
ing company, independent of the steamship company. The 
Bush Line has a contract with one of the trucking companies 
operating in Philadelphia to make deliveries at a fixed rate a 


Table No. 1 


CLASS RATES 


(In cents per 100 pounds), subject to Official Classification, from 
Philadelphia to points shown below: 


—Classes— 
4 5 


DELAWARE: 
*Dover 63 5 351% 
*Middletown 35 31% 
*New Castle 2 22 
*Newark 3 19% 
Wilmington 14 


NEW JERSEY: 
Deepwater Point] o9¢ 16 
Carney’s Point... 
Thompson’s Point | 99 
Gibbstown 


PENNSYLVANIA: 
*Avondale 39 
*Kennett Square . 
*West Grove 

Marcus Hook 


*Rates so designated include store-door delivery service from 
oe, Delaware. Other rates include no motor delivery 
service. 


hundred pounds. Deliveries are made by motor to Philadelphia 
and, in certain special instances, to points as far from Phila- 
delphia, the northern terminus of the steamship line, as New 
York City. 

A few of the representative rates of the line for steamship- 
motor freight service are shown in Table No. 1.’ 


Coastwise Express Service of the Merchants and Miners Trans- 
portation Company 


The Merchants and Miners Transportation Company was 


18ee Bush Line Rate Card No. 7, Effective March 1, 1927. 
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established in 1852 by business interests of Baltimore and Bos. 
ton for the purpose of transporting general merchandise by 
coastwise steamship between Baltimore, Norfolk, and Boston, 
In 1859, the service was extended to include Providence, ang 
later Savannah was added as a port. At the present time this 
company is operating the following coastwise steamship routes: 


Baltimore, Md., and Norfolk, Va., and Boston, Mass. 
Baltimore, Md., and Norfolk, Va., and Providence, R. I. 
Baltimore, Md., and Savannah, Ga., and Jacksonville, Fla. 
Philadelphia, Pa., and Boston, Mass. 

Philadelphia, Pa., and Savannah, Ga., and Jacksonville, Fla. 
Philadelphia, Pa., and Miami, Fla. 

Savannah, Ga., and Miami, Fla. 


Store-door delivery and collection service was instituted by 
the Merchants and Miners Company through the establishment 
of the Coastwise Express in 1922 as a more convenient means 
of handling freight by steamship and to offset the disadvantage 


Table No. 2 


—Philadelphia, Pa.— —Baltimore, Md.— 
Wharf Zonel Zone2 Wharf Zonel Zone? 
Between ClassI ClassI ClassI @lassI ClassI ClassI 
Boston (store-door) 7344 80% 85% 90 93 
Concord, N. H 120 127 132 
Fall River, Mass..114% 
Lowell, Mass. 99 
Providence, R. I...114% 
Worcester, Mass. ..134% 


88 
146% 146 151 
Philadelphia—Zone 1: Covers principal business district bounded 
by Delaware River, Schuylkill River, Girard Avenue and Snyder 
Avenue. Zone 2: Covers district beyond Zone 1. 
Baltimore—Zone 1: Covers the principal business district bound- 
ed by Patterson Park Avenue, Fulton —, North Avenue and 


141% 


Fort Avenue. Zone 2: Covers district beyond Zone 1. 


under which every steamship line operates because of the loca- 
tion of its piers. Railroad lines usually have freight stations 
in every industrially important section of the city, while the 
steamship companies have only their own piers, which are some- 
times far from the plants of shippers and consignees. Delivery 
and pick-up service by motor truck brings the steamship service 
within reach of every shipper. Motor trucks meet the steamers 
on their arrival at the ports and deliver freight to the consignees’ 
places of business at through steamship-motor rates provided 
for in tariff circulars of the company. 

A steamer arriving in Philadelphia at 7 a. m. is docked and 
the merchandise freight consigned in the care of the Coastwise 
Express is taken from it and loaded in trucks that cover routes 
in Philadelphia, as well as some in New Jersey. Deliveries are 
made every second morning between Boston and Philadelphia 
and Boston and Norfolk, and every third morning between Bos- 
ton and Baltimore, with one additional day to interior points 
through these ports. 

For this service the Coastwise Express Company makes an 
extra cartage charge. This charge is quoted in the through 
freight rate, making it a little higher than the flat dock to dock 
steamship rate. For the purpose of this service the company 
has a number. of its own trucks, but it also has contracts with 
independent trucking agencies, paying them, in most instances, 
a fixed rate a hundred pounds for delivery service. 

Through rates are made by water, including store-door de- 
livery or pick-up at the ports at which motor delivery service 
is maintained, and also by water and rail, including the same 
services, between points of origin and destination not served 
directly by the steamship line. Cartage charges are made by 
zones. Higher charges are assessed for deliveries or pick-up 
services in each zone beyond the zone nearest the piers of the 
company. 

For example, a rate of 73% cents, first class, is made be- 
tween the dock of the Merchants and Miners Transportation 
Company, Philadelphia, and store doors of consignees in Bos- 
ton; 80% cents on the same traffic between shippers’ places of 
business in zone 1 in Philadelphia and consignees’ store doors 
in Boston; and 85% cents between shippers’ places of business 
in zone 2, Philadelphia, and consignees’ warehouses in Boston. 
The table of rates shown in Table No. 2 is compiled from the 
rates published by the Coastwise Express to illustrate the prin- 
ciples of making through motor-water rates. Representative 
motor-steamship-rail rates between selected points served by 
the Merchants and Miners Transportation Company and its 
rail and motor freight connections are shown in Table No. 3. 





*See Circular No. 19, Coastwise Express Company, issued by Alan 
W. Graves, manager, Baltimore, Md., April, 1926. 
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The Wilson Line Service 


Another steamship company performing coordinated steam- 
ship-motor service is the Wilson Line. The operations of this 
ine, which was established at a later date than the Bush Line, 
are organized along virtually the same principles. The store- 
door pick-up and delivery service is confined to Wilmington, 
where the company operates its delivery of consignments. When 
the shipment requires deliveries to be made in Philadelphia, the 
Wilson Line contracts with a local trucking company, and the 


Table No. 3 


Motor-Steamship and Railroad Combination Rates (First Class) 
BETWEEN BOSTON, MASS., 


AND. +000 ARE STORE-DOOR 

Store-door Class I Class I 
AMeNtOWN, PB. occccscscccccececcvesesveveevec 5 125 
TE Tl ih cannunninadieghiaiesiendinis 15% 85% 
NN Mi ch cieraiorgies' bois, 5. a Henig spon eee ener 175 125 
Frederick, Md. ..........scecscceccscvescsscece 106 116 
Millville, N. J. cccccsscccsccssecvcccesosseveses 102 112 
Ee ee rr 95 105 
West Chester, PA. ......cccsecseccccsescvences 100 110 
Washington, D. C. ...cccccccsccccccccsscvccces 115 125 


(Compiled from Circular No. 19, Coastwise Express Company) 





contract is based on “time” at a fixed price an hour. Through 
steamship and motor freight rates are quoted shippers and 
consignees. 


Los Angeles Steamship Company Service 


Coordinated motor-steamship freight service is also found 
on the Pacific coast. A plan was inaugurated by the Los Angeles 
Steamship Company in 1925. In the announcement of the estab- 
lishment of the service, the company stated that store-door de- 
livery service, as in effect by the Los Angeles Steamship Com- 
pany, while new on the Pacific coast, was not a new idea. The 
idea originated some years ago in an endeavor to relieve con- 
gestion at the piers. By it, the carriers, in addition to trans- 
porting less than carload shipments of freight from terminal to 
terminal, also deliver freight through trucking companies to 
the consignees’ doors. Their service is rendered cheaper than 
if the consignees’ own trucks handled the shipments. Instead 
of each concern receiving freight sending its truck or having 
its drayage company pick up the goods, the truck company par- 
ticipating with the carriers would have one truck pick up all 
these consignments and deliver to each concern’s place of busi- 
ness. Pick-ups are made in the same manner. 

“The experiment of the Los Angeles Steamship Company 
should have a far-reaching effect, especially on the Pacific coast. 
Being an expedited freight express service, it is recommended 


Table No. 4 


STORE-DOOR DELIVERY AND PICK-UP RATES FROM OR TO 
MERCHANTS AND MINERS TRANSPORTATION 
COMPANY’S PIERS 


To Be Added to Through Water or Rail-Water Rates to the Piers. 


Class Minimum 
Rates in Cents Per 100 Pounds Charge 
1 2 3 4 5 6 lass Shoes 
54% 5% 25¢c 15¢ 
*Zone 10 9 9 40c 40c 
Boston, Mass. 9 7% T% 40c nek 
Providence, R. I. 10 9 9 40c 
Saylesville, R. I 10 10 10 75e 
Philadelphia, Pa. 
7 7 35¢ 


*Zone 1 8 
lonm ¥ 13 12 12 55c 
orfolk, Va 

Berkley, Va 9 8 8 40c 
Portsmouth, Va. 11 10 10 55c 
Naw } tol bin 17 16 15 15 205¢ 
Jacksonville, Fla. ..... 9 8 8 7 7 40c 
Mavannah, G@. ......-. 11 11 11 10 10 55c 


At Baltimore, Md. 
*Zone 1 6 


15c 
40c 


Ny Paes notes in connection with pickup and delivery zones in table 
0. 4 


to shippers who are now given store-door delivery, eliminating 
ne charges, or other matters of delivery to the customers’ 
oors,’” 


Motor-Lake Steamship Freight Service 


In the Great Lakes district, the Detroit and Cleveland Navi- 
gation Company makes joint rates between Cleveland, O., and 
Buffalo, N. Y., and points in Michigan, via lake steamer between 
these lake ports and Detroit in connection with motor freight 
service between Detroit and the interior points. 

A joint tariff of the D. and C. lake lines and the Inter-City 
Trucking Service, Incorporated, names joint lake and highway 
rates governed by the Official Classification No. 48, and supple- 
ments to and reissues of this classification and by the exceptions 


—_— 


'Announcement, Los Angeles Steamship Company. 
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to the classification published by B. T. Jones, as agent, and 
supplements and reissues of these exceptions.‘ 


The rates named via motor and rail routes are effective only 
during the season of lake navigation of the Detroit and Cleve- 
land Navigation Company. Marine insurance is included in the 
through rates. Articles accepted for transportation which are 
rated lower than fourth class by the Official Classification are 
charged for as the fourth class lake and highway rates. A 
number of explosive, inflammable, or otherwise dangerous. or 


Table No. 5 


TABLE OF CLASS RATES COVERED BY OFFICIAL 
CLASSIFICATION—LAKE AND MOTOR SERVICE 


(Rates in cents per 100 pounds. 
a 


Between 

Buffalo, N. Y., and 1 
Howell, Mich. .........0- 89 
Lansing, Mich. ......... 90% 
Pontiac, Mich 
Flint, Mich 
Wayne, Mich. ........... 83 
Ann Arbor, Mich 
Chelsea, Mich. 
Jackson, Mich. 


Between 
Cleveland, O., 
BHOwell, Mich. ..0.seccces 7 
a ae 81 
Pontiac, Mich. 


2 
76% 
17% 
73% 


61% 47 
62% 48 
4516 





nuxsous articles are specifically excluded from transportation 
and a number of other commodities are restricted so as to be 
handled only on special authority of the agent of the initial 
carrier at the point of origin of the shipment.’ 

The table of class rates shown in Table No. 5 is typical of 
the scale of charges via lake and motor between points in these 
districts. The minimum charge for the transportation of single 
shipments is $1, except when individual delivery or pick-up 
service is required, in which case the minimum charge is $1.25 
a shipment. 


‘B. T. Jones, agent, I. C. C. No. 1762. 
ee and C. Navigation Company, Tariff S. B. No. 93, pages 3, 4 
and 65. 


OVERSEAS RATES STRONGER 


The Trafic World New York Bureau 


The charter market has continued quiet during the last few 
days, with only a moderate increase in activity over the pre- 
ceding week. Rates have been maintained at about the same 
level, but with a tendency toward strength. The general opinion 
among brokers is that no appreciable change is to be expected 
for the remainder of October, but that the trend of rates during 
November will be upward as the close of navigation on the 
St. Lawrence approaches. Movement of the wheat crop has 
been deferred until an unusually late date this year, with the 
result that a considerable increase in activity is expected in 
the next few weeks. 

In addition to the indications of a larger traffic in grain, it 
is reported that chartering for the Cuban sugar movement is 
now well under way. This will draw off some of the vessels 
that would otherwise be available for the grain trade, but in 
view of the volume of tonnage available it is not believed that 
the rate level will be seriously affected. The present outlook 
is for a continuance of grain rates around 14 cents a 100 pounds 
from Montreal to the Continent for the remainder of the season, 
and an adequate supply of vessels from Atlantic ports later at 
13 to 14 cents. 

The existing level of heavy grain rates averages as follows: 
From Montreal for the first half of November, 3s 6d to the 
United Kingdom, 14c to Antwerp-Rotterdam, 15c to Hamburg- 
Bremen, and 18c to the Mediterranean; from Montreal for the 
last half of November, 3s 6d to 3s 714d to the United Kingdom, 
14-15c to Antwerp-Rotterdam, 15-16c to Hamburg-Bremen, and 
18-19c to the Mediterranean; from Atlantic ports in November 
and December, 2s 9d to 3s to the United Kingdom, 13-13%c to 
Antwerp-Rotterdam, 14-14144c to Hamburg-Bremen, 17-17%c to 
the Mediterranean; from St. John for December, 3s to the 
United Kingdom, 14-144%c to Antwerp-Rotterdam, 15-15%c to 
Hamburg-Bremen, and 18-1814c to the Mediterranean. 

Readjustment of the present United States Intercoastal Con- 
ference agreement is expected by shipping men, following re- 
ports that a committee of three, drawn from the A, B and © 
lines in the conference, has been appointed to study the agree- 
ment with the view of readjusting the freight rate handicaps 
on various commodities so as to influence the flow of more 
tonnage to the B and C groups. 

It is understood that the B and C lines are dissatisfied over 
the volume of freight received and feel that if the present handi- 
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cap of $1 a ton under the rates quoted by the A lines is increased 
they will be in a position to obtain more cargoes. The loss of 
much steel tonnage and the entry into the field of the Calmar 
and Dimon Lines are said to be contributing factors in the 
present situation. 

The Calmar Line, a subsidiary of the Bethlehem Steel Cor- 
poration, was recently organized by that company to move its 
own products, and, although not a member of the conference, is 
adhering strictly to quoting conference rates. The Dimon Line, 
however, which is also acting independently, is advertising non- 
conference rates, and, while its recent entry has not made itself 
felt as yet, there is a possiblity that it may increase its present 
fleet of three with additional tonnage, which would make it an 
important factor in the trade. 

The conference only recently cut tariffs on steel products 
five cents a hundred pounds on contract rates in order to sat- 
isfy the independent steel groups, which felt that they were 
somewhat handicapped by the fact that the United States and 
Bethlehem Steel Corporations were moving most of their own 
products in the intercoastal trade. 


Under the present conference agreement, which was ap- 
proved by the Shipping Board, the westbound freight earnings 
of the carriers are pooled by taking the total freight earnings 
accruing to the member carriers for each six months’ period. 
From the total gross amount, the agreement stipulates, there 
shall be assigned to the Class A lines 24 per cent freight ton 
for each ton of cargo handled, contributory to the pool, which 
is a premium awarded to A lines for service. The amount of 
money then remaining in the pool shall be divided by the total 
number of contributing freight tons carried by all the lines 
during the period, ahd the resulting figure shall be taken as 
the grand average per freight ton, which shall be apportioned 
to each member line on the basis of contributing tons handled. 

While the average earnings per freight ton of A group lines 
show the grand average figure aforementioned plus $4 per freight 
ton, if premium shall exceed $15 per freight ton, such excess 
over that amount is to be divided equally between the A group 
on one hand and the B and C groups together. 

The members of the conference are: American Hawaiian, 
Luckenbach, Dollar, Panama Pacific, Arrow, California and 
Eastern, Ocean Transport, Quaker, Transmarine, Williams and 
Nelson. The first four are known as the A group, while the 
remainder make up the B and C groups. Lines not members 
of the conference are: Argonaut, Calmar, Dimon and Isthmian 
and Panama Mail. 


With a view to revising the managing agreements between 
the Shipping Board and the several managing operators of its 
services, the Merchant Fleet Corporation is holding a series of 
conferences with the managing operators in regard to proposed 
readjustment of the fixed commissions paid to the operators 
on import and export traffic. These commissions, it is under- 
stood, are to be put on a different basis, according to the con- 
ditions prevailing in trades in which the lines are operated. 
In some conditions they will be increased, and in others the 
revision will be downward. At the conclusion of the series of 
hearings the views of the officials of the Merchant Fleet Corpo- 
ration will be laid before the Shipping Board, with recommenda- 
tions for readjustment. 


About two months ago it was reported that the board was 
considering a new form of operating agreement under which the 
operators would share in the losses of the lines, as well as in 
the operating profits. This plan, however, was rejected when 
it was shown that it would be likely to have the effect of tempt- 
ing operators to avoid necessary repairs to ships in order to 
making a good showing on operating costs and thus incur risk 
of serious accidents or heavy damage to the vessels. A propo- 
sition for chartering the ships to operators of the several serv- 
ices was rejected on similar grounds. 


The Shipping Board has set November 1 as the time limit 
for all American steamship agents in the United States who 
are now representing both foreign and government lines to give 
up either their former affiliations or drop the latter. 


This drastic ruling, which is far-reaching in scope, was re- 
cently adopted by the Shipping Board in the form of a resolu- 
tion, and is patterned along the lines of the Cameron bill, which 
was introduced in the Senate last year, but failed to come up 
for a vote. It is understood that the board will insist that the 
resolution be carried out to the letter. 

Among those who will be hit by the ruling is the firm of 
C. H. Sprague & Sons, of Boston, now operating the American 
Republics Service to South America and also acting agents for 
the Hamburg-American Line in Boston. The Shipping Board 
recently allocated the Republics service to Sprague & Sons, 
but only after a fight from New York interests, who objected 
to the line being taken from a local operator. 

Although the Republics service does not in any way com- 
pete with the German line, Sprague & Sons nevertheless must 
give up one or the other. 

Another firm which will be affected is Dichman, Wright & 
Pugh, operators and agents, who are now representing the 
America France and American Diamond lines, both government 
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services in south Atlantic ports, and also are acting for German 
steamship companies in the same capacity. 

It is believed many othed agents will be called on to giye 
up foreign connections and devote their time to Shipping Board 
and private American flag tonnage. The ruling applies op) 
to operators in the United States, as it would be impossible fo; 
the board to place American agents in many of the foreign 
countries where their ships touch. The board believes, hoy. 
ever, that it will not have any difficulty in obtaining dire¢ 
representation in American ports. 

Shippers are notified that in order to comply with the ney 
Chilean Customs Regulations now in effect requiring the filing 
of manifests in Spanish for all shipments to Chilean ports, g 
copy of shipper’s consular invoice on plain paper must be at. 
tached to the bills of lading, so that this document will pe 
similar, as far as practical, to the manifest. This will obviate 
the possibility of consignees being inconvenienced on account 
of any difference in description, which might result in fines. 
The values and other non-essential information can be omitted 
as the Spanish description of shipments only is requested. j 

Cotton rates from Gulf ports to the Havre-Antwerp-Ghent 
range have been reduced 5 cents per 100 pounds, making the 
rate for high density cotton on first-class ships 55 cents per 
100 pounds, same as to Bremeen and Hamburg. The reduction 
is attributed to the competition of chartered tonnage in this 


trade. Cotton cargo offerings are reported to have been well 
sustained in this trade, although there have been declines 
elsewhere. 


SCORES U. S. SHIP OPERATION 


That government operation of American shipping is not only 
threatening the operation of private American shipping but 
putting a heavy burden on this country’s foreign trade was the 
contention of Ira A. Campbell, general council of the American 
Steamship Owners’ Association, speaking before the New York 
Traffic Club, October 25. He pointed to the fact that, according 
to Shipping Board figures, the percentage of American foreign 
trade carried in American ships has declined from 42.7 per cent 
in 1920, to less than 30 per cent at the present time. He said: 


Eminent government authorities thus confess the truth, he said, 
namely, that our participation in the carrying of our own foreign 
trade is continually declining, or, at least, is not keeping pace with the 
development of American foreign trade. This is the record of govern- 
ment ownership and operation in the last seven years, in which period 
the Shipping Board has had the unlimited backing of the United 
States treasury, while the losses in operation have run to over a 
hundred million dollars. Stronger indictments of the futulity of gov- 
ernment ownership and operation of shipping could not be had. It 
should challenge the attention of the American people and cause 
them to take stock of the situation before they plunge ahead into 
a program of new construction for further government ownership and 
operation. The results are inherently incident to the conduct of 
a commercial business by the government; they are in consonance 
with the governmental operation of the railroads during the war. 


He said that the general decline in the amount of American 
trade being carried in American vessels was not reflected in the 
record of the privately owned American vessels and that he 
believed that, if the facts were revealed, they would show that 
there has been a steady increase in the tonnage carried by 
privately owned vessels. 

He denied that the total average decline over the last 
seven years in the percentage of American goods carried in 
American vessels was explainable in terms of inferior vessels. 
“This suggestion,” he said, “is largely thrown out to divert 
attention from the fact that the decline is due to inefficiencies 
necessarily incident to government ownership and operation and 
is designed to promote a new building program.” 

He explained what he considered the fundamental and dis- 
astrous principles behind the inability of .the government oper- 
ated ships to compete successfully in the world trade as follows: 


The prime factor that makes impossible the successful conduct 
of an overseas shipping business by the government is the resentment 
held by nearly every business man, be he American or foreign, against 
the government entering a field of business that belongs to private 
enterprise and engaging in an activity that is not the function of 
government. This fact cannot be overstated. 

The pretended abhorrence of our foreign competitors at the Amer- 
ican government, with all its great and growing wealth and increase 
in foreign trade, running a shipping business in competition with their 
private business enterprises, and the pretended animosities which 
have been engendered in the minds of the shipowners of other nations 
because they have had to compete, not with American shipowners, 
but with the American government and its overflowing treasury, have 
been used effectively in every foreign seaport and trading center, to 
induce the foreign buyers of American goods to patronize the foreign 
privately owned ships instead of the American government owned 
vessels. Every defect, every little slip or mistake in the operation of 
the government ships has been seized upon and exaggerated to influ- 
ence patronage away from the American ships and into the holds of 
the foreign ships.. 

But this is not the worst. The cry that the American government, 
by engaging in the shipping business, is attempting to take business 
from, and thereby destroy, the foreign shipowner, has been used to 
influence foreign buyers to purchase the goods of other nations, instead 
of American goods. This has been most natural; it has been the 
cry of the individual against being crushed by a foreign government 
seekiNg a market beyond its territorial limits for its excess production. 
No one knows the truth of this statement better than you traffic men. 


He contended that the continued operation of the govern- 
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ment owned ships by this country would eventually make it 
impossible for privately owned American vessels to get tonnage 
in foreign markets and that American foreign trade itself would 
pe seriously impaired. He asked that when his listeners heard 
“certain proponents of government ownership proclaiming that 
those who have the courage to point out the futility of govern- 
ment ownership and to ask for a proper support of American 
privately owned ships are serving the interests of foreign ship- 
owners, bear in mind that the situation is the very reverse, and 
that, in fact, the misguided advocates of government ownership 
gre unwittingly playing the game of the foreign shipowner. 

‘If government officials would but recognize the futility of 
government ownership and operation, and give it up forever, 
and then join with the private shipowners and other business 
men in an endeavor to find the most effective and economical 
method of backing private ownership so that it could compete 
with the foreign ships, the solution could easily be found,” 


he said. 
O’Connor Replies to Campbell 


Chairman O’Connor, of the Shipping Board, commented Oc- 
tober 26 on an address made in New York the night before by 
Ira A. Campbell, counsel for the American Steamship Owners’ 
Association, at a meeting of the New York Traffic Club, in which 
Shipping Board policies were criticized. Referring to the address 
as a “brief,” the chairman said it was so well adapted “to the 
uses and purposes of foreign ship owners that I am tempted to 
ask, and I do ask Mr. Campbell if either he or the law firm 
of which he is a member numbers among its clients owners, 
managers, or operators of European lines plying between Amer- 
ican ports and ports of the European continent or the United 
Kingdom. We ought to know.” The chairman said it was true 
that Mr. Campbell was counsel for the American Steamship 
Owners’ Association whose interests were domestic, coastwise 
and intercoastal. 

“But I have an impression, and this impression has yet to 
be removed by Mr. Campbell, that the trans-ocean interests 
which he represents are largely, if not exclusively, foreign,” 
said Chairman O’Connor, continuing as follows: 


In his most recent address, Mr. Campbell, speaking as an Amer- 
ican citizen, discusses the administration, ownership and operation of 
American ships. There is, of course, as Mr. Campbell says in his 
address, a sharp conflict between American and foreign shipping inter- 
ests. Where there are two sides to a case, no lawyer can properly 
represent them both, and, from personal acquaintance, I am sure that 
Mr. Campbell follows that high standard of professional ethics which 
entitles a client to the benefit of the undivided interest and energy 
of his counsel. 

It is interesting to note that Mr. Campbell has altered his position 
somewhat. Following the recent change in the position of our Euro- 
pean critics, Mr. Campbell’s mental wave lengths have been somewhat 
shortened to accord with the shortening wave lengths of European 
criticism. At first, the cry was, ‘“‘The United States government has 
no business in the shipping business.’’ That cry didn’t get anywhere 
because Congress seems to be determined that we shall remain in the 
shipping business until we can get our ships, or new ships, into private 
American hands. The new cry is, as boldly enunciated by Mr. Camp- 
bell, “If the United States government remains in the shipping busi- 
ness even temporarily, it will jeopardize, and is jeopardizing our com- 
mercial relations to such an extent that our export and import trade 
will be seriously injured.’’ 

Mr. Campbell, as a matter of tactics in his attack upon the pol- 
icies of the United States merchant marine, has decided to beach his 
ship and hope for better luck in a land engagement. 

He now tells us that our failure to develop our export and import 
trade under the American flag is not caused by the fact that we have 
ships inferior to those better, faster and more economically operated 
cargo ships which have recently been constructed in Europe. He 
maintains that economy in operation is not a factor because our 
operating expenses are paid for out of the United States treasury. 
Does Mr. Campbell think for a moment that shippers are not con- 
cerned with the speed of the ships which they patronize? To be 
specific, does Mr. Campbell think that a ten-knot American ship ex- 
pensively operated can successfully compete with a fifteen-knot ship 
cheaply operated, simply because the United States government foots 
the bills? He certainly does not dare to now stand upon the conten- 
tion which he made some months ago that generally speaking our 
American ships are as good as those of our rivals. If he is still of 
that opinion, I would suggest that he take a temporary leave of ab- 
sence from his law office and station himself near the Ambrose Chan- 
nel or the Golden Gate and make careful note as to what he sees. 
If he has not the proper facilities for making observation of this kind, 
the United States Shipping Board will, in the interest of truth and the 
suppression of error, furnish him with a tug boat and appropriate 
materials for recording his observations. 

Mr. Campbell in the speech which I am discussing concluded his 
remarks with an appeal to the members of the Traffic Club to join 
with other business interests in the fight against government owner- 
ship and to use their influence to induce associated organizations to 
join in the fight and make clear their positions to the members of 
both houses of Congress. 

What “other business interests’? does he mean? Foreign ship 
owners? And if he does mean foreign ship owners, would he suggest 
that we appeal to them in time of war to contribute their ships for 
the transportation of soldiers, food and supplies, and generally con- 
tribute to our naval and our military necessities? We had to do this 
once. It is to be hoped that we shall never have to do it again. And 
I think that Mr. Campbell, upon reflection, will join cordially and 
without reserve in that national hope. 


IMPORTERS PROTEST REGULATIONS 
The Traffic World New York Bureau 


Agitation for a change in the method now followed by the 
Bureau of Foreign and Domestic Commerce in obtaining informa- 
tion on imports has become more pronounced among customs 





THE TRAFFIC WORLD 






969 






brokers at this port, following the receipt of a circular letter 
from the local office of the bureau, in which mention is made 
of the authority for delaying the passing of entries where the 
desired information is not furnished. 

The brokers claim that the Department of Commerce places 
upon them too much responsibility for the gathering of statistics 
and points out that under the present arrangement the figures 
periodically published for the information of domestic manu- 
facturers and business interests generally are quite apt to be 
misleading. : 

Under the system in force it is necessary for brokers to 
make a complete copy of every entry, setting forth particulars 
of the shipment, which is turned over to the bureau. In addition 
to giving a description of the importation, the statistical copy 
must show the value, weight, country of origin and other de- 
tails. All this information is grouped under various cClassifica- 
tions and is sent to Washington, where complete lists for the 
country at large are compiled. 

In preparing the extra copy of entry the brokers have only 
the consular invoice for guidance. In most instances the value 
is plainly stated, but often the description of merchandise is 
vague. This causes unsatisfactory statistical information and 
at intervals large batches of the prepared copies are returned to 
brokers with instructions to obtain the required data, much of 
which is not available. 

Two suggestions have been made by the brokers, neither 
of which has been adopted. The first is that the staff of experts 
maintained by the bureau inspect the various invoices after 
the appraiser has examined the goods and made his report 
thereon. In this way only, it is pointed out, will a shipment 
invoiced merely as furniture be recorded as of wood or tapestry 
finish and shoes of leather or satin tops. Wearing apparel, 
machinery and sundry other imports are described in such gen- 
eral fashion as a rule and it takes examination to determine 
the proper rate of duty. 

The other recommendation is for American consuls abroad 
to be instructed to see that invoices bear more specific data 
and that an extra copy be prepared expressly for statistical 
purposes at the port of entry. The foreign shippers, it is pointed 
out, are well qualified to describe their products, especially in 
the case of various woolens and cottons. 





OIL CONTRACTS AWARDED 


Contracts for supplying fuel oil for Shipping Board steamers 
operating from Atlantic and Gulf ports, for the calendar year 
1928, have been awarded by the board as follows: 


To Gulf Refining Company: For delivery at New York for bunker- 
ing ships, estimated maximum requirements of 315,000 bbls. per month 
at a maximum price of $1.63 at terminals and $1.68% by barge; for 
bunkering at Philadelphia, estimated maximum requirements of 66,000 
bbls. per month at a maximum price of $1.53 at terminals and $1.58% 
by barge; for bunkering at Galveston, Texas, estimated maximum 
requirements of 262,500 bbls. per month at a maximum price of $1.33 
at terminal and $1.38% by barge; for bunkering at Port Arthur, esti- 
mated maximum requirements of 40,000 bbls. per month at a maxi- 
mum price of $1.28 at terminals and $1.33% by barge. Under the terms 
of this contract the New York price will be the posted market price 
at New York; the Philadelphia price will be 10c below the posted 
price at New York; the Galveston price will be 30c below the New 
York price, and the Port Arthur price will be 35c below the New 
York price. 

To Standard Oil Company of New Jersey: For bunkering at New 
Orleans, estimated maximum requirements of 175,000 bbls. per month 
at a maximum price of $1.30 at terminals and $1.35 by barge; and 
for delivery to Shipping Board tankers at Bay Town and Baton 
Rouge,. Louisiana, an estimated total of 1,300,000 bbls. for the year 
at a flat rate of $1.15 per barrel. 

To the Texas Company: For bunkering at Charleston, an esti- 
mated total requirement of 25,000 bbls. per month at a maximum 
price of $1.55; and for bunkering at Jacksonville, an estimated total 
requirement of 15,000 bbls. per month at a maximum price of $1.55 
per barrel. These maximum prices shall be the posted market price 
on day of delivery, subject to maximum quoted. Same applies. to the 
contract of the Standard Oil Company of New Jersey. 


OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved agreements filed in accord- 
ance with the provisions of section 15 of the shipping act, as 
follows: 


An agreement between the Bull Insular Line, Inc., and the Spanish 
Royal Mail Line, providing for through movement of shipments from 
Porto Rico to Spanish ports with transshipment at New York, the 
through rate being apportioned three-sevenths to the Spanish Royal 
Mail Line and four-sevenths to the Bull Insular Line, Inc., the latter 
carrier assuming cost of transfer at New York. 

An agreement filed by the New York Freight Bureau (Shanghai) 

‘ Conference, providing for maintenance of rates and conditions agreed 
to by the members and set forth in tariffs to be filed in respect to all 
cargo loaded at Shanghai, Yangste River ports and the coast ports 
of North China, except Dalny, destined to north Atlantic and Gulf 
ports of the United States via either the Suez or Panama Canal or 
Cape of Good Hope, or transshipped at Pacific Coast ports to inter- 
coastal carriers. Any*carrier operating vessels regularly in the trade 
is eligible to membership. The conference is to be governed by ma- 
jority vote of members. The members of the conference are American 
& Manchurian Line, American Pioneer Line, ‘Blue Funnel’ Line, 
Dodwell & Company, Ltd., Dollar Steamship Lines, Nippon Yusen 
Kaisha, Osaka Shosen Kaisha, and Prince Line. 

Modification of the Far East and Pacific Westbound Joint Con- 
ference Agreement, providing for holding regular meetings annually 

on the second Monday in April of each year instead of semi-annually 
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on the second Monday in March and September, and that the place 
of smomting is to be selected by the chairman of the joint conference 
instead of by the members as at present. 


SHIP SALES ACTION 


The Shipping Board has selected a committee consisting of 
Commissioners William S. Hill, Philip S. Teller and Jefferson 
Myers to consider the proposed sale of three remaining govern- 
ment-owned cargo lines operating from Pacific coast ports and 
to report promptly to the board, submitting new tenders of sale 
for the board’s consideration. The tenders that have been before 
the board were considered and it was decided “that they did not 
now meet the situation,” according to a statement issued by the 
board. 

The lines under consideration are as follows: 


(1) The American-Australia Orient Line, operating a fleet of 19 
vessels, aggregating 174,616 deadweight tons, and now under the man- 
agement of Swayne & Hoyt, Inc., of San Francisco. 
Pacific ports, Australia, New Zealand and the Orient. 

(2) The American Oriental Mail Line, consisting of seven vessels 
of 66,370 deadweight tons and operated by the Admiral Oriental Line. 
This line, with home port at Seattle, operates between ports of Puget 
Sound and the Orient. 

(3) Oregon Oriental Line, consisting of 10 vessels of 85,703 dead- 

‘ weight tons, operated by the Columbia Pacific es Lage Company, of 
Portland, Ore. This line operates between Columbia River ports and 
the Orient. : 

Difference exists among members of the Shippirzg Board 
as to whether the Pacific coast lines should be sold on condition 
that the purchasers guarantee to operate them for five years, 
or for ten years. Some of the members regard a five-year guar- 
antee as insufficient and are holding out for imposition of a ten- 
year guarantee. 

Commissioner Myers, of the board, recently called on Presi- 
dent Coolidge at the White House. Whether or not he discussed 
the ship sale question with the President was not disclosed. 
Commissioner Smith was a guest of the President on a week- 
end voyage of the Mayflower on the Potomac last week. 

The board has taken no action with respect to sale of Amer- 
ican West African and America-France Lines, operating from 


Atlantic ports. 


HOCH-SMITH PETROLEUM 


A plan for the revision of the rates on petroleum and its 
products has been placed before the Commission by the Pure 
Oil Company in a brief in No. 18458, the Commission’s investi- 
gation into rates on petroleum and petroleum products within 
the territory on and east of the Mississippi River and south 
of the Ohio River, and east of the Indiana-Illinois state line, 
and from points without to points within said territory. After 
the Commission instituted that inquiry and after it had joined 
a number of formal complaints with it the inquiry into oil 
rates was converted into No. 17000, Part 4. 

The brief, signed by James M. Beck, former solicitor gen- 
eral for the United States, as of counsel; Arlington C. Harvey, 
general counsel; and Henry Hauseman, traffic manager, in its 
index, makes no mention of the Hoch-Smith phase of the case. 
A cursory examination of the text also fails to disclose any 
mention of the resolution or the inquiry the Commission is 
conducting in accordance with the mandate it thinks the reso- 
lution lays upon it. 

Discussion of the Hoch-Smith phase may be contained in 
the brief of Frank M. Swacker, counsel for the Gulf Refining 
Company and Gulf Refining Company of Louisiana with regard 
to the general level of oil rates in the south which the Pure 
Oil Company attorneys endorse as to all matters pertaining to 
rate adjustment in the south. That brief had not been made 
public at the time the Commission placed the brief of the Pure 
Oil Company on the press table; or discussion of that resolu- 
tion on behalf of the oil industry or any part of it may be 
contained in the brief of W. W. Collin on behalf of the Sun Oil 
Company and the Atlantic Refining Company. That part of 
the brief of Mr. Collin dealing with eastern trunk line territory 
rates is endorsed by the attorneys for the Pure Oil Company. 
The Collin brief had not been given out at the time this was 
written. 

The Pure Oil Company asked the Commission to dismiss 
No. 18007, the complaint of the Mid-Continent Refiners’ Traffic 
Association, and No. 18067, the complaint of the Transconti- 
nental Oil Company, because it said it had shown that their 
claims, for relief based upon an equalization of all-rail rates 
down to supposed costs of pipe line and water transportation, 
was contrary to law and beyond the power of the Commission; 
that their proposal, for lower rates, was an attempt to nullify 
the advantageous locations of their competitors, which they 
said was also beyond the power of the Commission; and for 
the further reason that there was and is now a large and sub- 
stantial movement of oils from the mid-continent field to cen- 
tral and southern territories, showing that there was no foun- 
dation for the claim that the business of the mid-continent re- 
finers was depressed. 

A further request on the part of the Pure company is that 
the Commission reverse or modify its decisions in No. 14087, 
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the Indiana State Chamber of Commerce case, and No. 1614 
a Procter & Gamble case. They are reported in 112 1. ¢ ¢ 
481, and 122 I. C. C. 473. The Pure Oil Company, in its brie 
asserts that publication of rates in accordance with those deci. 
sions has resulted in conditions of discrimination and ung, 
prejudice greater than those which the findings sought t 
correct. 

The thought back of the opposition to changes in rate 
from the mid-continent field, such as are sought, is that the 
refiners in that part of the country are in the best position 
any group in the United States and that any concessions jy 
freight rates to them will cause the closing of oil wells in the 
Appalachian field; work great economic injury and cause the 
loss of an immense amount of basic raw material “in violation 
of the oil conservation program of the federal government” 

Further requests by the Pure company are that the present 
proportional rates from the New Orleans-Baton ‘Rouge Zroup to 
Ohio River crossings be canceled and that the through rate; 
from that group to central and eastern territories be revigeg 
to reflect the ninth class rates, or such other relationship tg 
first class as may be found proper for application in the south 
and that southbound rates be put on the same basis; that the 
rates in the eastern part of central territory be found unre. 
sonable per se and reduced; that discriminations and undue 
prejudice in the rates from Heath, O., Cincinnati, O., Cabin 
Creek Junction and Dawes, W. Va., the Pure company’s ship 
ping points in central territory, be removed and the level be 
made no higher than rates from the New Orleans-Baton Rouge 
group or from the mid-continent field, to central territory; that 
if the Indiana adjustment be extended eastward, then that its 
short-haul rates be reduced, in cents per gallon equal to the 
reductions resulting from the eastward extension of ‘the Indi. 
ana rates. 

Another request is for the removal of discrimination and 
prejudice the Pure company says exists against Pensacola, 
Jacksonville, Savannah and other Gulf and south Atlantic 
ports by the establishment of rates in the south on a mileage 
scale having a direct percentage relationship to the first class 
rates established under the decision in No. 13494, the Southern 
Class Rate Investigation. A belief as to inter-territoria] rates 
from the southwest to destinations south of the Ohio and east 
of the Mississippi expressed by the company is that they should 
reflect the sum of the proportional rates to the Mississippi 
crossings and the factor east which the Commission finds rea- 
sonable and proper for local application. With reference to the 
inter-territorial rates from the southwest to points north of the 
Ohio the company urged no downward revision unless it be 
accompanied by similar downward revisions from refineries 
within central and eastern territories. The company expressed 
the belief that construction of the through rates based on the 
factors to and from the Mississippi would more nearly reflect 
traffic, transportation and commercial conditions and preserve 
commercial and competitive rates of long standing than rates 
on any other basis. 


SOUTHERN CLASS RATES 


The Trafic World Washington Bureau 


Relations between the Southern Traffic League and the 
Southern Freight Association, on account of the proposal of the 
southern carriers to cancel less-than-carload commodity rates 
and exceptions to the classification, seem to be nearing the point 
where negotiations, if any at all, between them will take the 
form of proceedings before the Commission. The carriers, 
through Chairman Barham of their association, speak of the pro- 
posal as part of the general readjustment now imminent on 
account of the Commission’s decision in No. 13494, the southern 
class rate investigation. 


However, the shippers represented by the Southern Traffic 
League, while unwilling to go along on the plans made by Chair- 
man Barham, have suggested a modus vivendi, so to speak, on 
a definite basis. 


The basis was laid down in a letter to Chairman Barham 
by T. M. Henderson on the part of the league. Mr. Henderson 
reviewed the things that had happened since the original flare-up 
at Atlanta, on September 12, when the league notified Mr. Bar- 
ham that it was not possible for the shippers to go forward, on 
such short notice, even if they were willing to admit, which 
they were not, that the cancellations were made necessary by 
the Commission’s decision. 

Commenting on the letter of September 26, in which Chair- 
man Barham renewed the committee’s invitation to the shippers 
to meet the carriers’ committee at Atlanta on October 15, Mr. 
Henderson that it “offends the shippers’ intelligence for the 
carriers to presume that the shippers are so lacking in common 
sense as not to understand such effusion on the carriers’ part, 
and they are, as might have been expected, becoming annoyed 
at the enormous expense and trouble they have been put by 
committees of the carriers having these rate and classification 
matters in charge.” 

Mr. Henderson said that the shippers had undertaken, cer- 
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tainly through the league, to deal frankly and reasonably with 
Mr. Barham’s and Mr. Dulaney’s committees. Certainly, he said, 
Commissioner Eastman had followed such a course and yet the 
carriers had insisted on going forward with the consideration 
of their proposals just as if the Commission’s decision required 
them to do what they were doing. Continuing, Mr. Henderson, 
in part, said: 


Your committee is advised that if it is within the power and 
resources of the members of this organization, they are determined 
that they shall not be treated so arbitrarily, unfairly, and with such 
a lack of consideration by the carriers, and notice is hereby served 
that the members of this organization do not consider, notwithstand- 
ing your statment to the contrary, that the carriers are now pro- 
ceeding in this matter with the proper deliberation with the shippers, 
and the shippers realize that your committee is plainly failing to 
give them a reasonable opportunity to express their views. Under 
such circumstances the carriers are not giving shippers’ views full 
and sympathetic consideration. We do not agree with you that this 
work must go on under the procedure the carriers have adopted, 
nor are the shippers required to advise you at this time the com- 
modities covering which it is believed the less-than-carload com- 
modity rates should be continued. 

On the other hand, it is our view that the carriers are required 
to submit to the shippers their justification for their proposal to 
increase the rates on all of the commodities on which they pro- 

se to cancel the existing less carload commodity rates, and apply 
in lieu thereof the revised class rates that will result under the de- 
cision of the Commission in Docket No. 13494. 

Furthermore the shippers have not had sufficient time to submit 
their reasons and arguments in favor of the continuation of the ex- 
isting less than carload commodity rates, even though the _ shippers 
might be willing to waive their rights under the law, and assume 
the burden of undertaking to convince your committee that your pro- 
posals are unreasonable. 

In view of the foreging situation, your renewed invitation for 
the shippers to meet with the carriers for the discussion of any 
item in the disposition of which they are interested, and, in view 
of Mr. Eastman’s letter and all of the cir¢umstances and conditions 
surrounding these proposals, is utterly futile, and will require some 
uninformed shippers to assume expenses that are unnecessary and 
entirely unwarranted. 

Under different circumstances and under different conditions an 
invitation to meet with the carriers’ committee would be most welcome 
and graciously received by the shippers. If the carriers will advise 
the shippers that they will first make effective the new class rates 
and then take up for discussion and conference with the shippers the 
propriety of cancelling some or all less than carload commodity rates, 
and the revision of some or all of the classification ratings and ex- 
ceptions to the classification, this organization promises you and your 
committee that its members will promptly concur in such a program 
and will appoint a steering committee to meet with a like committee 
from your association, to formulate a program for hearings and con- 
ferences on certain dates and at certain places for the considera- 
tion of particular commodities or commodity rates and classification 
ratings. 

It is to be understood at such a conference both the carriers and 
the shippers will give their reasons for the rates or ratings they are 
proposing and think should be established, caneelled, modified, or 
changed. Further, that those items, upon which an agreement can be 
reached are to be immediately put in tariff form, and those upon which 
agreement cannot be reached to be left to the Interstate Commerce 
Commission in some appropriate proceeding for final determination 
and settlement. This is the only course acceptable to the members 
of this organization and is obviously the fair and just way to proceed. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 
v 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Circuit Court of Appeals, Second Circuit.) In an action to 
recover for failure to deliver, household articles and personal 
effects, evidence held to justify instructing the jury that the 
goods were held under a storage contract, which had been sub- 
stituted for a written transportation contract, the terms of which 
defendant was asserting were applicable.—Barrett vs. Fournial, 
21 Fed. (2d) 298. 


Evidence that a storage contract had been completely sub- 
stituted for a transportation contract, both made in France, and 
expert testimony that under French law the provisions of the 
transportation contract would not apply to the storage contract, 
held to justify ruling that limitations of liability in the trans- 
portation contract were inapplicable to a case brought for failure 
to deliver the goods stored.—Ibid. 

In an action against an express company for failure to de- 
liver household furniture and personal effects, plaintiff owner 
held competent to testify to values of the goods.—Ibid. 

In action against storage company for failure to deliver 
goods, when delivery should have been made in 1919, evidence 
of the values of the goods in 1911, when they had been stored, 
held relevant as evidence of their value in 1919.—Ibid. 

Where defendant storage company failed to deliver goods 
deposited with it, and by its loss of the goods made it impos- 
sible for plaintiff to obtain evidence of their value at time of 
default, it cannot complain of evidence showing value when 
deposited.—Ibid. 

Where goods had been lost by storage company, which had 
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failed to deliver them, trial judge held not to have abused his 
discretion in permitting plaintiff to offer evidence of the values 
of the goods when deposited in 1911, as evidence of their values 
in 1919, when they should have been delivered.—Ibid. 

Expert evidence of the values of rugs, antiques, portieres, 
and objects of art held competent, notwithstanding the witness 
had never seen the goods, but gave his estimates from having 
descriptions of the articles read to him.—Ibid. 

In action against storage company for default under con- 
tract of storage in failing to deliver goods, question of the values 
of the goods at the time of the default held for jury.—Ibid. 

Where the evidence in an action against a storage company 
for failure to deliver goods justified the amount of the verdict, 
it could not be presumed that the jury erroneously included 
in the verdict an excessive estimate of goods which deteriorated 
during the storage period, especially in view of instruction that 
they must find that the goods had not deteriorated.—lIbid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Contract of 
steamship company, when trading with Germany, was limited 
to licensed trade in food, to establish regular service as soon 
as restrictions on trading with Germany were removed, and to 
ship plaintiff’s goods on first steamer, held breached by failure 
to carry plaintiff’s goods on first ship sent under, license from 
War Trade Board, although requirement of license was not dis- 
pensed with, and general trading with Germany not permitted 
until afterward.—Morris & Co. vs. Kerr S. S. Co., Ine., 21 Fed. 
(2d) 292. 


Steamship company was liable on contract to ship goods to 
Hamburg on first ship as soon as restrictions were removed, 
although its agent had prior to completion of contract chartered 
whole ship to third party, under charter requiring it to go to 
Copenhagen if license to go to Hamburg could not be obtained.— 
Ibid. 

Agreement by shipper that certain vessel should be first 
vessel under contract for shipping goods to Germany after World 
War, made in igorance of fact that defendant steamship company 
had sent another vessel on which plaintiff’s goods were not car- 
ried according to contract, did not release existing cause of 
action for breach of such contract. 

In shipper’s action for breach of shipping contract, admitting 
parol evidence, if error, was harmless, where, under interpreta- 
tion placed on contract, result would be same, even if such 
evidence should be disregarded.—Ibid. 


ox 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and en se of National Reporter 


System, published by West Publi Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(District Court, W. D., Arkansas, Ft. Smith Division.) By 
a finding of the Interstate Commerce Commission, the Missouri 
Pacific Railroad has lines reaching from eastern points involving 
interstate traffic to Ft. Smith, Ark., which are not unreasonably 
long, and which involve a haul of 300 miles or more. Held 
that, under interstate commerce act, section 15 (4), as amended 
by transportation act, section 418 (49 U. S. C. A., section 15, 
Comp. St., sec. 8583), which provides that in establishing a 
through route the Commission shall not, except in cases of 
emergency, require any carrier by railroad without its consent 
to embrace in such route substantially less than the entire 
length of its railroad which lies between the termini of such 
proposed through route, it was without authority to establish a 
through route between such eastern points and Ft. Smith, 
which embraced carriage over a line of the Missouri Pacific 
only 46 miles long.—Missouri Pac. R. Co. vs. United States 
(Interstate Commerce Commission et al., interveners), 21 Fed. 
(2d) 351. ; 

That a small and weak railroad line needs increased revenue 
in order to maintain it in effective operation may be a matter 
of public interest, but not in such sense as authorizes the Inter- 
state Commerce Commission, under interstate commerce act, 
section 15 (3), as amended by transportation act, section 418 
(49 U. S. C. A, see. 15 (Comp. St., sec. 8583)), to establish a 
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through route over it for the purpose of producing such revenue, 
where it involves the taking of a part of the line of another 
railroad carrier and including it in a competing line.—Ibid. 

(Supreme Court of Ohio.) Where the evidence showed that 
the route of the railroad which was protesting the grant of a 
certificate of convenience and necessity to operate a motor trans- 
portation route was longer and less convenient, and it was not 
shown that the proposed route would deprive the railroad of 
business, held, that the Commission was justified in granting 
the certificate. ‘_Norfolk & W. Ry. Co. vs. Public Utilities Com- 
mission of Ohio, 158 N. E. 92. 

(Supreme Court of Oklahoma.) Where a rate has been fixed 
by the Corporation Commission for services designated by -the 
commission as a switching service at 2 cents per 100 pounds on 
sand, gravel, and crushed stone, and said rate is found to be 
adequate and reasonable, held, that it was not error for the 
Corporation Commission to order that broken stone should take 
the same rate as crushed stone, sand, and gravel.—St. Louis-San 
Francisco Ry. Co. vs. State et al., 259 Pac. Rep. 230. 

(Supreme Court of Appeals of Virginia.) Where petition 
alleged present passenger station was used both for passenger 
and freight depot, and was insufficient for either, and asked 
that railroad be required to build new passenger station, and 
answer denied material allegations of petition, order requiring 
railroad to construct new station building and make new ar- 
rangements of track layout was within issues, although petition 
did not ask change in track layout, in view of fact that change 
ordered therein was incident to improvement of station facilities. 
—Norfolk & W. Ry. Co. vs. Commonwealth ex rel. State Cor- 
poration Commission, 139 S. E. 281. 

In proceeding before State Corporation Commission to re- 
quire railroad to build new station, admitting testimony that 
eitizens of town were oWners of coal mining properties which 
added greatly to railroad’s business, in view of the fact that com- 
mission’s statements of facts and reasons showed that no weight 
was attached thereto, was not prejudicial error.—Ibid. 

Under Const. 1902, sec. 156, cl. (f), giving Supreme Court 
jurisdiction to determine reasonableness and justness of Cor- 
poration Commission’s action appealed from, unless presumption 
of reasonableness and justness of corporation’s order is rebutted, 
its judgment must be affirmed.—lIbid. 


Where Corporation Commission’s order, requiring railroad 
company to erect new station, is properly made, there is no 
taking of property without due process of law.—lIbid. 


In proceeding before State Corporation Commission, evi- 
dence held to support commission’s order requiring railroad to 
erect new station and improve facilities in connection therewith. 
—Ibid. 


REVENUE FREIGHT LOADING 


Cars loaded with revenue freight the week ended October 
15 totaled 1,119,872, according to reports filed by the railroads 
with the car service division of the American Railway Associa- 
tion. This was an increase of 19,320 cars above the preceding 
week, increases over the week before being reported in the load- 
ing of all commodities except ore and merchandise and less-than- 
carload lot freight. The total for the week ended October 15 
was a decrease of 82,908 cars under the same week last year, but 
13,863 cars above the same week in 1925. 

Revenue freight loading by districts the week ended October 
A for the corresponding period of 1926 was reported as 
follows: 


? Eastern district: Grain and grain products, 7,712 and 8,621; live 
stock, 2,945 and 3,259; coal, 44,640 and 54,791; coke, 2,286 and 3,534; 

forest products, 4,699 and 5,219; ore, 3,915 and 5,916; merchandise, 

Cc. L., 69,934 and 71,992; miscellaneous, 103,630 and 113,107; total, 
1927, 239, 761; 1926, 266, 439; 1925, 241,8 

‘Allegheny district: Grain ‘and aoe products, 2,944 and 3,409; 
live stock, 2,540 and 3,002; coal, 44,716 and 57,813; coke, 4,428 and 
5,686; forest products, 2,742 and 3,755; ore, 10, 860 and 14, 455; mer- 
chandise, is CC 58, 014 and 58,512; miscellaneous, 88, 746 and 
94,850; total, 1927, 214, 990; 1926, 241, 482; 1925, 214,712. 

Pocahontas district: Grain’ and grain products, 250 and 303; live 
stock, 314 and 387; coal, 42,294 and 45,159; coke, 394 and 620; forest 
products, 1,842 and 1,848; ore 118 and 85; merchandise, L. C. 
7,844 and 7,506; miscellaneous, 6,440 and 6,641; total, 1927, 59, 496: 
1926, 62,549; 1925, 57,839. 

Southern district: Grain and grain products, 3,873 and 4,152; 
live stock, 2,098 and 2,098; coal, 29,392 and 29,699; coke, 597 and 755; 
forest products, 20,463 and 22,289; ore, 1,164 and 1,303; merchandise, 
L. C. L., 43,804 and 43,670; miscellaneous, 59,798 and 66 ,315; total, 
1927, 161 189; 1926, 170, 281; 1925, 161,598. 

Northwestern - district: Grain and grain products, 18,874 and 
16,808; live stock, 10,488 and 11,350; coal, 11,538 and 10,085; coke, 
1,193 ‘and 1,706; forest products, 16,766 and 18 ,055; ore, 31,246 and 
43, 668; merchandise, C. L., 35,721 and 34,370; miscellaneous, 48,030 
and 52,532; total, 1327- 173,856; 1926, 187,574; 1925, 174,673. 

Central Western ‘district: Grain and grain products, 13,270 and 
14,145; live stock, 18,018 and 16,749; coal, 16,072 and 17, 554; coke, 
379 and 466; forest products, ii, 422 and 12, 002; ore, 3,474 and 4,224; 
merchandise, L. C. 35,314 and 36,603; ‘miscellaneous, 82,740 and 
79,598; total, 1927, 180,689" 1926, 181, 332; 1925, 174,835. 

Southwestern district: Grain and grain products, 5,410 and 5,049; 
live stock, 4,373 and 3,906; coal, 7,856 and 7,819; coke, 278 and 244; 
—- products 8,556 "and 9,475; ore, 1,007 and 485; merchandise, 

Cc. 843 and 17,623; miscellaneous, 44,569 and 48,522; total, 
1927 39, oi: via, 93,123; 1925, 80,510. 
rotal, all roads: Grain and grain products, 52,333 and 52,487; live 
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> 40,776 and 40,751; coal, 196,508 and 222,920; coke, 9,555 ang 
13,011; forest products, 66,490 and 72, 643; ore, 51, 784 and 69,136; mer- 
chandise, L. C. L., 268,473 and 270,276; miscellaneous, 433,953 and 
461,566; total, 1927, 1,119,872; 1926, 1,202, 780; 1925, 1,106,009. 


Loading of revenue freight this year compared with the two 
previous years follows: 





1927 1926 1925 

Vive weeks in January. ......cccccccce 4,524,749 4,428,256 4,456,949 
Four weeks in February.............. 3,823,931 3,677,332 3, 623, 047 
DOr WHO If BACH... .ccccccrceccces 3,877,397 3, 702, 413 
BIVe WOGES IM ADTil. ....cccccccecscccese 4,791,006 4,710, 1903 
POGP WEGES 2 MB. ccccccccvccwcces 4,145,820 3,869, ,306 
Four weeks in June...... 4,089,340 3,965,872 
Five weeks in July....... 5,213,759 4,945,091 
Four weeks in August 4,388,118 4,321,427 
Four weeks in September............. 4,360,022 4,523,112 4,297,936 
WOE GEER OCOD 1.2.2. ..0cccccseces 1,126,390 1,180,049 1,113,283 
Week ended October 8..........ccceee 1,100,552 1,174,928 1,106,036 
Week ended October 15............... i, 119, 872 = 202, 780 1,106,009 

«a oxiaiahs Uiisden ees Sousa genes 42,218,318 42,691,897 41,218 972 


OPERATING STATISTICS 


The Commission’s monthly statement on operating statistics 
of Class I railroads, exclusive of switching and terminal com. 
panies, prepared by jts bureau of statistics, shows the following 
for August and the eight months ended with August: 


Loaded car miles—1,519,955,000 for August and 1,568,358,000 ‘or 
August, 1926; 11,514,886, 000 for eight months ended with August and 
11,524, a 000 for’ same period of 1926. 

Empty car miles—894,266,000 for August and 895,607,000 for August, 
1926; 6, Pr, 622,000 for eight months ended with August and 6,556,186, 006 
for same period of 1926. 

Net ton miles—41,973,000,000 for August and 43,734,000,000 for 
August, 1926; 314,333, 000, 000 for eight months ended with August and 
312,584,000, 006 for same period of 1926. 

Average number locomotives on lines—30,838 for August and 31,585 
for August, 1926; 31,099 for eight months ended with August and 31, 729 
for same period ‘of 1926. 

Average number freight cars on line—2,517,164 for August and 
2,526,118 for August, 1926; 2,510,813 for eight ‘months ended with Au- 
gust and 2,516,413 for same "period of 1926. 

Per cent unserviceable of total locomotives—15.7 for August and 
15.8 for August, 1926; 16.5 for eight months ended with August and 
16.8 for same period of 1926. 

Per cent unserviceable of total cars on line—6.2 for August and 
7 for August, 1926; 5.9 for eight months ended with August and 6.8 
for same period of 1926. 

Car miles per car day—30.9 for August and 31.5 for August, 1926; 
al eight months ended with August and 29.6 for same period of 
1926 


Net tons per loaded car—27.6 for August and 27.9 for August, 1926; 
27. ey eight months ended with August and 27.1 for same period 
of 1 


OPERATING AVERAGES 


The Commission has issued comparisons of selected items 
of freight service operating averages, Class I steam railways, 
for the United States and by regions, prepared by its bureau 
of statistics, for the eight months ended with August, 1920, to 
1927, inclusive, and for August, 1927, and August, 1926. Similar 
comparisons were issued last week for the seven months ended 
with July. (See Traffic World, October 22.) 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
October 1, was 63.7, according to the semi-monthly statement of 
the car service division of the American Railway Association. 
By classes of equipment, the percentages were as follows: Box, 
55.6; refrigerator, 65.4; coal and coke, 67.9; stock, 84.1; flat, 77.1; 
tanks and others, 94.3. By districts the percentages for all 
classes of equipment were as follows: Eastern, 53.4; Allegheny, 
70; Pocahontas, 54.8; Southern, 62.5; Western, 68.9. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of October 1, showed the fol- 
lowing: Eastern district, 95.3 as against 96.2 a year ago; Poca- 
hontas district, 79 as against 82.1 a year ago; Southern district, 
97.7 as against 96.8 a year ago; Western district, 102.2 as against 
100.5 a year ago; all districts, 97.9 as against 97.9 a year ago; 
Canadian roads, 98 as against 97.2 a year ago. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on October 1 totaled 137,571, 
or 6 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was a decrease of 4,340 cars under 
the number reported on September 15, at which time there were 
141,911, or 6.2 per cent. It also was a decrease of 11,507 cars 
compared with the same date last year. Freight cars in need 
of heavy repair on October 1 totaled 100,559, or 4.4 per cent, @ 
decrease of 2,111 compared with September 15, while freight 
cars in need of light repair totaled 37,012, or 1.6 per cent, a 
decrease of 2,229 compared with September 15. 

A new low record in the number of locomotives in need of 
repair was established on October 1 this year by the railroads 
of this country, said the car service division. The total number 
of locomotives in need of repair on that day, according to reports 
filed by the carriers, was 8,345, or 13.6 per cent of the number 
on line. This was a decrease of 157 locomotives under the best 
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previous record, established on September 1 this year, at wihch 
time there were 8,502, or 13.9 per cent. The number of loco- 
motives in need of repair on October 1 was a decrease of 618 
compared with the number of such locomotives on September 
15, at which time there were 8,963, or 14.7 per cent. Locomo- 
tives in need of classified repairs on October 1 amounted to 
4,484, or 7.8 per cent, a decrease of 265 compared with Sep- 
tember 15, while 3,861, or 6.3 per cent, were in need of running 
repairs, which was a decrease of 353 compared with the number 
in need of such repairs on September 15. Class I railroads on 
October 1 had 5,720 serviceable locomotives in storage compared 
with 6,031 on September 15. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Octo- 
ber 8-14, inclusive, was 153,317, as compared with 142,678 cars 
in the preceding period, while the average daily shortage re- 
ported consisted of 14 hopper and 761 refrigerator cars, accord- 
ing to the car service division of the American Railway Asso- 
ciation. The surplus was made up as follows: 


Box, 73,942; ventilated box, 126; auto and furniture, 9,596; total 
box, 83,664; flat, 5,384; gondola, 25,286; hopper, 21,836; total coal, 47,122; 
coke, 490; S. D. stock, 11,731; D. D. stock, 1,328; refrigerator, 2,021; 
tank, 276; miscellaneous, 1,301; total, 153,317. 


Canadian roads reported a surplus of 6,500 box, 200 auto 
and furniture, 480 flat, 200 S. D. stock, 300 refrigerator and 100 
miscellaneous cars. 


ROLLING STOCK ADDITIONS 


Class I railroads in the first nine months this year installed 
58,705 freight cars in service, according to reports filed by the 
rail carriers with the car service division of the American Rail- 
way Association. This was a decrease of 26,578 cars compared 
with the number placed in service in the corresponding period 
last year. Of the total number placed in service in the first nine 
months this year the railroads installed 6,431 freight cars in the 
month of September, which included 3,060 box cars, 2,615 coal 
cars and 397 refrigerator cars. The railroads on October 1 this 
year had 14,833 freight cars on order compared with 16,846 on 
the same date in 1926. 

Locomotives placed in service in the first nine months of 
1927 totaled 1,476, of which 177 were installed in September. In 
the first nine months last year the railroads placed in service 
1,664 locomotives. Locomotives or order October 1 this year 
numbered 134, compared with 443 on October 1 last year. 

These figures as to freight cars and locomotives include 
new and leased equipment. 


RECORD FOR SAFETY 


A new record in safety was established by the railroads in 
the first six months this year, when only two passengers lost 
their lives in train accidents, according to reports filed by the 
carriers with the Interstate Commerce Commission. 

This was the smallest number of fatalities among passengers 
resulting from train accidents ever reported for the first six 
months in any recent year. In the first half of 1926, fatalities 
among passengers, as a result of accidents to trains, numbered 
22, while there were 52 in 1925, 23 in 1924 and 8 in 1923. 

Passengers injured in the first half of 1927 as a result of 
train accidents numbered 776, compared with 656 in the same 
period last year and 758 in the same period in 1925. 

In other than train accidents, 38 passengers lost their lives 
in the first half of 1927, compared with 41 in the same period 
last year. Of the 38, reports showed 19 were killed in getting 
on or off cars or locomotives. 

“This improvement in safety has been largely brought about 
by the intensive safety campaigns which the railroads have been 
in the past and are now conducting and also though the use of 
steel cars, improvements in the mechanical facilities of the 
railroads and the development, through extensive research on 
the part of both the railroads and the manufacturers, of im- 
proved steel rails and car wheels,” said the American Railway 
Association. “The fact the condition of railway equipment is 
now the best ever attained is also an important factor in the 
matter of increased safety.” 


CROSSING ACCIDENT TOLL 


A total of 1,062 persons lost their lives in grade crossing 
accidents in the first six months of 1927, according to reports 
filed by the railroads with the Commission and made public by 
the American Railway Association. This was a decrease of 
three compared with the corresponding period last year. Per- 
sons injured in grade crossing accidents in the first half of 1927 
numbered 2,901 compared with 3,110 in the same period one year 
ago or a reduction of 209. Reports showed 2,561 grade crossing 
accidents occurred in the first six months this year compared 
with 2,644 in the same period in 1926 or a reduction of 83. 

A slight decrease in the number of accidents and fatalities 
at such crossings in the face of an increase of more than two 
million in the number of automobiles in use indicates that some 
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progress is being made by the railroads in their campaign to 
reduce such accidents, but only through the co-operation of the 
public and the railroads can a reduction in such accidents be 
realized, particularly in view of the fact the complete elimination 
of highway grade crossings is both physically and financially 
impossible, according the association. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended October 22 totaled 33,718 cars, as compared with 36,344 
cars (revised) the preceding week and 35,760 cars in the corre- 
sponding period of 1926, according to the weekly statement of the 
Bureau of Agricultural Economics of the Department of Agri- 
culture. Shipments were reported as follows: 


Apples, 7,372 cars; asparagus, 6 cars; cabbage, 1,555 cars; can- 
taloupes, 3 cars; celery, 742 cars; cucumbers, 4 cars; eggplant, 7 cars; 
cauliflower, 81 cars; grapefruit, 455 cars; imports, 121 cars; grapes, 
8,160 cars; green peas, 20 cars; lemons, 157 cars; lettuce, 855 cars; 
miscellaneous melons, 68 cars; mixed citrus fruit, 130 cars; mixed deci- 
duous fruit, 34 cars; mixed vegetables, 387 cars; onions, 1,569 cars; 
oranges, 748 cars; imports, 83 cars; peaches, 7 cars; pears, 389 cars; 
peppers, 86 cars; plums and prunes, 9 tars; spinach, 52 cars; string. 
beans, 126 cars; sweet potatoes, 855 cars; tomatoes, 687 cars; water- 
melons, 4 cars; potatoes, 9,150 cars; imports, 20 cars. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended October 15 was 
estimated at 10,550,000 net tons by the Bureau of Mines of the 
Department of Commerce. This represented an increase of 
264,000 tons as compared with the output in the preceding week. 
Anthracite production was estimated at 1,794,000 net tons, an 
increase of 197,000 tons as compared with the revised estimate 
for the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended October 16 totaled 981,870 net tons, as compared 
with 844,305 tons the preceding week. Anthracite shipped from 
Lake Erie ports totaled 66,158 net tons, as compared with 81,467 
tons in the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended October 15 totaled 412,870 net tons, of which 
258,286 tons were for New England delivery. At Charleston, 
S. C., 2,014 tons of bituminous coal were dumped for bunker use. 

Cars of coal forwarded over the Hudson River to eastern 
New York and to New England the week ended October 8 were 
reported as follows: Bituminous, 2,446; anthracite, 3,438. 


LUMBER SHIPMENTS 


The “lumber thermometer” of business is encouraging, ac- 
cording to the National Lumber Manufacturers’ Association’s 
weekly review of the industry. Virtually the same number of 
comparably reporting softwood mills showed a gain in current 
orders and shipments, for the week ending October 22, over the 
preceding week and production was about the same. Allowing 
for the fact that 25 fewer mills reported last week than at the 
same time last year, it was apparent that the current volume of 
business was greater. Apparently, the hardwood industry also 
was more active in the last week than it was the previous week, 
but a little slower than at this time last year. 

The following table compares the lumber movement as re- 
flected by the reporting mills of seven softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 000’s 
omitted: 


Corresponding Preceding Wk., 
Past Week Week, 1926 1927 (Revised 
oft- Hard Soft- Hard- Soft- Hard- 
wood wood wood wood wood wi 
BN irsiccscckews 338 127 363 137 340 141 
Production ..... 243,586 19,560 241,602 20,645 245,556 20,808 
Shipments ..... 236,807 19,859 235,142 24,973 216,786 19,656 
Orders (New 
Bus.) 


seeders 229,312 21,898 232,268 22,960 208,326 22,014 


MOTOR VEHICLE REGISTRATION 


A total of 20,991,333 motor vehicles were registered in the 
United States in the first six months of 1927, according to data 
collected by the Bureau of Public Roads of the Department of 
Agriculture from the various state registration agencies. This 
represents an increase of 1,374,578, or 7 per cent over the 
registration in the same period of last year. 

Revenue from registrations, licenses, etc., amounted to 
$272,119,534, of which $12,452,059 has been allocated for collec- 
tion and administration purposes, $188,525,679 for state high- 
ways, $47,937,641 for local roads, $21,795,330 for road bonds, 
and $1,408,825 for miscellaneous purposes. In recent years the 
motor vehicle and gasoline tax revenues have constituted quite 
: substantial portion of highway expenditures, according to the 

ureau. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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MEN IN TRANSPORTATION 


The Interstate Commerce Commission may pat itself on the 
back—and “knock on wood”—because, in the last three years, it 
has not lost in the Supreme Court of the United States a single 
case in which its orders have been challenged. One of the rea- 
sons for this enviable record may be found in the fact that, in 
its chief counsel, P. J. Farrell, the Commission has an able advo- 
cate. Mr. Farrell represented the Commission before the Su- 
preme Court a number of years ago in a case in which the court, 
speaking through Chief Justice White, made a statement of the 
relation of the courts to orders of the Commission that has had 
an important bearing on all cases in which orders of the regu- 


P. J. FARRELL 


lating body have been assailed. That statement, consisting of 
only a few words, is found in Proctor & Gamble Co. vs. United 
States, 225 U. S. 282, decided June 7, 1912. It follows: 


Originally the duty of the courts to determine whether an order 
of the Commission should or should not be enforced carried with it 
the obligation to consider both the facts and the law. But it had 
come to pass prior to the passage of the act creating the Commerce 
Court that in considering the subject of orders of the Commission, 
for the purpose of enforcing or restraining their enforcement, the 
courts were confined by statutory operation to determining whether 
there had been violations of the constitution, a want of conformity 
to statutory authority, or of ascertaining whether power had been so 
arbitrarily exercised as virtually to transcend the authority con- 
ferred, although it may be not technically doing so. 


In one form or another, this statement has been made by the 
Supreme Court in a number of cases. The effect of it is to make 
an order of the Commission conclusive against the carriers 
named therein when the Commission has acted on substantial 
evidence and has accorded to the interested carriers fair and full 
opportunity to be heard in the premises. 


Mr. Farrell, who was handling tariff and classification mat- 
ters as a railroad billing clerk before the Commission was cre- 
ated, has been arguing cases before the Supreme Court, on be- 
half of the Commission, for more than twenty years. Contact 
with various phases of railroad transportation, early in life, gave 
him an invaluable background for his work as counsel for the 
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Commission. When he began, years ago, to specialize in inter. 
state commerce law practice, the language of the railroad trans. 
portation world was not strange to him. He had had experience 
as a billing clerk, shipper, telegrapher, train dispatcher, pasgep. 
ger conductor and railway postal clerk. 

Born in Stanstead, Quebec, in 1861, Mr. Farrell was educated 
at Wells River and Newport academies in Vermont, but he relieg 
mainly on his own efforts through private study to make him. 
self a scholar. He worked on a farm and later studied telegraphy 
He was a billing clerk for the Connecticut and Passumpsic River 
Railroad at Newport, Vt., in 1880. Later, on the same railroad 
he was train dispatcher, station agent and passenger train con- 
ductor. He began the study of law in 1884, was admitted to the 
bar in 1887, and became a railway postal clerk the same year. 
Later, as chief clerk in the railway mail service with headquar. 
ters in Boston, he had more than a hundred men under his super. 
vision. He resigned that position in 1889 and formed a law part. 
nership with C. A. Prouty, who later became a member of the 
Commission. When the Orleans Trust Company was organized 
at Newport in 1891, Mr. Farrell became its treasurer, a position 
that he held for several years. Before he took up the practice of 
law, he obtained experience as a shipper through employment 
as a general agent for a Boston firm. 

Mr. Farrell was the Commission’s first chief examiner. For 
a number of years, as the head of the law division, he held the 
office of solicitor. He was appointed chief counsel, in charge of 
all the law business of the Commission, including the Bureau of 
Valuation, February 12, 1918. 

In politics Mr. Farrell is a Democrat, and in former years 
he was an active participant in the affairs of his party. He wasa 
member of the Democratic state committee of Vermont from 
1888 to 1902, and was chairman of the Democratic state conven- 
tion in 1894. He was a delegate at large to the Democratic na- 
tional convention held at Chicago in 1896, and was a member of 
the resolutions committee of that convention. At that convention 
he opposed the free silver doctrine of William Jennings Bryan— 
S. =. 8. 


THE ASSOCIATED TRAFFIC CLUBS 


The Associated Traffic Clubs of America held its semi-annual 
meeting at Richmond, Va., October 25 and 26. The business 
sessions of the convention opened at ten o’clock, Tuesday, Octo- 
ber 25, in the assembly room of the Jefferson Hotel. The open- 
ing proceedings were in charge of David Champlin, president of 
the local club. He introduced the Rev. W. H. Burkhardt, who 
offered prayer. The mayor of Richmond was unable to be pres- 
ent, but his representative, Mr. Compton, director of public 
works, made an address of welcome, as did also W. T. Dabney, 
business manager of the Richmond Chamber of Commerce. 
Response was made by T. C. Burwell, president of the associa- 
tion. 

W. C. Fitch, of San Francisco, was called on to introduce 
the two delegates from the Women’s Traffic Club of Los Angeles 
—Miss Gertrude Sears, president of the club and traffic man- 
ager of. Hamilton, Wallace and Bryant, and Miss Emma Kentz, 
former president of the club, who had been a delegate to the 
meeting of the association at Louisville. 

Secretary F. A. Doebber made a brief report of the activi- 
ties of his office for the last six months, stating, among other 
things, that the plan to publish an association quarterly bulletin 
for circulation among the members of the clubs had worked 
out well. His report was accepted. 

W. T. Vandenburg, treasurer, made his report, as of October 
15, showing a balance on hand of $2,321. It was also accepted. 


Action of Directors 


Mr. Fitch, executive vice-president, made a brief report of 
the meeting of directors held the previous day. He announced 
the resignation of T. T. Webster, of Dayton, as a member and 
chairman of the board, which resignation had been accepted 
with regret. Mr. Webster’s reasons were of a business nature. 

He reported the acceptance of the application of the Junior 
Traffic Club of Chicago for membership in the association, with 
the proviso that no objection was received from the Traffic 
Club of Chicago, the senior organization, within thirty days. 

The directors voted to strike from the docket the subject 
of affiliation with the association of clubs outside the United 
States. 

They conferred at their meeting with unofficial representa- 
tives of the New York Club, which had withdrawn from the 
association, but the nature of the conference was not disclosed. 
It is known, however, that efforts are being made to bring about 
reinstatement of the New York club. 

The directors also voted against consideration of the pro- 
posal to assess against delegates convention registration fees. 

Mr. Fitch said the letter of President Burwell to President 
Coolidge, published in The Traffic World last week, with ref- 
erence to appointments to the Commission, had been read and 
that several matters that would come up later on the floor had 
been discussed. Among these was the appointment of a special 
committee to bring in a report on the matter of the Hoch-Smith 
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resolution. Mr. Hesse, of St. Louis, was chairman of this com- 
mittee. The other members were Mr. Kraseman, of Milwaukee, 
and Mr. Wentworth, of Des Moines. 


Increased Membership 


Chairman T. B. Curtis, of the membership committee, made 
a report of the work of his committee, which had resulted in 
four new member clubs in the last six months—Seattle, Jack- 
sonville, Joplin, and the Junior Traffic Club of Chicago, which 
makes 53 member clubs in all. His report was accepted and 
it was ordered that the substance of it should be published in 
the bulletin. He reported that there were several good pros- 
pects for membership. 

H. A. Manning, chairman of the speakers’ committee, was 
not present, but Mr. Curtis reported for him that the committee 
was listing from 700 to 1,000 speakers eligible for traffic club 
programs and that these lists would be promulgated, showing, 
by regions, which speakers were best available for the several 

ubs. 
. The subject of club initiation fees had been docketed at the 
request of Mr. Lucas, of Birmingham, who desired information 
for the guidance of his club, and there was a full discussion. 
Some thought initiation fees were desirable and others thought 
not. Many arguments were made on both sides. It was pretty 
generally agreed, however, that the practice must differ with 
local conditions. 
Hoch-Smith Resolution 


At the afternoon session, the special committee reported the 
following resolution on the Hoch-Smith resolution, and it was 
unanimously adopted: 

Whereas: The Associated Traffic Clubs of America by resolution 
adopted at the Kansas City meeting April 15 and 16, 1925, went on 


record in favor of repeal by Congress of the so-called Hoch-Smith 
resolution, and 

Whereas: It has become increasingly evident since that date that 
the Interstate Commerce Commission in carrying out the mandate of 
the Hoch-Smith resolution is interpreting literally the terms of the 
said resolution and is granting preferred treatment in rate adjust- 
ments to the products of agriculture as witness its recent decision in 
the so-called California deciduous fruit case. : 

We therefore reiterate our stand as previously taken in opposi- 
tion to political rate making and again urge the repeal by Congress 
of the Hoch-Smith resolution on the grounds that the same is per- 
nicious and in contravention of established principles of fairness and 
justice to the industries and carriers of the United States. 


There was no discussion of the resolution before its adop- 
tion except that R. C.. Fulbright, delegate from the Houston 
club, who had previously discussed other matters, was asked 
to state his views. He told something of the hardship that the 
investigations under the Hoch-Smith resolution had caused 
and stated his opinion of the unfairness of the principle involved 
in the resolution, as interpreted by the Interstate Commerce 
Commission. He supported the committee’s resolution in prin- 
ciple, though he said he would not entirely favor some of the 
language used and that he did not believe there was any hope 
of Hoch-Smith repeal at the next session of Congress. 


Regional Conventions 


The afternoon session opened with the presentation, by Mr. 
Buffington, of a resolution from the Oklahoma City Traffic Club 
asking that the association do away with its semi-annual meet- 
ing and, in its place, hold regional meetings. He thought more 
interest would be obtained in this way, more clubs would send 
delegates, and not such a preponderance of delegates would be 
railroad men. In this connection it was pointed out by others 
that, though there are usually about two railroad delegates to 
one industrial representative at the conventions, the clubs them- 
selves, as far as was shown by the result of a questionnaire 
sent out, were about evenly divided as between shippers and 
carriers, and that the delegates sent by a club, whether railroad 
or industrial men, represented their clubs. 

After considerable discussion, Mr. Buffington was made a 
committee of one to bring in for consideration the next day an 
amendment to the constitution embodying his club’s idea. 


Section 15-a 


H. R. 17390, which is the Newton bill for amendment of 
section 15-a of the transportation act, was docketed for dis- 
cussion and a digest of it, compared with the present law, had 
been prepared by the committee on procedure, of which Mr. 
Speiden, of Louisville, is chairman. Mr. Fulbright, who is 
chairman of the legislative committee of the National Industrial 
Traffic League and understood to be the author of the bill, which 
was introduced by Mr. Newton at his request and that of J. H. 
Beek, as representing what they thought to be the ideag of the 
eague, was asked to expound it. He did so at length, ex- 
Dlaining that the League had not yet indorsed the bill, that 
it probably would not be pressed in its present exact form, and 
that it was introduced merely to bring about discussion and 
clarification of ideas. The bill was commented on in last week’s 
Traffic World. Mr. Fulbright said section 15-a would doubtless 
be repealed, in its present form, in the next Congress unless 
Something was done and that the effort on his part and that 
of others working with him was to have enacted a reasonable 
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rule of rate-making that would be workable and would give the 
carriers the adequate return to which they were entitled. 

When he had finished, Henry A. Palmer, editor of The Traffic 
World, not a delegate or an officer of the association, was asked 
to give his ideas. He agreed with Mr. Fulbright that the re- 
capture clause ought to be repealed and that valuation was 
an unsatisfactory basis for rates, but he said he feared that, 
if the definite measure of adequacy of rates, now expressed by 
the five and three-quarters per cent of value, were removed 
and the Commission were made the judge of all the elements of 
adequacy, it would be even less inclined than at present to 
give the carriers the revenue they ought to have. He said 
there ought to be some definite standard with which to compare 
actual earnings. 

Both Mr. Fulbright and Mr. Palmer counseled no definite 
action by way of indorsement or condemnation of the bill. They 
suggested that, especially since it was understood that this par- 
ticular bill would probably not be the one considered in Con- 
gress, no action be taken at this time except to inform member 
clubs of the discussion and to keep them informed of develop- 
ments. That is what was done. 


H. R. 17408, the Parker consolidation bill, was treated in 
the same manner. Both Mr. Fulbright and Mr. Palmer spoke 
in favor of it in principle and a letter from President Downs, of 
the Illinois Central, taking the same view, was read. The mat- 
ter was referred to the committee on procedure to bring in a 
resolution the next day reaffirming previous action of the asso- 
ciation in approving, in principle, a similar bill. This previous 
action was ratified at the time by a majority of member clubs. 


“ Revision of Constitution 


At the Wednesday morning session, the special committee on 
revision of the constitution, Mr. Hesse, chairman, with which 
Mr. Buffington had been in consultation, made a report, with the 
consent of Mr. Buffington, on his proposed amendment to the 
constitution, recommending that it be referred to the board of 
directors for a report at the next annual meeting. The report 
was adopted. 


Railroad Consolidation Again 


The committee on procedure, through Mr. Wentworth, made 
a report on the Parker consolidation bill, rehearsing the previous 
record of the association on this subject, as made at the Atlanta 
meeting three years ago and at the Milwaukee meeting later, 
and resolving that “the Associated Traffic Clubs of America, at 
its semi-annual meeting, held at Richmond, Va., this twenty-sixth 
day of October, 1927, reaffirms and emphasizes its previous action 
and recommends, in principle, the provisions of H. R. 17403, com- 
monly known as the Parker bill.” The report was adopted, sub- 
ject, of course, to ratification by a majority of member clubs. 

It was announced that 32 clubs were represented in the con- 
vention by 51 delegates and 20 alternates, with about 80 visitors. 


Educational Committee Report 


W. E. Butterbaugh, chairman of the educational committee, 
was not able to be present, owing to the duties of his new posi- 
tion at the University of Minnesota, but the following report, 
prepared by him, was read by Mr. Fitch, a member of the com- 
mittee: 


A year has passed since the Milwaukee meeting of the associa- 
tion when the program of the educational committee, established at 
the Dallas meeting, six months previous, was presented. It will be 
remembered that the program was unanimously adopted by the Mil- 
waukee convention, and was later found acceptable to the large ma- 
jority of member clubs. 

It is now time to check up on the activities of the committee, 
and note developments. 

he program outlines work to be carried on over a four year 
period. During the first year it was decided to concentrate the edu- 
cational activities of the traffic clubs in ‘‘The spreading of sound and 
effective information among executives in all branches of business 
activities, as to the place of a traffic department in a modern busi- 
ness organization, the nature of traffic work, and the various func- 
tions that should be assigned to this department, and to its man- 
ager, for handling.”’ 

It was the general opinion that the profession would make the 
greatest progress, in the future, if all business men were acquainted 
with the importance of this phase of their business. A better un- 
dertsanding on their part would lead to a proper recognition of the 
traffic men who, in turn, would then be in position to receive in- 
creased responsibilities, greater respect and more remuneration. 


It was recognized at the start that traffic men, themselves, were 
the ones who could and should take their story to the business men. 
Traffic men could explain their proposition better than anyone else 
could do so for them. Traffic men were the ones who would profit 
by so doing. If they did not interest themselves in their own wel- 
fare, no one else could be expected to do so for them. 


This was the situation that the drafters of the program recognized. 
They also knew that before the program would make much headway 
it would be necessary to acquaint the traffic men themselves with 
the actual situation that their profession was confronted with. Traf- 
fic men would have to be stirred to action. Many of them did not 
realize the adverse position they were in, nor how they might set to 
work to correct the situation. 


The first year, the year that has just passed, has witnessed the 
awakening of traffic men, professionally. They have been acquiring 
a “professional conscience.’”’ Taking Theodore Roosevelt’s statement 
to heart, that ‘‘Every man owes some of his time to the upbuilding of 
the profession to which he belongs.’’ They have set to the accom- 
plishing of the program outlined by the committee. The program 












































































































































































































































































978 THE TRAFFIC WORLD 








developed this action. It sounded a call to arms, and many volun- 
teers responded. This has been no little thing in itself. 

It is now generally agreed that business men need a wider and 
a more enthusiastic appreciation of the possibilities for profit and 
economy that may be had from skillful management of their shipping 
functions. Hundreds of firms already realize the value of a traffic 
department intelligently handled, and some of them have made the 
most of this phase of their work for many years. Their success has 
been due, in a considerable measure, to good traffic management, and 
many executives have been prompt in expressing their debt to traffic 
efficiency. 

But there remains much to be done. In fact,-it is doubted whether 
this first part of the educational program will ever be entirely com- 
pleted. It represents an activity that must be constantly kept on 
the slate of every traffic club in the country, as unfinished business, 
if permanent and lasting success is desired for the profession, and 
every one a part of it. 

A number of the clubs have vigorously taken hold of this work. 
The program has been a stimulus to both member and non-member 
clubs, and has attracted, as members, several of the clubs. It has 
encouraged them to get in touch with the business men of their 


communities. Some of the clubs are just getting organized for this 
work. It cannot be developed rapidly in every organization. Other 


clubs have not yet started. The business houses and the members 
themselves are the ones who will suffer from any neglect in push- 
ing the program. It is their program, developed for their own benefit. 

Real work remains for all of the clubs, and it is good to observe 
that most of them welcome it. It is urged, at this time, that the 
program of explaining traffic work to the business men should not 
be slackened—it is not completed. The programs for both the first and 
the second years should be pushed simultaneously. 

The new work to be carried on this winter, and throughout the 
year, is ‘‘the furnishing of information concerning traffic and its prob- 
lems to traffic men, in order that they may be enabled to better 
handle the duties of the traffic department.”’ 

Not alone do business men need attention. Traffic employes 
themselves merit consideration. Some have thought that this is the 
most important part of the program, and as such that it should 
have been started the first year. They argued that just as, ‘Charity 
should begin at home,” likewise with education. Traffic men should 
be well informed concerning the handling of all the duties connected 
with their work before they are in a strong position to convince others. 

The question may arise, “Do traffic men need educating in their 
work?” Are they not well enough prepared? It can be answered, 
“Yes.”’ and ‘‘No.’’ Some are and some are not. As a general proposi- 
tion most of the traffic men can stand additional information. This 
is one of the facts which makes traffic work so attractive and en- 
joyable—that one can constantly learn more about the work, and 
the situation is constantly changing, which makes it necessary to 
exert considerable effort in order to keep abreast of current affairs. 

It is only human for one to believe that he is well informed, well 
enough trained, and well equipped to handle the functions connected 
with his own field of work. It is but natural for one to hesitate in 
acknowledging any shortcomings in respect to so vital a matter as 
the quality of his personal services. Man prefers to put up a bluff 
concerning the one product he has to sell, the marketing of which en- 
ables him to earn a living. He is not so ready to Keep his services 
tuned up in first class condition, let an expert check up on his ma- 
chinery, periodically, to determine what condition it is in, even though 
it is so slightly important to his happiness and satisfaction in life. 


It is safe to say that no traffic man lives who will assert that he is 
so expert, so capable, so experienced in each of the hundreds of tech- 
nical subjects that go to make up the fundamental knowledge ex- 
pected of a first class traffic manager, that there remains no op- 
portunity for his personal benefit. If such a man exists he recog- 
nizes his obligation to set an example for the less fortunate to follow. 

Some traffic men have been Known to scratch each other’s backs, 
and to anoint each other’s conscience by vociferously declaring that 
public lectures, forums, round table groups, informal study meetings, 
books and even technical magazines are of little practical help to 
them. Some even go so far as to back up their convictions by 
opposition and nonparticipation, and even by ridicule of such club 
activities. This condition is recognized as altogether too prevalent. 
The leaders in the profession consider it one of the main reasons 
why the traffic men are not given the position their work deserves 
in the business world. 

No real traffic man feels that he has passed beyond the aid of 
education, as interpreted in the program of the Associated Traffic 
Clubs of America for the coming year. 


Traffic men are not all of the same grade. Like the traffic they 
manage they may be calssified. Traffic men are found to have all 
degrees of experience, general education, and technical knowledge. 
Some are just starting in the work, others have a deep, rich back- 
ground of experience. There are traffic men to be found with five 
and ten years of experience who far outdistance others boasting four 
times as much “seniority.’’ Hence, length of experience is taken by 
itself, but a single measure of ability. 

There are other traffic men to be found equipped with but a few 
years of formal education, yet far more capable than other traffic 
men holding collegiate degrees. Thus again, education, taken alone, 
is not a proper measure of a traffic man’s abilities. But as a general 
rule, the more practical experience, of the right character, added to 
the more education, also of the right kind, tend to produce the more 
capable traffic executive. 

In the traffic profession are to be encountered men having little 
experience and little formal and technical training. While their lack 
of ability is evident, nevertheless they carry the title of traffic man- 
ager, and receive the same recognition, respect, and remuneration as 
other traffic men having genuine ability. 

While traffic men may be classified they are not. While they are 
of all types, combining various degrees of general education, technical 
knowledge and practical experience, there is no way to distinguish 
between their abilities, except through expensive experience. The 
good and the poor, the strong and the weak are unrecognized and their 
differences are undistinguishable. Some traffic men are treated better 
than they should be, others are denied the rewards they deserve. On 
the whole, the latter are in greater abundance. 

It may be well to consider the results of such a condition. The 
traffic profession does not profit by such an unsatisfactory situation. 
It has always been this way. From necessity there can be but little 
change for several years to come. But steps should be taken to im- 
prove matters. Today, anyone can call himself a traffic manager. 
This is embarrassing and has worked to a disadvantage of the pro- 
fession. The general public, including business executives, have little 
means to aid them in measuring true value of one man as compared 
to another, except by actual test. 

There are too many poorly prepared, incapable traffic men. No 
bar is erected against them. The weak give a “black eye’’ to the 
strong. The capable suffer as a direct result. Well trained, experi- 
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enced, able traffic men encounter a depressed scale of salaries. The 
run into general lack of respect for their field of work. The = 
fortunate experiences of one business house are passed along to 
other firms and the ill repute of traffic men in general results, A 
clerk cannot masquerade as an executive, regardless of his grey 
hairs and years of experience. A traffic executive must be able to 
stand shoulder to shoulder, on the same plane, with the other heads 
of departments, in a business establishment. Weak traffic men faij 
to measure up to the standard. Their failure hampers the progress 
of the good men. Unless traffic men are capable they cannot widen 
their responsibilities. Too many business men have come to look 
upon traffic men in general as over-grown-shipping clerks, and they are 
far too often correct in their appraisal. 

The traffic man of ability has less chance to progress in his chosen 
field, due to this uncontroled situation, than has the accountant and 
the lawyer, both of whom are engaged in comparable fields of busi- 
ness that are no more complex, and really require less time and 
effort to master, than traffic. The accountant and attorney em- 
ployed by the average business man have, as a general thing, the 
‘three r’s’’—respect, responsibility, and remuneration. They have 
these elements in greater abundance than the traffic man has, due 
to their own efforts, systematic organization, and an accepted stand- 
ard of education. What these executives have the traffic man may 
have, if he, himself, is willing to make the concerted effort. 

The program called for by the educational committee, for the 
coming year, is not new in the activities of the traffic clubs. The 
Transportation Club of Seattle, in 1915, had classes in transporta- 
tion and in public speaking, meeting in their own club rooms and 
open to their own members. This induced the University of Wash- 
ington to extend their evening extension school program into the 
traffic field. This is but one example but many could be cited. The 
Traffic Club of Kansas City has conducted a traffic institute for the 
past six years. The Traffic Club of Atlanta has developed a traffic 
study class that will prove a real asset to the community and the 
traffic men there, as time goes on. These are but a few illustrations 
of what has been done. 

Many clubs have a policy of holding instructive lectures, at 
regular times. A program of this kind is to be commended. But 
itself it is not enough. It does not recognize the need for a more 
intense and personal betterment. But it is far better than nothing 
at all except perhaps an annual banquet devoted in part to learning 
something of value from a prominent speaker. 

The Traffic Club of Tulsa, a year or so ago, conducted a mock 
I. Cc. C. hearing, at luncheon meetings. This is said to not only 
have proved good entertainment and enjoyable, but highly instruc- 
tional for both the participants and the lookers-on. The attendance 
at these sessions were said to have been most gratifying. Their ex- 
perience may prove helpful to local educational and entertainment 
committees. 

Tt can only be hoped that the year 1928 may register a renaissance 
in the matter of traffic education, with the individual traffic clubs 
cognizant of their opportunity to serve their members by assuming 
the leadership. 

The accomplishments and Developments of the Educational Com- 
mittee, during the year 1927, may be enumerated as follows: 


The program of the committee was reported back to the local, mem- 
ber clubs, by the delegates attending the Milwaukee Meeting, 
with the result that it was adopted by a large majority. 


Educational Committees were appointed by thirty clubs. 


Hundreds of articles were written and published, treating traffic 
work, and with the object of spreading a better understanding 
of it. 

Talks regarding traffic work were delivered to dozens of business 
men’s organizations, traffic associations, schools, etc. 

The programs of traffic clubs have included an increased amount of 
instructional and worth while subjects, as contrasted with the 
strictly social programs. 

Several traffic clubs have inaugurated traffic study classes. 

Several colleges and other educationals were encouraged to offer 
traffic subjects for the first time. 

Schools were assisted in the improvement of their courses in traffic 
and transportation. 

Thousands of copies of the report of the committee were distributed 
throughout the country. 

Business men were made acquainted with the traffic work and func- 
tions who did not understand it before. 

Traffic men were made aware of the unfavorable position in which 
their work is held, as compared to other fields of business, and 
enlisted in efforts to correct the situation. 

The chairman of the committee traveled ten thousand miles in the 
interests of the work, addressed twenty-four meetings held in 
California, Oregon, Washington, Minnesota, Wisconsin, Illinois, 
Tennessee, Texas, Ohio, Washington, D. C., and New York. He 
wrote and had published five articles treating the work of the 
committee, and handled correspondence in the volume of 1700 
letters. 

Important suggestions offered by the educational committee for 
the consideration of the board of directors are: F 
i—It is recommended that plans be inaugurated for the financing 
necessary to engage a permanent employe to (1) travel through- 
out the country visiting member and non-member clubs, (2) pass 
along to the officers of the clubs the best practices encountered 
in the activities of other clubs, (3) hold public meetings of traffic 
men, business men, and others, to inspire them to exert their best 
and united efforts in the building up of the profession, and giv- 

ing increased attention to traffic functions. 

2—It is recommended that the educational committee be given au- 
thority to prepare plans looking toward the early establishment 
by the association, of an institute for the purpose of awarding 
certificates of proficiency to the successful participants in well 
rounded, high grade examinations, covering basic knowledge neces- 
sary to the intelligent handling of traffic management. Such a 
plan would aim toward an institute that would be: 


(1) Self supporting, but non-profit making, 

(2) Put in operation within a year, 

(3) To encourage the schools throughout the country to 

offer courses which would prepare students to pass 

the examinations of the institute, 

(4) To give traffic men an objective which would inspire 
them to greater efforts along educational lines. 

(5) To give every one a definite idea as to what should 
comprise the field of knowledge of the average traffic 
man, 

(6) To give employers a measuring rod in selecting traffic 
employes, 

(7) To represent something respected as coming from the 
traffic men’s national organization, 

(8) To be permanent, 

(9) Not designed to give actual instruction, 

(10) To elevate the work and profession of traffie in the 

eyes of the general public and business world. 
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Mr. Fitch, in presenting the report, called attention to the 
outline of study put out by the committee, as published in the 
September 15 bulletin and also published at the time in The 
Traffic World. The report was approved, with thanks to Chair- 
man Butterbaugh for his earnest work, after considerable dis- 
cussion by delegates that developed what various clubs were 
doing in connection with the educational program. That part of 
the report making recommendations for consideration by the 
poard of directors was referred to the board. 

Invitations for the annual meeting next April were received 
from the clubs and civic organizations and officials in San Fran- 
cisco and Seattle. Denver and the Women’s Traffic Club of Los 
Angeles joined in the San Francisco invitation. 

Resolutions offered by Mr. Lucas thanking all responsible 
for the entertainment of the delegates and their wives were 
adopted. 

‘ia of the affairs in which both delegates and visiting ladies 
participated was a dinner dance at the Hotel Jefferson Tuesday 
evening. There was a program of entertainment as well as danc- 
ing, and Alvin M. Smith, president of the Smith-Courtney Com- 
pany, presided as toastmaster. 

Resolutions were also adopted on the death of S. Davies 
Warfield, president of the Seaboard Air Line. 


San Francisco for Next Meeting 


At the meeting of the directors Wednesday afternoon, San 
Francisco was chosen for the place of the annual meeting next 
April, the exact date to be fixed later by the president. It was 
realized that there was objection on account of the distance and 
the consequent expenditure of time and money necessary for at- 
tendance, but against this it was argued that the Pacific coast 
was entitled to a meeting and that, though some clubs that might 
otherwise attend would probably not send delegates, there would 
be an offsetting increased attendance from western clubs. 

The place on the board left vacant by the resignation of T. T. 
Webster was filled by the election of Henry A. Palmer, whose 
former objections to continued official connection with the or- 
ganization were overridden. Mr. Palmer was then elected chair- 
man of the board. 


Revision of Constitution 


The committee on revision of the constitution recommended 
that the following paragraph be added to the “objects” of the 
association: 


As a means of aiding the individual members of clubs in their 
work and their understanding of transportation questions and at 
the same time contributing, by this method, to the public welfare, 
the association undertakes to promote programs and discussions in 
the clubs of an educational character. It also pledges its efforts, 
through the activities of member clubs, to promote a wider and bet- 
ter understanding and appreciation of the value of adequate traffic 
departments and competent traffic men. 


The board adopted the recommendation, together with an- 
other changing the basis of representation so that each club, 
instead of, as now, being entitled to only two delegates and two 
alternates, with only two votes, would be entitled to one addi- 
tional delegate and alternate for each 200 members, or major 
fraction thereof, over 200 members, with a maximum of five 
delegates and five alternates for each club, no club to be entitled 
to more votes at any meeting than the actual number of accred- 
ited delegates present. 

Both these amendments must be presented to member clubs 
at least thirty days before the next meeting of the association, 
at which they will be voted on. 

The Oklahoma City proposed amendment, that had been pre- 
sented by Mr. Buffington and referred to the board, was consid- 
ered and it was decided to refer the matter to a special com- 
mittee of three members of the board to investigate and report 
at the next meeting of the board. Chairman Palmer appointed 
Mr. Wentworth of Des Moines chairman, Mr. Lucas of Birming- 
ham and Mr. Krasemen of Milwaukee on this committee. 

The program closed with an entertainment for men and 
women Wednesday night in the assembly room of the hotel. 
There were addresses by Col. W. S. Battle, Jr., vice president of 
the N. & W. at Roanoke, and Dr. D. W. Daniel, humorist, of Clem- 
son College, South Carolina. There were other numbers also of 
humorous and musical character. Alvin M. Smith was the an- 
nouncer. 

Reprints of this Traffic World report of the meeting of the 
association will be furnished to member clubs, on request, in any 
humber desired, for distribution among their members. 


DETROIT SHIPPERS’ CONFERENCE 


(Special Correspondence From Detroit) 


An agreement was reached among Detroit railroads to estab- 
lish through less-than-carload merchandise cars to eighteen im- 
Portant points throughout the United States, starting November 
15, at a meeting held between the Merchandise and Service Com- 
mittee of the Detroit District Shippers’ Conference and the De- 
troit railroads, at the Statler Hotel, October 21. The establish- 
Ment of these cars is the result of an analysis of the merchan- 
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dise tonnage moving out of Detroit that was made by the 
Traffic-Transportation Department of the Detroit Board of Com- 
merce from figures supplied by the carriers. This analysis 
indicated that sufficient tonnage was moving out of Detroit over 
all lines to warrant the establishment of through cars, but that 
some agreement would be necessary among the carriers to 
decide which lines would handle the cars to the various points. 
The carriers considered the matter in separate session and 
reached an agreement to provide cars as follows: Dallas, Tex., 
Michigan Central and Wabash; Omaha, Neb., Wabash; Chatta- 
nooga, Tenn., Michigan Central and Pennsylvania; Nashville, 
Tenn., Michigan Central; Winston-Salem, N. C., Michigan Cen- 
tral; Kansas City, Mo., Michigan Central and Wabash; Minne- 
sota Transfer, Pere Marquette and Grand Trunk; Louisville, Ky., 
Pennsylvania; Atlanta, Ga., Michigan Central; Birmingham, Ala., 
Wabash; Jacksonville, Fla., Pennsylvania; Little Rock, Ark., 
Michigan Central; New Orlean, La., Michigan Central; Cheyenne, 
Wyo., Michigan Central; San Francisco, Calif., Wabash; Los 
Angeles, Calif., Michigan Central; Oelwein, Ia., Pere Marquette. 
This information was given to the shippers at the joint con- 
ference and received unanimous approval and an expression of 
appreciation. 

L. G. Macomber, director of traffic-transportation of the 
Detroit Board of Commerce, acted as chairman of the joint con- 
ference, in which there participated, representing the carriers, 
the following: L. J. Brinkman, general freight agent of the 
Michigan Central Railroad, chairman of the railroads’ commit- 
tee; Peter Birrell, division freight agent, Pere Marquette R. R.; 
H. O. Halsted, superintendent of transportation, Pere Marquette; 
O. B. Grove, Pere Marquette; A. P. Stevens, Detroit district 
manager, American Railway Association; J. A. Clancy, super- 
intendent of transportation, Grand Trunk; H. H. Hamil, general 
agent, Grand Trunk; H. J. Holton, local freight agent, New 
York Central; W. H. Walker, freight agent, Pennsylvania; J. A. 
Sullivan, assistant general freight agent, Wabash; F. S. Ross, 
general freight agent, Detroit & Toledo Shore Line; W. S. Rod- 
gers, general traffic manager, Detroit United Lines, and Joseph 
Reinlein, contracting freight agent, New York Central. 

The Shippers Conference committee members in attendance 
were as follows: L. J. Armstrong, traffic manager, Parke, Davis 
& Co.; Alden Smauder, traffic manager, Detroit Lubricating 
Company; A. V. Pope, traffic manager, Riley Stoker Corporation; 
Conrad Schultz, traffic manager, Calvert Lithographic Company; 
Frank Diner, manager, Milwaukee Junction Manufacturers’ Asso- 
ciation; George Atherton, traffic manager, Acme White Lead 
Company; L. G. Macomber, H. D. Fenske, and E. C. Henty, of 
the Detroit Board of Commerce. 

W. C. Kendall, manager of the car service division of the 
American Railway Association, was also present at the con- 
ference and commended the Detroit railroads on their success 
in getting together on this matter, which, he stated, should 
not only prove of benefit to the shippers in improved service, but 
also enable the carriers to effect economies in the handling of 
less than carload freight. 


Arbitration of Claims 


That arbitration should be employed to settle disputes be- 
tween shippers and carriers, arising from loss or damages during 
transportation, was the request made of the railroads at a joint 
conference Thursday, June 20, in the Michigan Central Terminal 
Building, Detroit, between the claim and claim prevention com- 
mittees of the Detroit and Toledo chambers of commerce, rep- 
resenting the shipping public, and the Detroit-Toledo Claim Con- 
ference, representing the railroads, in this territory. H. A. 
Harrington, secretary of the arbitration committee of the Detroit 
Board of Commerce, explained the success that has attended 
the use of arbitration in the settlement of commercial disputes 
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in Detroit. Following his explanation of the arbitration provi- 
sions in the state and federal statutes, discussion was had as 
to the feasibility of placing arbitration in effect as a means of 
settling disputed points of claim settlements for losses or damages 
occurring during transportation. 

The carriers agreed to take the subject under consideration 
and, if favorable conclusions are reached, to recommend adop- 
tion of this procedure to the national organization of the freight 
claim agents. 

The delivery of freight to the railroad warehouses late in 
the day, causing congestion and consequent rush in the handling 
of shipments, was agreed to be a cause for damages to many 
small shipments in that it did not permit of time to enable the 
warehouse employes to exercise the maximum care in stowing 
the freight in the cars. A special study of this situation will 
be made by the carriers, the result of which will be placed 
before the shippers’ committee for the purpose of enlisting the 
aid of shippers in spreading out the time of delivery of their 
freight, so as to prevent the congestion at certain times in the 
day, which also tends to delay the shippers’ trucks making such 
delivery. 

The use of inferior containers, improper marking, and in- 
sufficient packing, were also determined to be an important 
cause for damage and loss of shipments. The carriers propose 
to make a special study of these conditions also, and submit 
their report to the shippers for the purpose of enlisting their 
aid in correcting improper conditions that may be found to exist. 

The carriers requested the shippers’ committee to assist 
them in giving some special attention to damages to carload 
shipments. The carriers pointed out that as a result of their 
intensive claim prevention program among their own employes, 
they have effected a very material reduction in their claim 
accounts, but that in the case of carload shipments, which are 
both loaded and unloaded by shippers or consignees, has not 
been as favorable as in other traffic. They attribute the fact 
that they are not in a position to take up with the shipper the 
matter of the loading of his carload shipments in sufficient time, 
owing to the fact that the matter is not brought to their atten- 
tion until claims are filed, which is sometimes a month or more 
after the shipments are made, and during which interval many 
other shipments may have been damaged in transit. The car- 
riers request the shippers to provide some method of reporting 
by the consignee immediately upon receipt of damaged shipment, 
in order that the shipper may take necessary steps to correct 
whatever may be the cause for such damage. 

These joint conferences betwen carrier and shipper repre- 
sentatives, to study ways and means for preventing losses and 
damages in course of transportation, were initiated by the claims 
committee of the Detroit District Shippers’ Conference, a sub- 
sidiary organization of the Detroit Board of Commerce, about 
two years ago, in recognition of the fact that it is as much to 
the interest of the shipper and consignee to avoid difficulty 
with the sale of their product, or to receive goods in salable 
condition, as it is of the carrier to avoid losses or damage on 
account of the monetary loss to them in the payment of claims. 
The members of the Detroit District Shippers’ Conference Com- 
mittee are: 


Chairman, F. J. Armstrong, traffic manager, U. S. Radiator Corp.; 
C. H. Berns, assistant traffic manager, Kelvinator Corp.; R. W. Brown, 
traffic manager, Great Atlantic & Pacific Tea Co.; Phil Jasnowski 
and Francis Norton, Fisher Body Corp.; F. J. Pillsbury, traffic man- 
ager, Berry Brothers; E. F. Stewart, assistant traffic director, Chevro- 
let Motor Co.; R. W. Stevens, traffic manager, S. S. Kresge Co.; 
N. B. Green, office manager, Detroit Chemical Works; E. A. Andre, 
traffic manager, Cadillac Clay Co.; R. G. Brown, manager, receiving 
department, J. L. Hudson Co.; J. G. Munro, traffic manager, Com- 
mercial Milling Co.; Lewis Pranger, traffic manager, Detroit Vapor 
Stove Co.; J. M. Richardson, traffic manager, Detroit Livestock Assn.; 
Cc. N. Ronnénberg, traffic manager, C. W. Kotcher Co.; L. G. Macom- 
ber, director of traffic-transportation, and H. D. Fenske, assistant 
director traffic-transportation, Detroit Board of Commerce. 


The Toledo Chamber of Commerce group is composed of: Chair- 
man, L. H. Baughman, traffic manager, Toledo Scale Co.; D. Desmond, 
traffic manager, Libby Glass Mfg. Co.; W. J. Chisholm, traffic man- 
ager, Woolson Spice Co.; W. I. Nokely, transportation commissioner, 
Toledo Chamber of Commerce, Toledo, 

The Carriers’ Committee is under the chairmanship of G. F. 
Wheeler, freight claim agent of the Michigan Central Railroad, and 
the carriers’ representatives in attendance at the conference yesterday 
were: W. F. Barnard, superintendent F. C. P., Wabash Railroad, St. 
Louis, Mo.; F. L. Charles, assistant to G. F. C. A., Baltimore & Ohio 
Railroad, Baltimore, Md.; L. F. Flanders, F. C. A., Grand Trunk 
Railway, Detroit, Mich.; W. J. Hargis, S. F. C., Pere Marquette Rail- 
road, Detroit; Walter Howarth, chief clerk overcharge, Grand Trunk 
Railroad, Detroit; I. James, F. C. A. Hocking Valley Railway, Co- 
lumbus, Ohio; H. Kaser, F. C. A. Wheeling & Lake Erie Railway, 
Cleveland, Ohio; J. J; Kearney, F. C. A., N. Y. C. & St. L. Railroad, 
Cleveland, O.; F. B. Macllvaine, A. F. O. C., Michigan Central Rail- 
road, Detroit; Wm. T. Milby, F. C. A., Detroit & Cleveland Naviga- 
tion Co., Detroit; G. A. Miller, F. C. A., Detroit & Toledo Shore Line 
Railroad, Toledo, O.; J. C. Napp, D. F. C. A., New York Central 
Railroad, Toledo, O.; W. A. Navarre, Chief O. D. & D. Bureau, Mich- 
igan Central Railroad, Detroit; R. S. Young, G. C. A., D. & M. Rail- 
road, Alpena, Mich.; H. H. Wakins, F. C. A., Ann Arbor Railroad, 
Toledo, O.; F. Woodward, claim inspector, Grand Trunk Railway, 
Detroit; R. M. Buffington, supervisor loss and damage prevention, 
Pennsylvania Railroad, Philadelphia; George A. Dennis, supervising 
agent, Pennsylvania Railroad, Toledo; Earl A. Mason, agent, Grand 
Trunk and Detroit-Toledo Shore Line, Detroit; F. W. Ruppel, general 
agent, Michigan Central Railroad, Detroit; E. C. Twells, supervising 


stations and transfers, Pennsylvania Railroad, Chicago; W. H. Walker, 
freight agent, Pennsylvania Railroad, Detroit; 
Detroit. 


and H. W. Symonds, 


secretary, Freights Agents Assn., 








THE TRAFFIC WORLD 


Vol. XL, No, 18 





ENGINEERS AND TRANSPORTATION 


The enormous cost of the terminal handling of the eoyp. 
try’s goods was cited as one of the reasons for the high cog 
of living in cities at the annual transportation meeting of the 
Society of Automotive Engineers, held at Chicago, October 25, 26 
and 27. “The economic waste in rehandling freight and produce 
at present costs the city dweller millions of dollars a year jp 
higher prices than the goods and produce should cost them. 
selves,” said J. J. Mantell, president of the American Freight 
Service and former senior vice-president of the Erie. J, 4 
Hunt, of Detroit, president of the Society of Automotive Engin. 
eers declared that the United States now has the lowest freight 
cost per ton mile of any country in the world on road-haul traffic 
but that this advantage is wiped out by the staggering cost of 
rehandling after the freight gets to market. 

Some of the problems considered at the meeting were the 
necessity for uniformity in state regulation of motor vehicles, the 
use of trailers and containers in terminal service by motor truck 
operators, and the present position and potential possibilities 
of airplanes in transportation. In connection with the latter, 
L. D. Seymour, chief engineer, National Air Transport, Chicago, 
speaking at the banquet of the society, October 26, said that 
nothing could be farther from a correct statement of the facts 
than the often repeated assertion that commercial aviation jp 
this country was not developed to the same extent as in many 
European countries. He said there were 10,000 miles of regularly 
flown air routes in the United States. He said he thought the 
airplane would find its place as a complimentary agency of trans. 
portation, rather than as a competitor of any of the existing 
services. 

E. L. Murphy, Jr., president of the Murphy Transfer and 
Storage Company, of Minneapolis, a large trucking concern, pre. 
dicted that within five years trucks would replace the use of the 
railroads on all shipments moving for a distance of less than 
a hundred miles. 

M. T. Hanrahan, of the American Railway Express, Chicago, 
after going into detail in explanation of the experiments his 
company had made in the use of trailers in its terminal service 
in Chicago and its introduction of 105 trailers into that service 
between 1921 and 1926, summed up the advantages of that form 
of equipment as follows: 


1. One tractor serves for three hauling units, each one of which 
is double the ordinary express vehicle capacity. 

2. Uninterrupted loading, do to waiting semi-trailers. 

3. Saving of valuable terminal platform space because of ever 
present loading space provided by the semi-trailers. 

4. Decrease in garage space. 

5. Elimination of waiting time on part of chauffeur for prepara- 
tion of load. 

6. Constant productivity on the part of the principal part of the 
investment, which is not idle in loading or unloading. 


On the second day of the convention a resolution presented 
by F. J. Scarr, of the Scarr Transportation Service, New York, 
proposing the sponsoring of a school of motor transportation 
at Northwestern University, was unanimously passed. It was 
explained that the school would have as primary objects com- 
plete research in the science of motor transportation and the 
development of standard methods of accounting. It was reported 
that the proposal has the approval of Ralph E. Heilman, dean 
of the school of commerce at Northwestern. - 


SHIPPING PAPER CONFERENCE 


The Trafic World Washington Burea 


Resolutions that will be suggested as the basis of a con 
vention to obtain as great uniformity as possible among the 
twenty-one American Republics in the preparation and handling 
of shipping documents were adopted and signed October 24 by 
the delegates from these countries to the Pan American Com: 
mission on the Simplification and Standardization of Consular 
Procedure. These resolutions will be submitted through the 
Pan American Union to the interested governments, which are 
expected in turn to give instructions to their delegates as 4 
basis for further discussion of the subject at the Sixth Interna 
tional Conference of American States, which will meet at He 
vana, Cuba, January 16, 1928. 


The commission, which reconvened after a recess of tel 
days, received the report of the drafting committee that was 
appointed at the conclusion of the preliminary sessions, Octo 
ber 10 to 13, to put the resolutions into definite form. 

Uniformity in consular procedure was recommended with 
regard to the following points: 


1. Adoption of a common form of consular invoice. 
2. Adoption of the metric system of weights and measures it 
consular documents, and parenthetical entry of the equivalents i 
use in the country of origin or destination being permitted. 

3. Equality of status in the use of the currency of the country 
of origin and destination, in consular invoices. 

4, Reduction in the number of shipping documents which requit 
consular certification. 

5. Uniformity in the practices in the consular offices maintained by 
one country within the territory of another. 


With regard to other questions to which consideration was 
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Be Your Customers’ Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 


itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of re- 
inforced concrete and is located in the 
heart of the wholesale and retail districts. 

The fire insurance rate is 15.3c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 


1340-1356 East Sixth Street 
LOS ANGELES 


EASTERN REPRESENTATIVES: 
CROOKS TERMINAL WAREHOUSES 


Woolworth Bldg. 417 W. Harrison St. 
NEW YORK CHICAGO 





GULF PACIFIC LANE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile,New Orleans 
AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 


and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 


SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 
SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
208 South La Salle Street Chicago, III. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 
320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., General Agents 
15 Moore Street New York, N. Y. 
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given, the commission limited itself to recommending the great- 


est simplification compatible with the special legislation of each 
country. 


RIVERS AND HARBORS CONGRESS 


The twenty-third convention of the National Rivers and 
Harbors Congress will be held at Washington, December 7 and 8, 
at the New Willard Hotel. The problem of flood control and the 
“menace” of multiplying bridges over waterways will be con- 
sidered. In its call for the convention, the congress said: 


We should favor and work for flood control whether it would 
promote the interests of navigation or not, but a controlled and regu- 
lated river is a vastly better artery of transportation than a river 
that runs wild. Anything and everything that is done for the prevent- 
tion or the control of floods will be a positive and permanent benefit 
to navigation. 

The value of the commerce carried on our rivers and harbors 
during the past seven years is more than one hundred times greater 
than the total expenditures, both for construction and maintenance, in 
the past one hundred and twenty-five years. Ordinary business com- 
mon sense would dictate that the channels of such a vast and swiftly 
growing commerce should be kept free and clear of all obstructions, 
but the average bridge promoter shows very little consideration for 
the interests of navigation. A few years ago the war department 
granted an average of one bridge permit a week; the present rate 
is one a day. Unless these rapidly multiplying bridges are given ade- 
quate clearances, both horizontal and vertical, the further growth of 
water-borne commerce will be seriously hampered. 


FIREMEN’S WAGE CASE 


“The only way to provide revenue to meet any increase in 
wages is though increases in rates,” said H. E. Bryam, one of 
the receivers of the Chicago, Milwaukee & St. Paul, testifying 
before the Board of Arbitration in Chicago in opposition to the 
demands of western locomotive firemen for higher wages. He 
continued: 





I believe the western railways are entitled to such an increase 
in rates as will more nearly permit them to earn the fair return con- 
templated by the transportation act. However, when business con- 
ditions in this section of the country are such that many classes of 
the population have suffered severe losses, when the railways as a 
whole are not earning the designated fair return, and when, as in 
the case of the St. Paul, the stockholders have not received any re- 
turn on investment during the past ten years, I do not think that 
any increase should be made in railway rates in order to grant further 
increases in wages to men whose hours of work have been reduced, 
whose working conditions have been improved, and who have already 
received substantial wage increases in excess of those granted to 
other employes in the same class of service. 


It was the contention of W. M. Jeffers, chairman of the 
Western Managers’ Conference Committee, who testified October 
25, in opposition to the request of firemen for a wage increase on 
western roads, that “from the standpoint of skill, exertion, ex- 
perience and responsibility, the locomotive firemen are the best 


paid class of railroad labor in America today.” In part he said 
as follows: 


Our monthly payroll records for last year furnish striking proof 
of this fact. For instance, one fireman worked 94 hours in October, 
an average of approximately three hours a day, and received $198.18 
in wages for the month, or $2.10 per hour. In June, another fireman 
received $229.13 for working 110 hours, or less than four hours a day 
on the average, making his hourly wages $2.08. Other men show earn- 
ings of $238.57 for 117 hours, $213.88 for 105 hours, $264.54 for 140 hours, 
and $210.62 for 117 hours. These high earnings are made by the fire- 
men in spite of the fact that they themselves have limited the amount 
of service which may be performed by individual firemen in a given 
month. 

Certainly no other class of railroad labor is paid so well in re- 
lationship to skill required. Firemen are not required to serve an 
apprenticeship but are allowed the regular wages of their class as 
soon as they qualify for service, usually in as few as three or four 
days, while men entering various other classes of railroad labor must 
serve four years as apprentices before being paid the going rate of 
their craft. 


According to testimony introduced by A. F. Cleveland, as- 
sistant freight traffic manager, C. & N. W., reductions in freight 
rates since 1921 on western roads have saved shippers approxi- 
mately $1,400,000,000. He explained that by that he meant that 
had the rates of 1921 remained in effect to the present time, 
western shippers would have had to pay $1,400,000,000 more 
freight on the traffic that has moved than they actually have had 
to pay. He said that rate reductions had been heavier in the 
western territory since 1921 than in other sections of the country, 
principal reductions having been on agricultural products. 





TELEPHONE COMPANY EARNINGS 


For the eight months ended with August, large telephone 
companies had an aggregate operating income of $153,016,970, as 
compared with $136,649,171 in the same period of 1926, an in- 
crease of 12 per cent, according to the monthly statement pre- 
pared by the bureau of statistics of the Commission from reports 
of telephone companies having annual operating revenues above 
$250,000. For August the operating income was $18,229,804, as 
compared with $16,980,588 for August, 1926, an increase of 7.4 
per cent. At the end of August the number of company sta- 
tions in service totaled 14,421,483, an increase of 787,330, or 5.8 


per cent, as compared with the number at the end of August, 
1926. 
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DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Wichita is giving its support to a clags jy 
traffic management being conducted under the auspices of the 
Y. M. C. A. night school. 


At a meeting of the Traffic Club of St. Louis at the Chamber 
of Commerce October 24, Victor J. Miller, mayor of St. Louis 
spoke on “The Progress of Our City.” ’ 

The Traffic Club of Kansas City did not hold its weekly 
luncheon scheduled for October 25, because of an allied charities 
campaign. The nominating committee of the club has made the 
following nominations: President, George F. Macgregor, execy. 
tive general agent, Frisco; first vice president, C. L. Walker, 
traffic manager, Continental Oil Company; second vice president, 
A. C. Burrows, general agent, passenger department, N. Y, ¢.; 
secretary-treasurer, A. A. Luttrell, traffic agent, C. & A.; dire. 
tors, H. E. Johnson, local agent, Missouri Pacific; R. W. Moore, 
vice president and secretary, Dewey Portland Cement Company: 
A. W. Nelson, general agent, C. G. W.; and J. C. Kucera, traffic 
manager, Southwestern Milling Company. 


The Transportation Club of St. Paul held a meeting at the 
Saint Paul Hotel, October 25. Dr. Lee Monroe Miles, who spent 
eight years in China as a missionary for the Rockefeller Foun. 
dation Medical School, spoke on conditions in China. 


The Traffic Club of Baltimore will hold a meeting at the 
Rennert Hotel November 1. A film, “The Sea Going Senior,” wil] 
be shown, through the courtesy of D. G. Hanson, general agent, 
Cunard Steamship Company. A “ladies’ night” will be held No- 
vember 21. Dinner and entertainment will be provided. 


The Women’s Traffic Ciub of San Francisco held a meeting 
at the Women’s City Club, October 20. The research committees 
gave reports on foreign, intercoastal, and coastwise trade and 
the trans-bay and aviation committees made reports. W. A. 
Lewis, commercial agent, American Railway Express, spoke on 
“Air Express Service.’ Plans for the semi-annual dance to be 
held in November on a steamer were discussed. 

The Indianapolis Traffic Club will not hold its noon lunch- 
eon meeting scheduled for November 3. The ‘Fall Festival and 
Frolic” will be held at fhe Hotel Severin on the evening of that 
day. There will be dancing, cards, games and other entertain- 
ment. 





There was an attendance of fifty at the regular monthly 
meeting of the Oakland Traffic Club at the Athens Club, October 
18. The president announced that twelve new members have 
been taken into the organization recently. Mr. Wilcox, traffic 
manager, Oakland Chamber of Commerce, discussed the pro 
cedure in placing dockets before the Commission. H. M. Wade, 
practicing attorney, discussed dockets placed before state and in- 
terstate commissions and elaborated on the procedure involved. 


W. J. Bennett, one of the nominees for president of the 
Traffic Club of New Orleans, has notified the club that he will 
shortly be transferred to New York. His place on the ticket of 
nominations is taken by Joseph Lallande, general freight agent, 
Southern Pacific. 


A new traffic club, to be known as the Camden (N. J.) Indus- 
trial Traffic Club, has recently been formed. According to the 
announcement, it is sponsored by the larger industries of Camden 
and will devote its meetings largely to educational matters. 
Monthly meetings will be held to which speakers will be invited, 
and round table discussions will be made a part of the program. 
A point emphasized in the announcement is that “a strong legis- 
lative committee will be appointed to handle matters of state 
and interstate commerce affecting Camden from a transporta- 
tion standpoint.’ The officers are as follows: President, Nor- 
man H. Lawton, Victor Talking Machine Company; vice prest 
dent, L. A. Thompson, traffic manager, R. M. Hollingshead Com- 
pany; treasurer, J. J. Ruster, traffic manager, Chamber of Com: 
merce; secretary, H. P. Ross, traffic manager, Crew Levick Co. 


The Norfolk-Portsmouth Traffic Club held its annual dinner 
meeting at the Chamber of Commerce quarters, October 20. 
W. C. Hull, assistant to vice president, C. & O., spoke on “The 
Human Side of Big Business.” Entertainment was furnished by 
the Tidewater Ramblers. The following officers were elected: 
President, George F. Palmer, general agent, N. & W., Norfolk; 
first vice president, M. Daily Walsh, traffic manager, Wm. Sloane 
& Company, Norfolk; second vice president, J. H. Threadgill, 
manager, International Mercantile Marine Lines, Norfolk; se 
retary, R. T. Etheridge, assistant chief clerk to first vice presl 
dent, Seaboard Air Line, Norfolk; and treasurer, L. B. Woody, 
agent, Buxton Line, Norfolk. 


The Traffic Club of Minneapolis held a meeting at its club 
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“THe GREYHOUND” its one of the most important 
trains in the fleet of 60 named Pennsylvania freights. 
It serves live stock shippers of the St. Louis Gateway, 
and, in addition, takes on at Columbus, Ohio, South- 
west shipments routed via Cincinnati, Ohio, which 
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reach Columbus on a connecting train 


for four-footed folk who ride East to “go West” 


agen right-minded hog hopes some 
day to be served alongside of a 
couple of “sunny side ups,” or to come 
tableward escorted by a garnishing of 
parsley and applesauce. 


And it is the ambition of cultured 
and educated steers to find a last rest- 
ing place beneath a bountiful helping 
of onions or mushrooms. 


if g 


So, if asked about it, the animal world 
would tell you that they look upon 
“The Greyhound,” the Pennsylvania’s 
live stock carrier from St. Louis to 
Eastern Markets, as a big bandwagon 
that bears them joyfully to the land of 
heart’s desire. 


Every evening without fail “The 
Greyhound,” loaded with four-footed 
passengers that have come from 
National Stock Yards, Ill., or other 
Western Stock Yards routing via the 
St. Louis Gateway, swings out from 
St. Louis and takes the path toward 
Eastern Markets. 


All the comforts of home are pro- 
vided for the four-footed folk of the 
fields when they take this big train. 


And no one has to dig down for one 
penny of extra fare. 


Food and water are theirs for the 
trip. Music is furnished by the rhyth- 
mic click of “The Greyhound’s” wheels 
as they glide smoothly over the steel 
rails. And all the fresh air and sunlight 


that hogs and steers from the great 
open spaces could desire are thrown in. 


Dinner and Rest Awaits 
at Pittsburgh 


At the Pittsburgh Union Stock Yards— 
where the chefs know their stuff—a sump- 
tuous repast awaits “The Greyhound’s” 
passengers. And then, after a rest, they 
climb aboard again and ‘“The Greyhound” 
resumes its journey toward the “Happy 
Hunting Grounds” of the animal world. 

Regularly and dependably ‘The Grey- 
hound” leaves St. Louis on schedule. 
And its arrivals at Eastern Markets are 
just as regular. Month after month of 
exceptional and sustained on time per- 
formance has made this train a favorite 
with shippers of live stock from St. Louis 
to the Eastern Seaboard Cities. 


Here are three other Pennsylvania freight trains whose regular on time arrivals have earned them distinctive names: 


‘*‘THE METEOR’”’ 
Perishable— Merchandise 
Seaboard Cities to Cleveland 


“THE GAS WAGON’”’ 
Merchandise 
Detroit to Seaboard Cities 


PENNSYLVANIA R 


‘“*THE NORTH STAR”’ 
Perishable— Merchandise 
Pittsburgh to Buffalo 


AILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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rooms, October 27. B. O. Johnson, assistant to the president of 
the Northern Pacific, spoke on “Some People I Knew in Russia.” 
He served as a railroad executive in Russia at the time of the 
world war. There was a program of entertainment. 





The Traffic Club of Kansas City will hold a luncheon meet- 
ing at the Baltimore Hotel November 1. Dr. Harvey C. Borchers 
will speak on “The Basic Laws of Life.” 





The Traffic Club of St. Louis will hold a meeting at the 
Chamber of Commerce October 31. George C. Smith, director of 
the Industrial Club of St. Louis, will be the speaker. A golf 
tournament will be held at Glen Echo November 4. 





The annual banquet of the Junior Traffic Club of St. Louis 
will be held at the American Annex, November? 1. Clarence How- 
ard, president, Commonwealth Steel Company, will be the guest 
and speaker. There will be dancing and other entertainment. 
The Missouri Pacific Diamond Jubilee Quartette will give several 
numbers. 





The Jackson (Mich.) Transportation Club elected the fol- 
lowing officers at its meeting at Meadow Lark Inn, October 20: 
President, Charles H. Berry, ticket agent, Michigan Central; 
vice president, Frank P. Riley, freight agent, Michigan Central; 
secretary, Guy L. Baldwin, traffic manager, Knickerbocker Com- 
pany; treasurer, William Kline, chief clerk, Michigan Central. 





Personal Notes 





T. A. Harahan has been appointed assistant coal freight 
agent, Lehigh Valley, at New York, effective November 1. 

Harry L. Aldridge, formerly with the Chesapeake & Dela- 
ware Steamboat Company, has been appointed assistant general 
freight agent, Baltimore and Philadelphia Steamboat Company, 
at Baltimore. 

S. Davies Warfield, president of the Seaboard Air Line, and 
a prominent figure in railroad construction in the south for many 
years, died in a hospital in Baltimore, October 24, after an opera- 
tion from the effects of which he seemed to be making a good 
recovery. 


B. H. Coyle has been appointed assistant general freight 
agent, Wabash, at St. Louis. 

Arthur N. Graham has been appointed traveling freight 
agent, Green Bay and Western, Kewaunee, Green Bay and West- 
ern, and the Ahnapee and Western, at New York. 

J. B. McCorkle, now division freight agent, Pennsylvania, at 
Cleveland, has been appointed coal and ore agent, at Cleveland, 
succeeding William R. Cox, promoted. Alan B. Smith, now di- 
vision freight agent at Youngstown, succeeds Mr. McCorkle. T. 
W. Preston, now division freight agent at Baltimore, has been 
appointed general freight agent at Detroit. R. H. Miller, now 
division freight agent at Detroit, has been appointed assistant 
general freight agent at Pittsburgh, succeeding William M. Pom- 
eroy, promoted. C. D. Lochliter, now chief clerk to the division 
freight agent at Indianapolis, succeeds Mr. Miller as division 
freight agent at Detroit. The appointments are effective No- 
vember 1. 


S. W. Fisher of Chicago, formerly with the transportation 
division of the American Railway Association, later affiliated 
with the National Railways of Mexico, and who resigned to en- 
gage in private business, has been temporarily recalled by the 
management of the National Railways of Mexico to make a spe- 
cial study of economics in transportation matters. 


Nathan W. Hawkes, freight traffic manager of the Canadian 
National and Central Vermont and former chairman of the New 
England Freight and Passenger Association, has been appointed 
vice president of the Boston & Maine in charge of traffic. He suc- 
ceeds Gerrit Fort, resigned. 


RAILWAY BUSINESS ASSOCIATION 

The speakers at the nineteenth annual banquet of the Rail- 
way Business Association, which will be held at the Hotel Com- 
modore, New York, November 16, will be as follows: Alba B. 
Johnson, president of the association; Fred W. Sargent, presi- 
dent, C. & N. W.; Hiram Bingham, United States senator from 
Connecticut; and Neal O’Hara, who insists “This is a Great 
Country.” 


DEPRECIATION AND MAINTENANCE 
RESERVES 


Editor The Traffic World: 

It seems that we are all seriously considering the order of 
the Interstate Commerce Commission dated December 2, 1926, 
wherein we are required to set up reserves on our books to 
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reflect the sums needed to provide suitable amounts to tax, 
care of our depreciation and extraordinary maintenance ¢. 
penses and are wondering how we can carry out the spirit ot 
that order without having the necessary data to do so. Many 
of us are of the opinion that the Commission has not been pre. 
cise enough in stating exactly what it wants us to do. Th 
terms of that order, in several instances, are ambiguous and 
difficult, if not impossible, for us to apply to a working basis 


It occurs to the writer that a more simple plan could be 
devised whereby the results desired by the Commission coy 
be obtained and it is for that purpose that I am submitting g 
this time a possible means to that end. 


It was my privilege several years ago to be connected with 
two traction properties (one of which, by the way, had an annyqj 
income of several millions of dollars—the other was a company 
with a much smaller income) that had an ideal scheme to get 
up reserves for their entire maintenance charges. The plan was 
to set up such reserve by using a base percentage of thei 
gross earnings. (Other reserves were determined in the same 
way.) It is not unlikely that such a method would be ag pro. 
ductive of results as the one contained in the order of the 
Commission. This method at least is meritorious in that jt 
does not involve such detailed estimates, and thereby saves hun. 
dreds of thousands of dollars to the carriers and no mean sym 
to the Commission itself. All charges are made direct to their 
respective maintenance accounts and a journal entry is made 
at the end of each month, setting up the reserve, which may 
be either a debit or credit, depending entirely upon the amount 
of maintenance charges. 


The above plan would provide data of statistical value, ip. 
asmuch as it would show by primary accounts actual costs. It 
does not seem feasible to set up the charges from the reserves 
by primary account. One estimate for each of the general 
maintenance accounts would seem sufficient. 

For example, we will consider two months’ operations to 
be as follows: 

The company’s “operating revenues” for the first month 
were $1,000,000 and for the second month were $1,100,000. After 
making very careful estimates based on experiences of, say, from 
ten to twenty years, it was found that it required 20 per cent 
and 30 per cent, respectively, of its “operating revenues” to pro- 
vide for its entire “maintenance of way and structures” ani 
“maintenance of equipment” charges, including depreciation, etc, 
During the first month it actually expended $150,000 for its 
“maintenance of way and structures” and $250,000 for its “main. 
tenance of equipment.” During its second month it expended 
$240,000 for its “maintenance of way and structures” and $355, 
000 for its “maintenance of equipment.” 

The results of the above would be as follows: 


FIRST MONTH 


Debit—‘‘Charges to maintenance of way and structures” from 
‘Reserve for depreciation, maintenance, etc.,’’ $50,000. 

Debit—‘‘Charges to maintenance of equipment’’ from “Reserve for 
depreciation, maintenance, etc.,’’ $50,000. 

Credit—‘‘Reserve for depreciation, maintenance, etc.,’’ $100,000. 

To set up monthly charges to operations for maintenance and de- 
preciation for the month of January, 1927, as follows: 































































































CHPOTHUIS TOVOMUOD oo. 0.0:6.6 0:60 o6c66.necnee $1,000,000 

20 per cent M. of W. and &....ccccccscece 200,000 

30 per cent M. of equipment............. 300,000 
OUND aie He asensdinsendawsealeewnmd wees $ 500,000 
Less maintenance expenditures: 

c.f 6 ee  ) eee ee eee a 

ee re re rere 250,000 400,000 
DOOD. “cn copsinicancaeweeereneenekanees $ 100,000 


SECOND MONTH 


Debit—‘‘Reserve for depreciation, maintenance, etc.,’’ $45,000. 

Credit—‘Charges to maintenance of way and structures” from 
“Reserves for depreciation, maintenance, etc.,’’ $20,000. 

Credit—“‘Charges to maintenance of equipment” 
for depreciation, maintenance, etc.,’’ $25,000. 

To set up monthly charges to operations for maintenance and de- 
preciation for the month of February, 1927, as follows: 


from ‘‘Reservé 











Operating TOVENUGS ... cccccccccccsccsce $1,100,000 
20 per cent M. of W. GN B.ccccsccccces 220,000 
30 per cent M. of equipment ............ 330,000 
NE Brtlaiscclinwwsideen caawuen aesenuae $ 550,000 
Less maintenance expenditures: 
ce Ss ae 6G ae rere er $ 240,000 
GE GOO ois bic ei Secs escnclecmewces 355,000 595,00 
TNE i uid ltd Aas *$ 45,000 
RECAPITULATION OF NET RESULTS OF ABOVE 
1st 2nd Com- 
Balance Sheet Accounts: Month Month bined 
“Reserves for depreciation, mainte- <r OM 
CESS SEE. ec e Neen *$ 100,000 $ 45,000 *$ 58,0 
Railway Operating Income Accts.: P 
“Operating PLOVENUEE 00:56 cccccvrceceesss *1,000,000 *1,100,000 *2,100,00" 
Maintenance of Way and Structures: 
(Total of 80 detailed accounts and ; 
BS EERE IN a a 150,000 240,000 390,00 
Charges from “Preserve” .....icccccccccee 50,000 *20,000 30,0 
ee eee. 
Total ME. OF W. GHG B..ccccecveseccwes $ 200,000 220,000 $ 420,00 
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Dependable Service Between 
— St. Louis and Memphis Gateways 
‘somo os and the Great Southwest 


100,000 *2,100,(0 
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Ratio of operating revenues............. 20% 20% 20% 
Maintenance of Equipment: 

(Total of 38 detailed accounts and 
SEE Sock ae ca ware deaied ealwe ee ame 250,000 $ 355,000 $ 605,000 

Crees TVGH “YVOSOT VO’ .6 osc i vcccssecscs 50,00 *25,000 25,000 
gt Re a eer reer $ 300,000 $ 330,000 $ 630,000 

Ratio of operating revenue............. 30% 30% 30% 
*Credits. 


From the above it will be seen that the maintenance figure 
is always at a constant per cent of the “operating revenue” and, 
further, that during the periods of the year when traffic is 
heaviest, the amount accrued for maintenance is higher. This 
should be, as there is greater use made of the property. It 
also provides that when there is deferred maintenance it will 
show up in the income statement as well as in the balance 
sheet. We must admit that the above method takes care of 
all the essentials desired in the I. C. C. depreciation order, ex- 
cept the deferred depreciation and maintenance at the begin- 
ning of the period, which will have to be determined by actual 
field examination of condition of the property. 

It may be that it would be more desirable to predicate the 
reserve on a mileage basis, but it is believed the above basis 
is about as fair as any that can be used. 

With respect to fluctuations in prices for materials and 
labor from year to year, it would seem that if the rates allowed 
carriers were “fair” the relation of revenues to expenses would 
automatically take care of this phase. 


Allan G. Armstrong. 
New York, N. Y., Oct. 20, 1927. 
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| Digest of New Complaints 
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No. 19771. Sub. No. 1. Norfolk-Portsmouth Freight Traffic Commis- 
sion, Norfolk, Va., vs. A. C. L. et al. 

Discriminatory and prejudicial rules, regulations, practices and 
terminal charges in connection with switching of carload traffic 
and other traffic entitled to switching delivered to or shipped from 
sidings, warehouses or industries within the Norfolk-Portsmouth, 
Va., switching district on tracks of other than the line-haul car- 
rier or the Norfolk & Portsmouth Belt Line. Asks relief for future. 

No. 20130. The Buckeye Cotton Oil Co. et al., Cincinnati, O., vs. 
Aberdeen & Rockfish et al. 

Alleges that failure and refusal of defendants, according as 
their routes lie, and as they participate and would participate 
in such traffic, to accord complete milling-in-transit, refining- 
in-transit, mixing-in-transit and other transit privileges, where- 
by cottonseed may be shipped in to mill points and the various 
products and by-products shipped out, including the subsequent 
refining-in-transit of the oil or incorporation of by-products into 
mixed feeds, etc., is unreasonable and results in unjust and unrea- 
sonable charges on said traffic, and subjects the cottonseed traf- 
fic and the traffic in its products to undue prejudice and dis- 
advantage in consideration of the fact that defendants on other 
commodities and on other farm products allow transit privileges. 
Asks rates and practices for future. 

No. 20156. Vanadium Corporation of America, New York, N. Y., vs. 
Pennsylvania et al. 

Unreasonable rates on vanadium ore from Atlantic seaboard 
ports to Bridgeville, Pa. Asks rates for future and reparation. 
No. 20157. Abeles & Taussig Lumber & Tie Co., St. Louis, Mo., vs. 

Detroit & Toledo Shore Line. 

Illegal and unreasonable demurrage charges on lumber from 
Pine Apple, Ala., to Detroit, Mich. Asks reparation. 

No. E geary - eee Oil Company of Arizona, Tucson, Ariz., vs. Santa 

e et al. 

Unreasonable rates on refined petroleum oil from Wichita Falls, 
Tex., to Albuquerque, N. M. Asks reparation. 

No. — Kershaw Mining Co. et al., Birmingham, Ala., vs. 
et al. 

Unreasonable rates on coal from Carbon Hill, and Dora, Ala., 
to Natchez, Miss. Asks rates for future and waiver of collection 
of undercharges. 

‘teed Schimmel et al., New York, N. Y., vs. Mallory S. S. 

‘o. et al. 

Illegal and unreasonable rates and charges on cottonseed hull 
fibre or shavings from various Texas points to points in New York, 
New Jersey, Massachusetts, and Pennsylvania. Asks rates for 
the future and reparation. 

No. 20161. The Best Foods, Inc., New York, N. 
Jersey et al. 

Fifth class rates on cocoanut oleine from Bayonne, N. J., to 
Buffalo and Rochester, N. Y., and points taking same rates, Pitts- 
burg, Cleveland, Chicago and other points in C. F. A. territory, in 
violation of first three sections of the act. Asks rates for future 
and reparation. 

No. 20162. Western Fruit Co., Jackson, Minn., vs. 
et al. 

Illegal rates or charges on prunes from Flint, Wash., to Jackson, 
Minn. Asks reparation. 

No. 20163. Morris Levenkind, New York, N. Y., vs. Pennsylvania. 

Seeks reparation for unused portion of 100-trip ticket for use 
between New York and West End, N. J., destroyed in fire at 
Hotel Hollywood, West End, N. J. 

No. ey Nash Finch Co. et al., Minneapolis, Minn., vs. 
et al. 

Rates in violation of sections 1 and 3 of the act, on common 
salt from Louisiana producing points to Oklahoma points. Asks 
rates for future and reparation. 

No. 20165. Baker Ice Machine Co., Inc., et al., Omaha, Neb., vs. 
Santa Fe et al. 

tates and charges in violation of sections 1 and 8 of the act, 

on iron and steel articles, from various points of origin in Illinois, 


Frisco 


Y., vs. Central of New 


Northern Pacific 


Santa Fe 
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A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 
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And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


he Jraffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week. 





MOOS SEE REE: 





Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 





The Traffic Bulletin 
418 S. Market St. Chicago, Illinois 
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JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise and Distribution. 


Storage 
Prompt and Intelligent Service. 


References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 











Regular Length, 7 inches 
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ST.LOUIS 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Wareheuse Lecated in Heart ef Raiiread District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


689 South Front Street, MEMPHIS, TENN. 


DENVER, COLORADO 


Kennicott-Patterson Warehouse Corporation 


Conceded to be the Finest Pencil made for general use. 
EAGLE PENCIL COMPANY, 


- Parke © 
wes ‘WAREHOUSES 


DECATUR, ILLINOIS 
DISTRIBUTION 4«> WAREHOUSING 











STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 


Works: \cne 
Hegewisch, Illinois) ¢ s‘s‘ss 8 


Telephene Harrison 3486 


CHICAGO, ILL. 


TAN K CARS 


TANK CARS TO LEASE 


We Rebuild and Repair Tank Cars 


HOTEL COSMOPOLITAN 





DENVER, COLORADO 


Opened June 8, 1926 


The Largest and Finest Hotel in the State 


“The Leading Hotel of Denver” 


ROY’S COSMOPOLITAN ORCHESTRA 


400 ROOMS WITH BATH 


EVERY EVENING 


CALVIN H. MORSE, Manager 


Cc. S. PRYOR, Ass’t Manager 


Pencil No. 174 


Made in Five Grades 


For Sale at your Dealer 
NEW YORK 
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Chicago’s and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
2000 Carload PooL CAR DISTRIBUTION | 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. om MISSOURI 


5 ee 
a 


GEOGRAPHICALLY 
LOCATED TO RENDER 
DISTRIBUTORS =e 
DISTINCTIVE WAREHOUSE = 
AND FORWARDING 
SERVICE 


DECATUR WAREHOUSE CO. 


FIREPROOF 
General Merchandise Storage 
Switching from all Roads. Non-freezing Storage. Pool Cars. 
The natural point for distribution in the Corn Belt of Illinois. 
805-825 North Morgan St., DECATUR, ILLINOIS 
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MEMBERS AWA. O.W.A. 


DERER 


SER V/CeE 


TERMINAL 


BU/L.OS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


MUSKOGEE, OKLAHOMA - 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE CO. 


Ty a OF 1 Oy4Ve1@ my +i 


JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL STREET 


70 YEARS’ EXPERIENCE 
Teaming — Motor Trucking — Carload Distribution 


Route Your Shipments Care of 


Great Lakes 
Transit Corporation 


21 freight steamers—unequaled 
refrigerator service—attractive 
savings under all rail. 


Routes extending from coast to coast in connection with 
rail lines. 


Also unexcelled passenger service: Steamers JUNIATA, 
OCTORARA and TIONESTA between Buffalo, N. Y., and 
Duluth, Minn., and intermediate ports. 


Communicate with us regarding rates and fares 
223 Erie Street, Buffalo, N. Y. 
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Indiana, Iowa, Missouri, Minnesota and Wisconsin to Omaha, Neb. 
Asks rates for future and reparation. 
No. 20166. Globe Grain and Milling Co., Los Angelts, Calif., vs. 


Fe et al. 

Unreasonable charges on bulk kaffir from Melrose, N. M., to 
Los Angeles, diverted to Monrovia, Calif. Asks order requiring 
defendants to publish rule providing that on cars furnished by 
earriers having capacity less than 60,000 pounds for loading grain, 
the minimum carload weight shall be actual weight of load but 
not less than marked capacity of car furnished, and reparation. 

No. 20166. Sub. No. 1. Same vs. Same. 

Same complaint and prayer with respect to shipment of bulk 
kaffir from Melrose, N. M., to Los Angeles, diverted to Santa 
Barbara, Calif. 

No. ng pn Ottaws Leather Co., Chicago, Ill., vs. C. C. C. & St. 

. et al. ° 

Unreasonable and discriminatory 
from Cleveland, O., to Whitehall and Grand Haven, Mich. 
rates for future and reparation. 

No. 20168. C. W. Henderson Co. et al., Knoxville, Tenn., vs. Yazoo 
& Mississippi Valley et al. 

Unreasonable rates and charges on tomatoes from points in 
Mississippi and Tennessee to Knoxville and Johnson City, Tenn., 
and Bristol, Va.-Tenn. Asks rates for future and reparation. 

No. 20170. The National Sash and Door Co. et al., Independence, Kan., 
vs. Santa Fe et al. 

Rates in violation of sections 1 and 3 of the act, on window 
glass from Fredonia and Independence, Kan., to points in the 
Dakotas, Nebraska, Missouri, Iowa, Minnesota, Illinois and Wis- 
consin, as compared with rates from Ft. Smith, Ark., and Okmul- 
gee, Okla. Asks rates for future and reparation. 

No. 20171. Loose-Wiles Biscuit Co., Long Island City, N. Y., vs. East- 
ern Steamship Lines, Inc., et al. 

Unreasonable rates on dried figs, other than candied, crystallized, 
glazed or stuffed, carload, between all points in Official Classi- 
fication territory and Western Classification territory. Asks fifth 
class rating with minimum of 40,000 pounds in lieu of present 
rating, and reparation. 

No. 20172. Kentucky Mine Supply Co. et al., Harlan, Ky., vs. Southern 
et al. 

Unreasonable rates and charges on stoves from Cleveland and 
Knoxville, Tenn., to Harlan and Hazard, Ky. Asks rates for fu- 
ture and reparation. 

No. 20173. City of Roswell, N. M., vs. Santa Fe et al. 

Unreasonable charges on cast iron pipe from 
Birmingham, Ala., to Roswell, N. M. Asks rates for future 


reparation. 
No. 20174. Wm. A. Ward Seed Co., Calif., vs. 


Southern Pacific et al. 
Unreasonable charges on 
(seed) and garden seed from 
S. D. Asks reparation. 
No. 20175. The York Haven Paper Co., York Haven, Pa., vs. Erie et al. 
Rates in violation of first three sections of the act, on pulpwood 
from Hoytville and other Pennsylvania points to York Haven, Pa. 
Asks rates for future. 
No. 20176. The York Haven Pdper Co., York Haven, Pa., vs. Penn- 
sylvania. 
Rates in violation of first three sections of the 
sulphur, from Baltimore, Md., to York Haven, Pa. 
future and reparation. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published 
to time. We ask that readers notify us of any errors 
changes or additions of which they have any knowledge.) 

Akron, O.—Traffic Study Club of Akron. J. J. King, Pres.; 
D. R. Taylor, Secy. and Treas. 

Akron (O.) Traffic Club. F. T. Sturtevant, pres.; H. L. Sova- 
cool, Secy. 

Albany, N. Y.—Capital District Traffic Association. 
Kibbey, Pres.; C. L. Ferguson, Secy. 

Atlanta—Traffic Club of Atlanta. 
Porter, Secy.-Treas. 

Baltimore—Traffic Club of Baltimore. 
C. E. France, Secy. 

Battle Creek (Mich.) Traffic Club. 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. E. M. 
Cole, Pres.; R. A. McCaffrey, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. C. C. Dasey, Pres.; W. M. Macomber, Secy.- 
Treas. 

Bridgeport (Conn.) Traffic Association. 
A. Winter, Secy. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
Frank Bilek, Pres.; W. A. Becker, Secy.-Treas. 

Buffalo Transportation Club. J. F. Dowling, Pres.; 
Norcliffe, Secy.-Treas. 

Camden (N. J.) Industrial Traffic Club. N. H. Lawton, Pres.; 
H. P. Ross, Secy. 

Canton (O.) Traffic Club. F. A. Smith, Pres.; L. D. Ellis, 
Secy. 

Chattanooga Traffic and Transportation Club. G. W. Frank, 
Pres.; B. R. Shepherd, Secy.-Treas. 

. Chicago Traffic Club. A. E. Clift, Pres.; H. E. MacNiven, 
ecy. 

Chicago, Junior Traffic Club of. 
J. E. Paulen, Secy. 

Cincinnati Traffic Club. J. W. Flannery, Pres.; G. W. Doll, 
Secy. 

Cincinuati—The Association of Traffic Students. 
nagel, Pres.; T. W. McCaffery, Secy. 

Clarksburg (W. Va.) Traffic Club. O. W. Robinson, Pres.; 
F. G. Kinney, Secy.-Treas. 


Santa 


rates on green salted hides 
Asks 


Bessemer and 
and 


Inc., Sacramento, 


misrouted shipments of dried peas 
Sacramento, Calif., to Yankton, 


act, on crude 
Asks rates for 


from time 
or of any 


D. G. 
T. B. Curtis, Pres.; F. B. 
A. J. Brannen, Pres.; 


E. C. Nettels, Pres.; 


H. J. Benzie, Pres.; 


Fred 


H. W. Hamilton, Pres.; 


C. H. Huf- 
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Cleveland Traffic Club. J. E. Anderson, Pres.; W. A. Ray 
Secy. . 
Columbus, O., Transportation Club. F. C. Hodges, 
C. H. Brown, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. 4, p 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. G. W. Wood, Pres. 
M. T. Otto, Secy. . 

Dallas Traffic Club. B. W. Thomas, Pres.; C. V. Ruden 
Secy.-Treas. ’ 

Davenport, Ia.—Tri-City Traffic Club. G. A. Shields, Pres. 
A. J. Christiansen, Secy.-Treas. . 

Decatur (Ill.) Transportation Club. 
J. W. Beckum, Secy. 

Des Moines Transportation Club. J. B. Rayn, Pres.; A, 1 
Johnson, Secy.-Treas. 

Denver Traffic Club. R. W. Lentz, Pres.; T. V. Kirk, Secy, 
and Treas. 

Denver Commercial Traffic Club. E. L. Adams, Pres.; ©, J, 
Hotchkiss, Secy.-Treas. 

‘ Detroit Traffic Club. J. H. Myler, Pres.; T. R. Cochrane, 
ecy. 

Detroit, Mich. Motor-City Traffic Club. E. F. Stewart, Preg,; 
F. A. Salter, Secy. 

Elmira (N. Y.) Traffic Club. C. F. Bagley, Pres.; M. J. Wil 
son, Secy.-Treas. 

El Paso Traffic Club. L. V. Gardiner, Pres.; F. C. Tockle, 
Secy.-Treas. 

. Erie Traffic Club. P. W. Herrick, Pres.; W. M. Eismann, 
ecy. 

Evansville (Ind.) Transportation Club. O. T. Myerhoff, Pres.; 
R. E .Ferguson, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres,; 
J. E. McKenna, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. J. A. Greenland, 
Pres.; C. L. Saurbaugh, Secy. 

Fort Worth Traffic Club. E. E. Wyatt, Pres.; I. 8. McCon- 
nell, Secy. 

Freeport, Il].—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Greater Binghamton (N. Y.) Traffic Club. A. A. Gerlitz, 
Pres.; J. A. Simmons, Secy. 

Grand Rapids Transportation Club. L. M. MacPherson, 
Pres.; P. F. Burns, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. W. T. Keith, Pres.; A. R. Canfield, 
Secy. 

Indianapolis—The Traffic Club of Indianapolis. 
Pres.; W. D. Collins, Secy. 

Jackson (Mich.) Transportation Club. C. H. Berry, Pres.; 
G. L. Baldwin, Secy. 

Jacksonville (Fla.) Traffic Club. F. C. Hillyer, Pres.; B. L. 
Smith, Secy.-Treas. 

Jamestown (N. Y.) Traffic Club. R. C. Kohn, Pres.; O. M. 
Odell, Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 

Jersey City Traffic Club. J. E. DeShazo, Pres.; J. J. Cul 
lington, Secy. 

Joplin (Mo.) Traffic Club. T. B. Martin, Pres.; W. B. 
Schreirer, Secy.-Treas. 

Kalamazoo Traffic Club. H. W. Moore, Pres.; A. J. Dun 
ning, Secy. 

Kansas City Traffic Club. A. W. Mackie, Pres.; A. A. Lut- 
trell, Secy.-Treas. 

Knoxville (Tenn.) Traffic Club. A. M. McCabe, Pres.; S. L. 
Carson, Secy.-Treas. 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. D. 
Mummert, Chairman; A. J. Kohler, Secy. 

Lansing (Mich.) Traffic Club. D. C. Whitmore, Pres.; C. B. 
Tefft, Secy. 

Little Rock (Ark.) Traffic Club. G. A. Weldon, Pres.; J. 
Meaders, Secy.-Treas. 

Los Angeles Transportation Club. H. Dorr, Pres.; L. G. 
Wilson, Secy.-Treas. 

Los Angeles Women’s Traffic Club. Gertrude B. Sears, 
Pres.; Dessie M. Phipps, Treasurer. 

Louisville Transportation Club. H. T. Lively, Pres.; C. A. 
Pennington, Secy. 

Mansfield (O.) Traffic Managers’ Division of the Manufac 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (O.) Traffic Club. W. B. Lindsay, Pres.; L. R. Camp- 
bell, Secy. and Treas. 

Memphis Traffic Club. W. D. May, Pres.; H. H. Schutt, 
Secy. 

Milwaukee Traffic Club. J. E. Kraseman, 
Manske, Secy. and Treas. 


Pres,; 


D. C. Odell, Presg,; 


L. N. Helm, 


Pres.; Ervin 


Minneapolis Traffic Club. G. R. Martin, Pres.; L. L. San 


ford, Secy. 
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GERMAN RAILROAD | || PANAMA MAIL 8.8. CO. 


FREE FREIGHT RATE SERVICE Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
The German Railroad Company of Germany has established a From—SAN FRANCISCO AND LOS ANGELES 
free freight rate bureau for the convenience of 


To—HAVANA AND NEW YORK 
American Import and Export shippers 




























































EASTBOUND SAILINGS 


From San Francisco From Los Angeles 









freight Rates Farnished Te, From and Through S. S. ECUADOR ............-. October 29 we Qetober 31 
Germany and To Central Eurepe Free of Cost S. S. VENEZUELA.........-. December 17 December 19 







Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 


APPLY TO 
GERMAN RAILROAD COMPANY 
Freight Information Office 
HANS ENGEL, General American Representative 


11 Broadway, NEW YORK, N. Y. 


ATLANTA 
GEORGIA 


The Heart of the 
Best Trade 


Territory 


In the South 


MERCHANDISE STORAGE 
AND POOL CAR DISTRIBUTION 


Fireproof — Lowest Insurance 


Merchants & Manufacturers Warehouse Co. 


NEW TEX LINE 


Differential Rates 
WEEKLY SERVICE TO IN 


Brunswick, Ga., and Houston, Texas COLUMBUS, OHIO 


From Pier 1, North River, New York, Saturday noon. : 
Pennsylvania Pier 4, Canton (Baltimore), Maryland, Monday night. IT’S 


AB and C Terminal, Brunswick, Ga., Thursday. THE MERCHANDISE STORAGE CO. 


For information apply to U. S. BONDED 
New England, New York & Texas FOODSTUFFS and NON-ODOROUS 
Steamship Corporation COMMODITIES ONLY 
33 Rector Street, NEW YORK, N. Y. 


Cotton Exchange Building N. Emanuel & Co., Agents 
Houston, Texas Brunswick, Ga. 


Dallas National Bank Building A. L. Richasdeen, Manager 
, Texas 515 American Bldg., Baltimore, Md. 


BEACON HU SceantGACR WILLIMANTIC @. —_.-0 JEWETT ChY THRU RATES AND 
DIRECT WATER ROUTES 


SHELTON g’o OERBY KORWICH 
DEVON 6 ,-o MILFORD jew HAVEN 

MYSTIC South Norwalk, Bridgeport, New 

— fi TOM Lendon and Norwich, Conn. 


princcront Sa es efateee NEW LONDON 
t C.F. A., W.T.L., Inter-Mountain, 
samme BOAT SERVICE O South and Southwest 


cooree STORE DOOR DELIVERY « CLYDE, OLD DOMINION, SAVANNAH, 
ae BY ouR own moToR TRUCKS UIQ MALLORY and MORGAN S. S. LINES 


00 TERMINAL WAREHOUSES CHICACO, ILL 


LOCATED NEAR LOOP 
















OFFICES 
350 Marquette Bldg., Chicago, IIL 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 648 8. Spring St., Los Angeles, Cal. 


OKLAHOMA CITY, OKLA. 


FREE 
SWITCHING 















































LOW 
INSURANCE 


RATES 





ESTABLISHED 
1889 














































GENERAL WAREHOUSING AND DISTRIBUTION. NEGOTIABLE 
WAREHOUSE RECEIPTS. MOTOR TRUCK AND TEAM SERVICE 


0. K. TRANSFER & STORAGE CO. 



















SOUTH NORWALK 


TO ALL LONG ISLAND SOUND 


PMTs WEST a 






MERCHANDISE 40 Car Siding. Free Switching. 
Chocolate and other candies stored retin rhe ag 
all year round. and to Aurora and Elgin Electric. 


Space for Rent 
Cool Temperatures 
“THE ECONOMICAL WAY” 


Represented by 
NATIONAL WAREHOUSING, INC. 





rancisco, Cal. 
316 Commercial St. ag het mee le 
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Minneapolis Junior Traffic Club. A. F. Noot, Pres.; J. T. 
Keniut, Secy. 

Mvuunt Vernon (N. Y.) Traffic Forum. G. F. Griffiths, Pres.; 
H. J. Muller, Secy.-Treas. 

Mobile Traffic Club. J. E. Paterson, Pres.; E. E. Quincy, 
Secy. and Treas. 

Montreal, Can., Traffic Club of; James Fitzsimons, Pres.; 
F. T. Parker, Secy.-Treas. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. 

Newark Traffic Club. W. A. Ruehl,-Pres.; R. W. Tims, 


Newark, N. J. New Jersey Industrial Traffic Club. E. B. 
Johnson, Pres.; C. J. Fagg, Secy. 

New England Traffic Club, Boston. G. L. Graham, Pres.; 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. 
Yung, Secy. 


New York Traffic Club. H. C. Snyder, Pres.; C. A. Swope, 


S. R. Barnett, Pres.; W. G. 


Secy. 
New York Traffic Forum. W. C. McKenna, Pres.; N. G. 
Hoyer, Secy. 
New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 
New York Junior Traffic Club. J. E. McDonald, Pres.z 
V. Wanamaker, Secy. 
New York, N. Y.—American Commerce Association Traffic 
Club. 8. E. Hughes, Pres.; F. N. Tillier, Secy. 
New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. BE. H. Allen, Pres.; H. V. Ferrer, Secy. 
New York, N. Y.—Cooperative Traffic Association of New 
York. P. J. Winters, Pres.; C. J. Baker, Secy. 
Norfolk-Portsmouth (Va.) Traffic Club. G. F. Palmer, Pres.; 
R. T. Ethredge, Secy. 
Oakland (Calif.) Traffic Club. J. D. Yates, Pres.; T. T. Har- 
rington, Secy.-Treas. 
Oil City-Franklin (Pa.) Traffic Club. L. A. Martin, Pres.; 
J. V. Lukehart, Secy. 
Oklahoma City Traffic Club. C. B. Robertson, Pres.; H. B. 
Krarup, Secy.-Treas. 
Omaha Traffic Club. M.S. Hartman, Pres.; W. V. C. McCor- 
mack, Secy. and Treas. 
Peoria Transportation Club. J. Younge, Pres.; O. B. Eddy, 
Secy.-Treas. 
Philadelphia Traffic Club. J. P. Brown, Pres.; W. H. Mont- 
gomery, Secy. 
Philadelphia—Commercial Traffic Managers of Philadelphia. 
B. C. McPherson, Pres.; T. Noel Butler, Secy. 
Philadelphia—Philatra Traffic Association. C. C. Slothower, 
Pres.; C. H. Beard, Secy. 
‘ Pittsburgh Traffic Club. W. J. Herman, Pres.; A. H. Orr, 
ecy. 
Pittsburgh, The Traffic and Transportation Association of. 
E. J. Siemon, Pres.; F. J. Ryan, Secy. 
Port Huron, Mich.—St. Clair River District Transportation 
Club. P. N. Moore, Pres.; E. G. Chadwick, Secy. 
Portland (Maine) Traffic Association. J. A. De Gagne, Pres.; 
G. H. Thompson, Secy. and Treas. 
Portland (Ore.) Industrial Traffic Club. F. P. Kensinger, 
Pres.; L. L. Brosy, Secy. 
Portland, Ore. Rose City Traffic Club. H. L. Hudson, Pres.; 
W. O. Roberts, Secy.-Treas. 
Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. A. Leon, Chairman; E. C. Southwick, Secy. 
Richmond (Va.) Traffic Club. D. W. Champlin, Pres.; W. B. 
Lee, Secy. 
Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. I. G. Zoerner, Chairman; F. W. Burton, Seey. 
Saginaw (Mich.) Traffic Club. L. F. Swartout, Pres.; D. 
MacDonald, Secy.-Treas. 
- St. Louis Traffic Club. W. R. Huey, Pres.; S. E. Wilson, 
ecy. 
St. Louis, Junior Traffic Club of. R. L. Duggan, Pres.; 
E. L. Neuhaus, Secy. 
St. Paul Transportation Club. A. J. Dickinson, Pres.; C. A. 
Liggett, Secy. 
San Antonio (Tex.) Traffic Club. R. L. Gohmert, Pres.; 
Chas. Wynne, Secy.-Treas. 
San Diego (Calif.) Traffic Club. J. B. A. Brennan, Pres.; 
G. F. Reil, Secy. 
San Francisco Transportation Club. N. K. Lockwood, Pres.; 
W. J. Martindale, Secy. 
San Francisco-Pacific Traffic Association. S. K. Burke, 
Pres.; E. S. Clark, Secy. 
San Francisco Women’s Traffic Club. Winifred Bauer, Pres.; 
Lee Weener, Secy. 
Savannah Traffic Club. H. M. Emerick, Pres.; L. L. Me- 
Donald, Secy.-Treas. 
Seattle Transportation Club. A. F. Haines, Pres.; BE. W. 
Mosher, Secy.-Treas. 
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Shreveport (La.) Traffic Club. C. C. Phillips, Pres.; Johp 
Rieves, Secy. 

Sioux City Traffic Club. R. G. Larson, Pres.; J. B. Williams 
Secy.-Treas. y 

South Bend (Ind.) Traffic Club. G. S. Hess, Pres.; G, w. 
Orewiler, Secy.-Treas. 

Springfield (Mass.) Traffic Club. D. L. Topham, Preg, 
B, A. Hapgood, Secy.-Treas. 


Spokane Transportation Club. E. L. Cardle, Pres.; fF J 


‘Greene, Secy.-Treas. 


Syracuse Traffic Club. J. J. Jacobs, Pres.; F. M. Varah, 
Secy. 

Tacoma Traffic Club. E. R. Cronkite, Pres.; T. I. McGrath, 
Secy. 

Toledo Transportation Club. W. I. Nokely, Pres.; W, J, 
Chisholm, Secy. 

Toronto, Can.—The Transportation Club of Toronto. W. R 
Ingram, Pres.; H. F. Walker, Secy. 

Trenton (N. J.) Traffic Club. H. W. Trimmer, Pres.; G, 5 
Mace, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—TraMic Club of Tulsa. W. W. Stumph, Pres; 
B. A. Everett, Secy. 

Tuscarawas County (Ohio) Traffic Club. H. B. Bodenhamer, 
Pres.; E. P. Harris, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 

Twin City Women’s Traffic Club (Minneapolis and St. Pau), 
Mrs. Mynoma De Groff, Pres.; Miss Emily Knutson, Secy. 

Utica (N. Y.) Traffic Club. E. T. Foxenberg, Pres.; C, 5, 
Darrigrand, Secy. and Treas. 

Waco Traffic Club. ._R. L. Goebel, Pres.; J. D. Hughett, Secy, 
Treas. 

Washington Traffic Club. 8. R, Bowen, Pres.; R. F. Rich. 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. J. A. Sonnhalter, Pres,; 
P. H. Michel, Secy. 

Wichita Traffic Club. H. G. Watts, Pres.; W. C. More 
house, Secy.-Treas. 

Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; A. A. Shafer, Secy.-Treas. 

Worcester (Mass.) Traffic Association. J. F. Ward, Pres,; 
Ernest Opitz, Secy. 

York (Pa.) Traffic Club. Edward Kleffman, Pres.; B. N. 
Gingerich, Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.; 
P. B. Wait, Secy.-Treas. 


JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of aay 
inaccuracies or omissions noticed by them. The fact that a name & 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the t a 

The agents have been classified saeerng, to the types of pub- 
lications or the association they represent. he names of some of 
these agents could be placed in several of these groups. This has 
been avoided and their names —- only under the group in whie 
they are most frequently associated. 


CLASSIFICATIONS: 
Official Classification Committee, D. T. Lawrence, New York, 
Y 


Southern Classification Committee, E. H. Dulaney, Atlanta 
Ga. 

Western Classification Committee, R. C. Fyfe, Chicago, Il 
MAJOR FREIGHT ASSOCIATIONS: 

Southern Freight Association: Atlanta Freight Tariff Bu 
reau, J. H. Glenn, agent, Atlanta, Ga.; Louisville Freight Tcriff 
Bureau, F. L. Speiden, agent, Louisville, Ky.; Richmond Freight 
Tariff Bureau, J. J. Cottrell, agent, Richmond, Va.; New Or- 
leans Freight Tariff Bureau, W. P. Emerson, agent, New Orleans, 
La 


Canadian Freight Association, G. C. Ransom, Montreal, Que. 

Canadian Freight Association (Western), F. W. Thompsod, 
Winnipeg, Man. 

Central Fréight Association Tariff Bureau, B. T. Jones, 
Chicago, Ill. 

New England Freight Association Tariff Bureau, Frank 
Van Ummerson, Boston, Mass. 


aa Pacific Coast Freight Bureau, 8. J. Henry, Seattle, 
Wash. 


Pacific Freight Tariff Bureau, F. W. Gomph, San Francisco, 
Calif. 

Southwestern Freight Bureau, J. BE. Johanson, St. Louis, Mo. 

Transcontinental Freight Bureau, H. G. Toll, Chicago, Ill. 

Trunk Line Tariff Bureau, H. Wilson, New York, N. Y. 

Western Trunk Line Committee, E. B. Boyd, Chicago, Ill. 
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=m} | Speed on Orient NewwYo ciijor™4 
oe Mails 


I. McGrath, The fastest service wins the mail. This line 15 days Fastest Service ba Joe 


is used to carry Government Mail to the Passenger and Freight 
Orient on account of the quick delivery. That 
Itinerary: New York—Havana—Panama 


ato. W.R same speed is available for your freight and 
express shipments, thereby saving interest on pg on merge Diego _ 
Capital. Win sales by service. Sailings every a ne 


e8.; W. J, 


res.; G. EB 


J. Cipperly, fourteen days from Seattle for Yokohama, By Rng thy, in hfe ee 
aph, Pres,; Kobe, Shanghai, Hong Kong and Manila. Indian, Canadian, Hawaiian, Far Eastern 





and Australian ports. 


Passengers’ automobiles accepted un- 
crated as baggage at moderate charge. Ali 
steamers equipped for refrigerator cargo. 


Through Bills of Lading issued to other ports. 
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odenhamer, 


On Harbor 


Proposed Sailing Dates 





res.; C.B Eastbound frem 

, Westbound from New York San FranciscomLos Angeles 

| S. S. Califotnia S.S. Manchuria Nov. 10 SS. Finland Nov. 19 Nov. 21 
hett, Secy,. Maiden Voyage 


T. J. Kehoe, General Eastern Agent, 32 Broadway, New York City Westbound January 28 S.S. Mongolia Nov. 24 S.S. Manchuria Dec.3 Dec. 5 


? t " ‘ 

R. F. Rich. W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, ar ae ee S.S. Manchuria Dec. 29 S.S. Mongolia Dec. 17 Dec. 19 
Dime Bank Building, 110 South Dearborn St., American flag 

iter, Pres,; } Detroit, Mich. Chicago, IIl. 


L. L. Bates, General Freight Agent, 
. C. More 1519 Railroad Ave. So., Seattle, Wash. CIFIC INE 
INTERNATIONAL MERCANTILE MARINE COMPANY 


ation Club. Americ an ee ail Line Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 


ard, Pres.: (W. 23rd = ae Seen Sees ~_ ee ag 8300 
’ iT) | : : Chicago, 327 So. La Salle St. oston, 84 State Street 

ln oe, ee ee 03 Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Commerce Bldg. 
6.; B. N. . F pre a San Francisco, 60 California St. Los Angeles, Central Bldg. 
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INDIANAPOLIS Service That Satisfies S th 5 hi ( 
~ outhern Steamship Lompany 
pd from the Th dat : 2 
 publshe 1 Bee OPERATING FAST FREIGHT SERVICE 
xy name is . BETWEEN 
t there has » i 8 * 
bipec ete eo Philadelphia, Pa., and Houston, Tex. 
Bale hs Saat SAILINGS: 
” From Philadelphia. ..Wednesdays and Saturda: 
TRIPP WAREHOUSE COMPANY | - wa so Teel . 
Merchandise 24 Machinery Storage | |. © 
ow Tae POOL CAR DISTRIBUTION Low Rates Quick Dispatch Thru Package Cars 
y, Atlanta MEMBER GENERAL OFFICES: 
AMERICAN CHAIN OF WAREHOUSES 

hicago, Il CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 321 Commercial Trust Bldg., PHILADELPHIA, PA. 
Tariff Bu- 
ight 'Tcriff 
nd Freight 
- New Or 
~w Orleans, 
itreal, Que. 
Thompson, 

T. Jones, 
au, Frank 
ry, Seattle, 

Francisco, 

Louis, Mo. SPEED, ECONOMY, SAFETY AND SERVICE FOR SHIPPERS 
cago, Il. No Trucking, Switching or Draying. Fire-Proof Storage—Automatic Sprinkler. Daily Stock Reports if Desired. 


Finance Through Our Warehouse Receipts. Write or Wire for Detailed Information—Now! 


meng, BINYON SHIPSIDE WAREHOUSE CO., Inc. . HOUSTON, TEXAS 
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MINOR FREIGHT ASSOCIATIONS: 


Atlantic Seaboard Freight Bureau (Coastwise Steamship 
Lanes’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 

Colorado and New Mexico Freight Bureau, H. A. Johnson, 
Denver, Colo. 

Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, Colo. 

Illinois Freight Association, C. W. Galligan, Chicago, IIl. 

Texas-Louisiana Freight Tariff Bureau (Texas F. T. B), 
A. C. Fonda, Dallas, Tex. 

Utah Freight Bureau, J. A. Reeves, Salt Lake City, Utah. 

Virginia Lines (Virginia ports and cities), C. E. Lowry, 
Richmond, Va. 


LOCAL (SWITCHING AND TERMINAL TARIFFS): 
Chicago Standing Switching Committee, L. A. Lowrey, Chi- 


til. 
Nashville Terminals, L. G. Waldrop, Nashville, Tenn, 
New York Dock, T. C. Morrison, Brooklyn, N. Y. 
Oregon, M. C. Strawn, Portland, Ore. 
Wood River District Lines, H. G. Powell, Alton, III. 


RAILWAY AND FAST FREIGHT DISPATCH LINES (BILLING 
BOOK; INDEX; SWITCHING AND TERMINAL TARIFFS): 
Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan, Cin- 

cinnati, O. 

Continental Line, Central State Dispatch (B. & O. R. R.), 

A. M. Schubert, Cincinnati, O. 

Empire Line (N. Y. C. R. R.), M. S. O’Connor, Cleveland, O. 
Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnati, O. 
Lackawanna Fast Freight Lines (L. 8.-L. L.), (M. C-L. L.), 

(P. M.-L. L.), Nat. Duke, New York, N. Y. 

Lehigh Valley Route (eastbound), (L.8.-L. V.), (M. C.-L. V.), 

(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Louisiana Lines (S. P. Ry.), Chas. S. Fay, New Orleans, La. 
Merchants Despatch (N. Y. C. R. R.), (N. Y. C. R. R. & 

W. 8S. R. R.), (Can. Sou.), M. S. O’ Connor, Cleveland, O. 
Ontario Central Despatch (M. C. R. R.), J. B. Stewart, New 

York, N. Y. 

Pennsylvania System (Index), R. H. Smith, Pittsburgh, Pa. 
Star Union Line (Basing & Billing Book), R. H. Smith, 
Pittsburgh, Pa. 


MISCELLANEOUS PUBLICATIONS: 


American Short Line Railroads (Reconsigning and Diver- 
sion Rules; also Weighing and Reweighing of Carload Freight 
Rules for Certain Short Line Railroads), B. H. Henshall, Wash- 
ington, D. C. 

Canadian Car Demurrage Rules, W. J. Collins, Montreal, Que. 

Central Electric Traffic Association, L. E. Earlywine, Indi- 
anapolis, Ind. 

Coal Tariffs (Ohio and Pennsylvania), F. V. Davis, Colum- 
bus, O. 

Electric Package Agency, J. Jordan, Cleveland, O. 

Explosives and Dangerous Articles, B. W. Dunn, New York, 
N. Y. 

National Perishable Freight Committee, R. C. Dearborn, 
Chicago, Il. 

Official rreight Tariff Directory, G. B. Guthrie, Wash- 
ington, D. C. 

Open and Prepay Station List, F. A. Leland, St. Louis, Mo. 

Pacific Car Demurrage Bureau, R. C. Mulholland, San Fran- 
eisco, Calif. 

Railway Equipment Register, G. P. Conard, New York, N. Y. 
Rail-Water Lines: 

Tank Car Gauge Book, B. B. Boyd, Chicago, Mil. 

Wastern and interior eastern points to southern points, 
J. B. Sweeny, Baltimore, Md. 

Mississippi Warrior Service, W. M. Hough, New Orleans, La. 

Morgan Line (8. P. Co.), C. W. Owen, Houston, Tex. 

New York Harbor (inland marine and trans-marine corpo 
rations), L. Agnew Myers. Washington, D. C. 





SUEZ CANAL TONNAGE RECORD 


A steady improvement in traffic and revenue returns for the 
Suez Canal was noticeable in the first six months of 1927 and 
a new record was set for tonnage and receipts, according to a 
report from Vice-Consul Walter B. Lowrie, Port Said, made 
public by the Department of Commerce. 

From January 1, 1927, to June 30, 1927, a total of 2,774 ves- 
sels transited the canal with an aggregate net tonnage, Suez 
Canal measurement, of 14,502,000 tons, as compared with 2,509 
vessels with an aggregate net tonnage of 13,055,000 for the cor- 
responding period of 1926. Tolls for the six months aggregated 
103,828,000 gold francs as compared with 93,584,000 gold francs 
for 1926. 

Raw cotton, generally originating from the United States, 
showed an activity considerably above the average, the report 
stated. The total of 57,000 tons recorded in the period under 
discussion, considerably exceeded the annual total of any pre- 
ceding year, it was said. 
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Questions and Answers | 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 


help him in his work. : : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





oy 


Routing and Misrouting—Carrier Cannot Be Charged with Knowl. 
edge of Consignee’s Plant Location 

Oklahoma.—Question: On June 26, this year, we shipped 
ERIX 210, tank car of gasoline, from A, Oklahoma, to the X Com. 
pany, Waverly, Illinois, via A. T. & S. F. Railway, Kansas City, 
C. B. & Q., showing the correct rate of 33 cents in bill of lading, 

It later developed that the X Company was located only on 
the C. P. & St. L. Railway at Waverly, there being track con. 
nections between the C. B. & Q. and C. P. & St. L. railways 
at this point, but there seems to be no tariff covering absorption 
of switching charges or stating the amount thereof. 

The C. P. & St. L. Railway assessed switching charge of 
11 cents per cwt., or $59.456 on this shipment, which to us, seems 
to be an exorbitant switching charge. The C. P. & St. L. advise 
that they have no switching tariff in effect between these two 
lines at this point, and that same is subject to a five-mile haul, or 
11 cents a cwt. 

We would appreciate your advice in this matter as to 
whether the switching charge is the lowest switching charge 
now in effect; also your advice as to whether we will be able 
to obtain refund on this shipment. 

Answer: With respect to this question, see the Commis- 
sion’s opinion in Lynchburg Chamber of Commerce vs. Southern 
Railway Co., 115 I. C. C. 625. In this case the Commission, on 
page 626, said: 


The car arrived at Elizabeth, was placed for delivery by the 
Pennsylvania at its freight station yard in Elizabeth, and the con- 
signee was notified of its arrival. On June 24, 1922, consignee ordered 
the car reconsigned to ‘‘National Biscuit Siding, Central Railroad of 
New Jersey, Elizabeth, N. J. All charges to follow.’’ Under proper 
routing instructions the rate of 43.5 cents was applicable from Johns- 
ton to the siding of the National Biscuit Company on the rails of 
the Central Railroad of New Jersey at Elizabeth. The mere desig- 
nation of the siding of the National Biscuit Company at Elizabeth, 
without specifying the name of the carrier on whose rails the siding 
was located was not sufficient to insure delivery of the car at the 
rate of 43.5 cents. Ohio Iron & Metal Co. vs. C. M. & St. P. Ry. Co.., 
28 I. C. C. 703; Hooven, Owens, Rentschler Co. vs. C. H. & D. Ry. 
Co., 311 I. Cc. Cc. SW. 


The principle of this case is, in our opinion, applicable to 
the instant case, it being possible to forward shipments via rout- 
ing which affords the C. P. & St. L. a line haul. 

As to the reasonableness of the rate assessed on the ship- 
ment, see the Commission’s opinion in Hodgson-Davis Grain 
Co. vg. C. B. & @. KR. KR. Co., 116 LC. C. 284. 

Freight Charges—Liability for 

Ohio.—Question: A, a dealer in New York, orders a quan- 
tity of goods from B, a broker, with instructions to deliver via 
XYZ Railroad. B orders the goods from C, a shipper in Ohio, 
with instructions to consign to order of B in New York, notify 
A, delivery by XYZ Railroad. Goods are consigned by C in 
accordance with B’s instructions, and upon arrival at destination 
they are accepted by A, who pays the freight. A refuses to 
pay undercharge, claiming B responsible, since freight charges 
deducted from sale price to A. Has carrier a right of action 
against B for the undercharge and under what most recent au- 
thorities? 

Answer: The consignee, by the acceptance of the goods, is 
prima facie liable for the payment of the freight charges. See 
P. C. C. & St. L. Ry. Co. vs. Fink, 250 U. S. 577. As to the 
liability of B, the broker, see the decision of the Supreme Court 
of the United States in L. & N. Railroad Co. vs. Central Iron & 
Coal Co., 265 U. S. 59. In this case the court said: 


Ordinarily, the person from whom the goods are received for 
shipment assumes the obligation to pay the freight charges; and his 
obligation is ordinarily a primary one. is is true even where the 
bill of lading contains, as here, a provision imposing liability upon 
the consignee. For the shipper is presumably the consignor; the 
transportation ordered by him is presumably on his own behalf; and 
a promise by him to pay therefor is inferred (that is, implied in fact), 
as a promise to pay for goods is implied, when one orders them from 
a dealer. But this inference may be rebutted, as in the case of other 
contracts. It may shown, by the bill of lading or otherwise, that the 
shipper of the goods was not acting on his own behalf; that this 
fact was known by the carrier; that the parties intended not only 
that the consignee should assume an obligation to pay the freight 
charges, but that the shipper should not assume any liability whatso- 
ever therefor; or that he should assume only a secondary liability. 
In this case, the bills of lading acknowledge receipt of the coke 
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EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore and New York Weekly 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


*Differential Rates from Philadelphia and Boston 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


Branch Offices 
hicago, St. Louis, Pittsburgh, Baltimore 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CoO. 


GENERAL PACIFIC COAST AGENTS 


Laredo to Mexico City . . . 53 Hours 
Eagle Pass to Mexico City . . 67 Hours 


NATIONAL 


RAILWAYS 


THE TRAFFIC WORLD 


LEONARD’S GUIDE 


Freight, Express, Parcel Post 
RATES and ROUTINGS 


All in One Book! 


Entirely different from rn you have 
ever seen. It saves Time and Money. 


We keep our subscribers advised of all changes by our 
supplements and by special notice when necessary. 
The Guide is entirely revised and reprinted each year. 


Four years ago used in only 25 cities. 
Today used in 700 cities! 
Why? 

Because we save our subscribers money 


« 


Send for sample sheets showing how we give 
parcel post and express rates from your city to 
every point in the United States and Canada. 


G. R. LEONARD & CO., Inc. 


155 North Clark St. 15 East 26th Street 
CHICAGO NEW YORK 


GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, La: and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 


F. N. Puente, Gen. Agt. A. Horcasitas, Com. b 
441 Monadnock Bldg. 414 Whitney Bank Bl 
San Francisco, Calif. New Orleans, La. 


H. E. Chenoweth, Com. Agent 
M ette Building 
ago, Ill. 


El Paso to Mexico City . . . 107 Hours 
Brownsville to Mexico City 69 Hours 


OF MEXICO 
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from the Central Company. But it did not sign them. Nor was it 
described therein as the consignor. There was no clause by which 
the shipper agrees expressly either to pay the freight charges or 
to guarantee their payment. The goods received were not declared 
to be deliverable to the Central Company’s order. On the contrary, 
the form of the bills of lading indicated that it was neither the 
owner nor the person on whose behalf the shipment was being made; 
and that Tutwilder & Brooks were either the owners or the persons 
in whose behalf the shipment was being made. On these facts, the 
trial court was justified in finding that the Central Company did not 
assume the primary obligation to pay the freight charges. : 
Moreover, if a secondary obligation of the Central Company was 
to be implied from the fact of its causing the coke to be received 
for transportation, the promise was not necessarily one to pay at 
any time any freight charges which the carrier might find it im- 
possible to collect from the consignee or his assign. The court might 
have concluded that it guaranteed merely that the consignee or his 
assign would accept the shipment. For, under the rule of the Fink 
case, if a shipment is accepted, the consignee become liable, as a 
matter of law, for the full amount of the freight charges, whether 
they are demanded at the time of delivery, or not until] later. His 
liability satisfies the requirements of the interstate commerce act. 


It seems apparent from this case that inasmuch as the bill 
of lading showed that the shipment was to be made for the 
account of B, the broker, he can be held liable for the freight 
charges, but this does not release the consignee, that is, the 
notify party, who accepted the shipment, i. e., C from liability 
for the amount of the undercharge. 


Limitation of Actions—Overcharges Accruing During Federal 
Control 

Wisconsin.—Question: What is the status of one who has 
a valid claim for freight overcharge arising during the period 
of federal control, which claim was properly registered with 
the Interstate Commerce Commission, but with respect to which 
the three-year statutory period has expired? Is there anything 
peculiar about claims of this nature arising during federal con- 
trol which, under the above circumstances, would be preserved 
and still valid? 

Answer: With respect to this question, see the Commis- 
sion‘s opinion in Kraus Bros. Lumber Co. vs. D. G., 112 I. C. C. 
117. In this case the Commission, on pages 119 and 120, said: 


Sub. No. 14 covers one carload of lumber shipped from Columbia 
January 5, 1918, consigned to complainant at: Jackson. It arrived at 
Jackson on January 7, and complainant endeavored to have it re- 
consigned to Centralia, Ill., and later to Yorkville, Ohio, but was 
advised by the carrier that neither of the reconsignments could be 
made because of embargoes. The car was finally delivered at York- 
ville on March 30, 1918, and demurrage charges amounting to $315 
were collected. Complainant does not attack the freight charges, 
but contends that the demurrage charges were excessive. 

The complaint was first filed informally on February 26, 1921, but 
there was nothing therein to show that the claim had been presented 
to the interested carrier. On April 13, 1921, we advised complainant 
that the claim had been registered, and suggested that it be taken 
up directly with the carrier. We also stated that if the claims could 
not be adjusted in that manner the complainant could be re-sub- 
mitted to us. The record does not show that the claim was pre- 
sented to the carrier, nor was any further correspondence received 
by us concerning it until December 29, 1923, the date of receipt of 
complainant’s letter of December 26 asking for certain information 
for use in preparing a formal complaint covering a large number 
of cars, including the one here involved. The formal complaint was 
not filed until May 5, 1924. 

It was complainant’s duty to present the claim to the carrier 
promptly upon receipt of our letter of April 13, 1921, and to advise 
us within a reasonable time of the result of such presentation. The 
matter was not again submitted to us as a complaint until May 5, 
1924. Under the circumstances we must conclude that the mere re- 
ceipt of the informal claim covering this shipment was insufficient, 
under our practice, to stay the period of limitation. 


Freight Charges—Liability of Owner for Balance of Freight and 
Storage Charges Where Amount Realized from Sale of Goods 
Is Less than Legally Published Charges 


Florida.—Question: I would appreciate your understanding 
of the following cases: Is the shipper liable for storage and 
freight charges on less-than-carload freight which is held at 
stations unclaimed or refused by consignee? And what steps 
are proper in collecting deficit, if any should be made, after sale 
of freight at public auction sale? 

We have several shipments held at stations on our line 
unclaimed and some refused by consignee.: When the shipment 
arrives at station the agent sends proper postal notice to con- 
signee and, if not called for in fifteen days, the agent makes 
report of freight being unclaimed and we in turn write to con- 
signor and origin agent that shipment on hand freight charges 
amount and describe goods and ask for disposition at once, and 
if disposition is not furnished we trace for disposition on un- 
claimed and refused freight every fifteen days. We have com- 
plied with bill of lading contract in every respect as to trying to 
effect delivery of goods. 

How long should we hold shipment on hand before adver- 
tising the shipment for sale and selling at public auction? After 
sale, if there is a deficit in the freight and storage charges, 
should we call on the shipper for same? 

Suppose the shipper and consignee is the same person and 
shipment unclaimed and cannot locate shipper? 

We have shipment on hand at present that we have been 
trying to get disposition for one year and unable to receive dis- 
position and consignor has acknowledged our several letters and 
used every effort to get consignee to take possession of freight. 
Storage charges have accrued and now storage and freight 
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HERE IS 
Real Traffic Service 








1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 











2. A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informa) 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 













8. A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 










4. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 












5. An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen -to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 
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which is, in itself the most com- 
plete and prompt traffic news 
service available. 





Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 
Kingston Cartagena 
Port Antonio Puerto Colombia 
Jamaica Outports Santa Marta 


CANAL ZONE pang soy 


Port Limon 


Cristobal ALSO 


Ports of Guatemala 
PANAMA and British and 
Bocas del Toro 


Spanish Honduras 
Through Bills of Lading issued via Cristobal to West Coast Port 
of South America, Central America and Mexico 
For rates and other information, address 


17 Battery Place... New York, N. Y. 
321 St. Charles Street New Orleans, La 
Long Wharf 

Marquette Building 


311 California Street San Francisco, Cal. 
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BOSTON, MASS. 


view CHARLES RIVER STORES, 131 Beverly St. 


Direct Connection with Bosten & Maine R. R. 


Also ALBANY TERMINAL STORES, 137 Kneeland St. 


Direct Connection with Boston & Albany R. R. 


Also SUMMER STREET STORES, 419 Summer St. 


Direct Connection with N. Y., N. H. & H. R. R. 


Also BATTERY WHARF STORES 


Direct Connection with Union Freight R. R. 
Total General Storage Capacity: 9,706,000 Cubie Feet 
MAIN OFFICE: 


Quincy Market Cold Storage & Whse. Co. 


178 Atlantic Avenue, BOSTON, MASS. 


Mexico's Dependable Freight Service 
MEXICAN RAILWAY—VERA CRUZ ROUTE 


PACHUCA 
M eins 
EXICO CITY eR nein MEXICAN 
RI CUSTOM HQUSE 


S 
oO 
s 
Ss 
— 


23 
HOU RS UT VED ERENEE wEO6ve ee 


<—«VIA AJ MEXICAN RAIDWAY <€—« YOR Cry 
Ss Yy » 

20 

HOURS 


PUEBLA 


From VERA CRUZ 


MEXICO CITY NEW YORK—Ward Line 
To! PACHUCA |23 — 


PUEBLA 


The Only Standard Gauge Line 
The Short Line in Distance 
The Short Line in Time of Transit 


NEW ORLEANS 


WARD LINE ae 


NEWYORK 


CUYAMEL ¥ MEXICAN WARD 
LINE AONE LINE 


j 


EUROPEAN LINES 


EUROPEAN LINES HAVANA 


© Design 
WEEKLY SERVICES 


NEW ORLEANS—Cuyamel Line 
—20 Hours NEW ORLEANS—Mex.-Am. Line 


Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 
MEXICAN RAILWAY COMPANY 


G. W. WEST, General Freight and Passenger Agent 
Apartado No. 68 Bis, Mexico City 


W. F. PATON, General Agent 


Marquette Building, Chicago 82 Beaver Street, New York 
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charges are in excess of the invoice value of the goods and con- 
signor advises us to sell, as he cannot use the goods unless we 
waive storage charges, which we cannot do. What disposition 
is to be made of these freight and storage charges? 

Answer: Where a carrier waives prepayment and the con- 
signee refuses to take the goods and pay the transportation 
charges, and the carrier, in strict,conformity with law, sells the 
goods to enforce its lien for freight charges, and there still re- 
mains a balance due, the consignor is liable to the carrier there- 
for, and this liability of the consignor under such circumstances, 
applies, it has been held, as much to a charge for demurrage 
and storage as to freight or other lawful charges which the 
carrier is bound to collect. See Jelks vs. Philadelphia, etc., R. 
Co., 80 S. E. 216; Bewley-Darst Coal Co. vs. W. & A. R. Co., 87 
S. E. 702; B. & O. vs Luella Coal & Coke Co, 81 S. E. 1044; 
Pa. R. Co. vs. Kemmers, 73 Pa. Super. Ct. 588; Central R. R. of 
N. J. vs. Berry, 165 N. Y. S 1041; Pa. Co. vs. W. A. Fraser, 175 
Ill. App. 645. 

Furthermore, there are statutory provisions in the several 
states which make the owner liable for the balance due for 
freight charges where goods are sold by a carrier for its charges. 
See, for instance, section 2600 of the Civil Code of 1912 of the 
state of South Carolina. 

Paragraplis B and C of section 4 of the Uniform Bill of 
Lading Contract Terms and Conditions govern the sale of re- 
fused or unclaimed goods, in so far as interstate shipments are 
concerned. 

Goods should be sold in conformity with the provisions of 
the law and after the expiration of the time during which they 
must be held for account of the owner. See Norfolk Southern 
Railroad Co. vs. New Bern Iron Works & Supply Co., 174 N. C. 
188, in which the court, on page 190, said: 


At common law a carrier was not allowed to enforce its lien for 
freight and storage charges by act inter partes. It was required to 
resort to the courts. Hutchinson on Carriers (3d Ed.) Sec. 889. Un- 
der our statute, however, Revised Sections 2637-38, the right of fore- 
closure by sale in case of nonperishable freight is given, after six 
months, and while this is a state statute, being, as it is, a part and 
in furtherance of the remedy afforded by the law in such cases, we 
see no reason, in the absence of any interfering regulation by Con- 
gress, or of the Interstate Commerce Commission, why it should not 
prevail both as to the inter and intrastate shipments; and, under 
the recognized principle that beth in a case of tort and breach of 
contract an injured party is required to do what business prudence 
requires to minimize the loss. Tillinghast vs. Cotton Mills, 143 N. C. 
268, and R. R. vs. Hardware Co., 143 N. C. 54, we think the plaintiff 
may not recover for the entire time which has elapsed since this ship- 
ment was refused, but it restricted to the time when he could have 
relieved himself of the charge by sale pursuant to statute. 


See also Davis vs. Adams, 293 Fed. 890. 

Demand should be made against the owner of the goods for 
the amount of the charges over and above the proceeds of the 
sale. If collection cannot be had upon demand, the only means 
of collection is through the institution of suit, which, under the 
law, a carrier is required to institute where there is a probability 
of the recovery of its charges. 


Necessarily, where the shipper and consignee are the same 
party and he cannot be located, there is no way in which a 
balance due after sale of the goods can be collected. 


Limitation of Actions—Conflict of Law 

New York.—Question: About four years ago we shipped a 
number of cars from Georgia to a Canadian destination in the 
province of Ontario. All cars were forwarded collect via the 
Eastern gateways, whereas the through published commodity 
rate was restricted to apply only via Ohio River gateway. 

Freight bills were rendered at destination on basis of through 
published commodity rate and at this late date Canadian carriers 
are attempting to assess combination via the Eastern gateways. 

We contend that traffic moved under the rules and regula- 
tions of the Interstate Commerce Commission and, if our position 
is correct, the three-year statute of limitation period outlaws 
the undercharges. 


Canadian roads contend that, in view of shipments being 
forwarded on a collect basis, that the Canadian act to regulate 
commerce obtains and a six-year period of limitation governs 
the movement of ali these cars. Will you please fyrnish your 
opinion, supporting same with authority? 

Answer: It is a fundamental principle of law that remedies 
are to be governed by the laws of the country where the suit 
is brought, although matters of substantive law are controlled 
by the lex loci contractus or law of the jurisdiction in which 
the cause of action arose, among which are the time when a 
cause of action on a contract arises, and the character, con- 
struction and validity of the cdéntract. 

Therefore the statute of limitations of the country where 
the action is brought, and the remedy is sought to be enforced, 
and not of the country or place where the contract was made, 
or the cause of action arose, or where the plaintiff resides, is 
the one which controls in the event of a conflict of laws. In 
other words, the lex fori determines the times within which a 
cause of action shall be enforced. 

To the general rule that the lex fori governs in matters 
relating to the statute of limitations, certain well defined ex- 
ceptions exist, depending primarily on the character of the 


THE TRAFFIC WORLD 


Vol. XL, Noe 


statute in the state in which the cause of action arose, or on 
the presence of so-called “comity statutes,” enacted in the State 
in which suit is brought directly recognizing the limitation ot 
the former state. Under these exceptions it may be held tha 
an action barred by the law of the place of residence of the 
defendant is barred in the state in which the suit is brough 
in the same manner as if the action had arisen in that stat, 
If a statute of limitation of a state destroys not only the right 
of action but also the cause of action, it may be successfully 
invoked as a bar to the action in whatever state the action may 
be brought, but if it prescribes the effects of absence from the 
state with respect to the time when an action may be con. 
menced, and pertains solely to the remedy, and neither inte. 
prets, qualifies, nor extinguishes the right, it does not operate 
beyond the limits of such state. 

The general rule that, in determining whether the period g 
limitation has elapsed and .an action has become barred, the 
statute of limitations of the forum is to be consulted, has heey 
changed in probably all jurisdiction by statute, which provide 
in effect, although the terms vary greatly, that a cause of action 
arising in another jurisdiction and barred there shall be barred 
in the domestic courts. The converse is also true that if a right 
of action has not been barred by the statute of the jurisdiction 
wherein the cause originated, it is not barred by the statute 
of the forum. But a statute of this type may restrict, without 
enlarging, the statutory period of limitation prescribed by the 
lex fori. The general purpose of such a law will then be to giye 
to one sued in the state the benefit of a bar completed else 
where, in which such statute exists. His liability will continye 
until such time as the cause of action is either barred in q 
state where it arose, or until the debtor has lived within the 
state of the forum a sufficient length of time to bar it by the 
statute of such state. 

We have no knowledge as to whether the principles of the 
law as above stated and which are applicable in the United 
States, have application in the Dominion of Canada. There is, 
however, a probability that such is the case. 


Rates—Company Material—State vs. Interstate 


Tennessee.—Question: Have noticed your answer to “Ala 
bama,” on page 870 of the October 15th issue of the Traffic 
World, but cannot exactly reconcile the condition asked in con- 
nection with that question with that in ours as per page 368 
of the August 13th issue handled over signature of Tennessee.” 

In our case the rails were leased F. O. B. a point, as com- 
pared with which, the destination was an intrastate point, where 
as, in connection with the lumber the destination was not known 
to be intrastate or interstate and had it been intrastate the 
rate applicable on such class of traffic would have applied, but 
in any event the shippers would have been liable for charges 
to Birmingham since they made sale F. O. B. that point. Is not 
this conclusion correct? 


Answer: The only question at issue in either of the ar 
swers to which you refer is whether the haul to the point at 
which the consignee took possession of the goods was interstate 
or intrastate. As to the instance covered by our answer to 
“Tennessee,” on page 368 of the August 13, 1927, Traffic World, 
under the caption “Company Material Rates Applicable in Con- 
nection Therewith,’ we expressed the opinion that the move 
ment beyond C was interstate for the reason that the relation 
ship of shipper and carrier did not arise until the rails were de 
livered by the lessor railroad to the lessee at C. However, with 
respect to the instance covered by our answer to “Alabama,” on 
page 870 of the October 15, 1927, Traffic World, under the above 
caption, we expressed the opinion that the movement to Bir- 
mingham was interstate under the decision of the Commission 
in A. Bushnell vs. St. L.-S. F. Ry. Co., 46 I. C. C. 445. This, for 
the reason that the shipment when delivered to the carrier at 
Montgomery for transportation was consigned to an interstate 
destination. 

Weights and Weighing 

Illinois.—Question: With reference to the Traffic World of 
October 1, 1927, page 727, “Weighing Charges Inapplicable.” 

Our movement consists of cars loaded on our track and for- 
warded to industries within the city of Chicago. The commodity 
is scrap asbestos, and paper upon which we do not certify any 
weight on the bill of lading requesting that the cars be weighed 
and advise us net weight. 

The cars are handled by the Baltimore and Ohio Chicago 
Terminal and we have been, for a number of years, and are at 
the present time, assessed $1.35 weighing charge. ; 

Kindly clear up this item referred to above and advise 
if it will cover our problem and if we are entitled to place same 
before the carrier with request for refund through inform 
docket procedure. 

Answer: The report in Docket 18048, Archer Iron & Metal 
Co. vs. A. T. & S. F., to which you refer, is a report proposed 
by the Examiner, and not the final report of the Commission. 
However, apparently your shipments come within the purview of 
this report, and if adopted, a refund may be had through informal 
docket procedure, assuming the carriers will so handle your 
claims. In this connection, see our answer to “Illinois,” under 
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the above caption, on page 326, of the August 7, 1926, Traffic 
World. 
Storage—Non-Agency Stations 

Pennsylvania.—Question: We refer you to page 866 of the 
October 16th Traffic World, regarding liability of carriers at 
non-agency stations. Can you advise if there have been any 
court decisions stressing the Storage Tariff Provision that the 
carriers must notify, as you will note the tariff specifies that 
the consignee is entitled to notification. There is no exception 
made to non-agency station, and it seems that the carrier is 
obligated to notify the consignee in the regular manner. We 
believe, however, that the tariff cannot be construed as to 
making the carrier liable in the event that the notification is 
not given, and can only be applied in the cancellation of storage 
charges. Your views on the above subject will be very much 
appreciated. 

Answer: Inasmuch as there is no liability on the part of the 
carrier for goods delivered at non-agency stations, there can be, 
as we see it, no obligation on the part of the carrier to notify 
the consignee of the arrival of the goods at such stations. The 
notice of arrival which, under the storage tariff, is to be given, 
has reference to the accrual of storage but where, as at non- 
agency stations, the carrier does not undertake and is not 
obligated to store the goods, the provisions of the Storage Tariff 
have no application. 


Demurrage—Average Agreement—Intra-plant Switching 


Illinois —Question: We would be pleased to have your deci- 
sion on the following matter: In anticipation of the recent coal 
strike in Illinois and Indiana fields, we stored within our plant 
in the neighborhood of 4,200 tons of coal. At the termination 
of the strike, we loaded this coal in gondola equipment ordered 
from the railroad company for this purpose, making an intra- 
plant switch on each car. The charges assessed by the B. & O. 
C. T., the carrier handling this traffic, were $3.15 per car for the 
intra-plant switch, and $2 per day demurrage for each car, with 
no free time allowed, the charges being assessed under authority 
of the B. & O. C. T. Railroad Company’s Tariff I. R. C. 154, 
L C. C. 327. 
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We are under the impression that 48 hours free time should 
be allowed for the loading of these cars, and an additional 4 
hours for the unloading of same. We shall be very glad to haye 
your opinion on this matter. 

Answer: In our opinion, you are correct in your interpr 
tation of the provisions of the tariff in question, and that, there. 
fore, you are entitled to 48 hours free time for loading ang an 
additional 48 hours free time for the unloading of the cats 
in question. 

Tariff Interpretation—Minimum Charge 

California.—Question: Kindly refer to your reply to “Mic. 
igan,” under the above caption, on page 868 of the October 45 
1927, issue, and your various replies contending that Rule No 
13 of C. F. C. No. 4 under its terms, relates solely to C. L, g 
L. C. L. shipments, claiming that there is no provision therejp 
for a minimum charge on an any-quantity shipment. 

If you will refer to Section No. 1, Rule No. 16, you will note 
that this covers freight for which neither C. L. nor L. ¢, |, 
ratings are shown. This rule provides rate on an any-quantity 
shipment when neither C. L. nor L. C. L. is specified in the 
description of article, and that the rating provided shall apply, 
subject to Rule No. 18. 

We interpret that Rule No. 16 applies on shipment in ques 
tion subject to exceptions in Rule No. 13, and paragraph D, 
Section No. 1, Rule No. 13 states that in no case shall the 
charge on any shipment be less than 50 cents, which, in oy 
opinion, is the proper charge to apply. We would be pleased ty 
have you reconsider your reply, advising if paragraph D woul 
not establish the charge on shipment in question. 

Answer: While it is true that Rule 16 relates to any quan 
tity shipments and, that it makes cross reference to Rule 1}, 
we cannot, as we have stated, see how this cross reference 
can give to Rule 13 a broader application than the terms thereof 


Rule 13, as we read it, applying only to carload and less-thap. 
carload shipments. 





TENTATIVE VALUATION REPORTS 


Yosemite Valley Railroad Co., supplemental valuation, as of June 
30, 1916, $3,291,492. 


Docket of the Commission 


NOTE—items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

October 31—Washington, D. C.—Examiner Sullivan: 

Finance No. 6161—Application of Gainesville Midland R. R. for au- 
thority to acquire a one-half control of the Athens Terminal Co. 
by purchase of capital stock. 

October 31—Argument at Washington, D. C.: 

|. & S. 2962—Transit on logs and lumber from Northwestern points 
to Eastern destinations, Transcontinental. 

18611—National Association of Hat Manufacturers, Inc., et al., vs. 
Alabama & Vicksburg Ry. et al. 

October 31—Washington, D. C.—Examiner Boyden’ 

Valuation No. 1063—In re tentative valuation of the property of 
the Rio Grande Southern R. R. 

October 31—Washington, D. C.—Examiner Corbitt: 

Valuation No. 1062—In re tentative valuation of the property of the 
Chicago Heights Terminal Transfer R. R. 

October 31—Portland, Ore.—Special Examiner Rogers: 

19299—Railroad Commission of Wisconsin vs. A. & R. R. R. et al. 
(further hearing). 

November 1—St. Louis, Mo.—Examiner Ames: 

19594—-Transfer of Freight within St. Louis and East St. Louis by 
dray and truck for and on behalf of railroads. 

1. & S. 2934 (and ist supplement)—Off-track station and construc- 
tive receipt and delivery of freight at St. Louis, Mo., and East St. 
Louis, Ill. 

November 1—Washington, D. C.—Examiner Money: 

18112—The Atlas Portland Cement Co. vs. C. R. R. of N. J. et al. 

18744—The Glens Falls Portland Cement Co. vs. B. & A. R. R. et al. 

—— American Cement Corp. vs. Aroostook Valley R. R. 
et al. 

November 1-2—Argument at Washington, D. C.: 

Finance No. 6113—Application Chesapeake & Ohio Ry. for authority 
to issue additional shares of common stock. 

Finance No. 6114—Application Chesapeake & Ohio Ry. for authority 
to acquire control of the Erie R. R. and the Pere Marquette Ry. 
by purchase of capital stock. 

November 3—Washington, D. C.—Examiner Sullivan: 

Finance No. 6479—Application of Georgia, Florida and Alabama R. 
R. for authority to issue securities. 

Finance No. 6480—Application of Georgia, Florida and Alabama R. R. 
for authority to acquire and operate the Georgia, Florida and 
Alabama Ry. 

Finance No. 6478—Application of Seaboard Air Line Railway for 
authority to acquire control of the Georgia, Florida and Alabama 
Railroad by purchase of stock and by lease of its railroad. 

November 3—Scranton, Pa.—Public Service Commission of Pennsyl- 
vania: 

* Finance No. 6473—In the matter of the application of the Delaware 
& Hudson Co. for certificate of public convenience and necessity 
authorizing the abandonment of the line of its Honesdale Branch. 

November 3—Kansas City, Mo.—Examiner Steer: 

1. & S. 2990—Absorption of drayage charges on lead or zinc ore or 
concentrates by Southwest Missouri R. R. 


November 3—Argument at Washington, D. C.: 
15966—Canadian Oil Companies, Ltd., vs. L. & N. R. R. et al. 
13546—Kanawha Black Band Coal Co. et al. vs. C. & O. Ry. et al. 
— ae Black Band Coal Co. et al. vs. Kanawha Central 
Ve. Ct Ut. 
November 3—Columbia, S. C.—Examiners Copenhafer and Parker: 
17000—-Rate Structure Investigation—Part 9, Live Stock, Southern 
Territory rates. 
18487—-Atlanta Live Stock Dealers et al. vs. L. & N. R. R. et al. 
18500—Southeastern Live Stock Association vs. A. & R. R. R. etal. 
18559—Kentucky Farm Bureau Federation vs. C. & O. Ry. et al. 


November 3—Washington, D. C.—Examiner Davis: 

Finance No. 4818—Application of Chesapeake & Ohio Ry. for au- 
thority to construct lines of railroad in Mingo, Wyoming & Ral- 
eigh counties, W. Va. 

Finance No. 5161—Application of Guyandot & Tug River R. R. for 
ew to construct a railroad in Mingo and Wyoming counties, 


> va. 
Finance No. 6067—Application of Virginia & Western Ry. for av- 


thority to construct a line of railroad in Wyoming and Mingo 
counties, W. Va. 


November 4—Lemmon, S. D.—Examiner Kerwin: 
* 19606—Lemmon Grocery and Produce Co. vs. C. M. & St. P. Ry. 
November 4—Argument at Washington, D. C.: 
a “7 e Falls Live Stock Exchange et al. vs. A. T. & SF 
y. et al. 
14617—Acme Brick Co. et al. vs. A. & M. R. R. et al. 
15692—Oklahoma Brick Manufacturers Assn. vs. A. & S. Ry. etal. 
ae Gas Belt Brick Manufacturers Assn. vs. A. & S. RY. 
et al. 
15467—Acme Brick Co. et al. vs. A. & S. Ry. et al. 
15738—Acme Brick Co. et al. vs. A. & S. Ry. et al. 
9702—Memphis Southwestern Investigation (and consolidated cases): 


November 5—Duluth, Minn.—Examiner Hagerty: 
19946 (and Sub. 1)—Cutler-Magner Co. vs. C. M. & St. P. Ry. 


November 7—Kansas City, Mo.—Examiner Steer: 
19792—-J. A. Folger & Co. vs. A. T. & S. F. Ry. et al. 
19897—The Builders’ Assn. of Kansas City, Mo., Inc., vs. C. B. & 
Q. R. R. et al. 
November 7—Missoula, Mont.—Examiner Kerwin: 
Finance No. 6367—In the matter of the application of the Norther 
Pacific Ry. for a certificate of public convenience and necessity. 
November 7—Washington, D. C.—Examiner Howell: 
18740—Central Leather Co. et al. vs. A. C. & Y. Ry. et al. 
18842—J. G. Curtis Leather Co. vs. A. T. & S. F. Ry. et al. 
19208—Armour & Co. et al. vs. A. C. & Y. Ry. et al. 


November 7—Atlanta, Ga.—Examiners Copenhafer and Parker: 
417000—Rate Structure Investigation—Part 9, Live Stock, Souther 
Territory rates. 
18487—Atlanta Live Stock Dealers et al. vs. L. & N. R. R. et oh 
18500—Southeastern Live Stock Association vs. A. & R. R. R. et 
18559—Kentucky Farm Bureau Federation vs. C. & O. Ry. et al. 
November 7—Washington, D. C.—Examiner Boyden: 


Valuation No. 1060—In re valuation of property of Union Pacific 
R, R. : 
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A. Rich Territory 


The Wabash Railway, first in Illinois and first in the entire 
Mississippi Valley—serves 531 cities and towns in eight states— 
comprising that great, rich and prosperous midwestern portion of 
the United States. 



















From the western banks of the Missouri River at Omaha, and 
Kansas City, to the Great Lakes at Detroit, Toledo and Buffalo, 
it traverses some of the most fertile agricultural lands of the entire 
country; lands which produce the world’s finest crops of grain 
and hay, wheat, corn, oats, rye, alfalfa, etc., the choicest fruits, 
finest cattle and the best poultry. 


In addition to serving this wonderful agricultural section, the 
Wabash serves many of the country’s greatest industrial centers— 
Chicago, St. Louis, Detroit, Kansas City, Omaha, Des Moines, 
| Toledo, Buffalo and more than five hundred other intermediate 
cities and towns. 


The Wabash territory is truly one of fertile lands, vast natural 
resources and great commercial activity. 





Wabash Railway 


SERVING SINCE 1838 






CHICAGO’ ST. LOUIS DETROIT KANSAS CITY 
BUFFALO DES MOINES TOLEDO OMAHA 


Route Your Freight Wabash 
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Valuation No. 329—In re Oregon-Washington R. R. & Navigation Co. 


et al. 
Valuation No. 962—In re St. Joseph and Grand Island Ry. 
Valuation . 1007—In re Oregon Short Line R. R. 
Valuation . 924—In re Ogden Union Ry. and Depot Co. 
Valuation No. 926—In re Northern Pacific Terminal Co. of Oregon. 
Valuation No. 946—In re Leavenworth Depot and R. R. Co. 
November 7—Washington, D. C.—Examiner Quimby: 
Valuation No. 902—In re tentative valuation of the properties of 
the New York, Chicago & St. Louis R. R. et al. 
Valuation No. 359—In re tentative valuation of the properties of the 
Lake Erie & Western R. R. and Northern Ohio Ry. 
November 7—Washington, D. C.—Examiner Folsom: 
Valuation No. 1 In re tentative valuation of the property of the 
San Diego & Arizona Ry. 
November 7—Corpus Christi, Tex.—Examiner Sullivan: 
Finance No. Application of San Antonio, Uvalde & Gulf R. R., 
for authority to operate the Port Terminal R. R. Facilities of 
Pueces County Navigation District No. 1 at Corpus Christi, Tex. 


November 7—Minneapolis, Minn.—Examiner Hagerty: 
20071—Delmar Co. et al. vs. C. M. & St. P. Ry. 
November 7—Florence, Ala.—Examiner Disque: 
19746—Muscle Shoals Traffic Bureau, for Florence Lumber Co., a 
corporation, et al. vs. L. & N. R. R. et al. 
19787—-Muscle Shoals Traffic Bureau for King Stove & Range Co. 
va. A. C. In KK RK. ot al. 


November 7—New York, N. Y.—Examiner Jewell: 
19779—Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 
November 7—Richmond, Va.—Examiner Harris: 
19827—-Standard Paper Manufacturing Co. vs. R. F. & P. Ry. et al. 
November 8—New York, N. Y.—Examiner Jewell: 
16531—The Hammersley Manufacturing Co. vs. Erie R. R. et al. 
17326—Clifton Paper Mills vs. N. Y. S. & W. Ry. et al. (further 
hearing, in respect of rates from New York, N. Y., and Hoboken, 
N. J., to Garfield and Passaic-Dundee, N. J.). 
November 8—Lynchburg, Va.—Examiner Harris: 
19558—Goshen Veneer Co. vs N. & W. Ry. et al. 


November 8—Minneapolis, Minn.—Examiner Hagerty: 
1. & S. 2993—Eges from Hutchinson, Minn., to Chicago, II. 
November 8—Kansas City, Mo.—Examiner Steer: 
17730—The Fredonia Linseed Oil Works Co. vs. A. & V. Ry. et al. 
20120—Rudy-Patrick Seed Co. et al. vs. A. & S. Ry. et al. 
November 9—Birmingham, Ala.—Examiner Disque: 
19922 ar Sub. 1)—Hammond Motor Co. et al. vs. A. G. S. R. R. 
et al. 
* 20026 (and Sub. 1)—Hammond Motor Co. vs. M. & O. R. R. 
November 9—Washington, D. C.—Examiner Gray: 
Valuation No. 1066—In re tentative valuation of the property of the 
Toledo Terminal R. R. 
November 9—Minneapolis, Minn.—Examiner Hagerty: 
19936—-Hudson Manufacturing Co. vs. C. M. & St. P. Ry. et al. 
20095—-Page & Hill Co. vs. C. M. & St. P. Ry. et al. 
November 9—Roanoke, Va.—Examiner Harris: 
19903—J. W. Gillaspie vs. N. C. & St. L. Ry. et al. 
20086—-Sumter Packing Co. vs. A. C. L. R. R. et al. 
November 9—Paris, Tex.—Examiner Fleming: 
19791—_Cummer Manufacturing Co. of Tex. vs. A. T. & S. F. Ry. et al. 


November 9—Houston, Tex.—Examiner Sullivan: 
Finance No. 6400—Application Northside Belt Ry. for authority to 
operate a line of railroad in Harris County, Tex. 


November 9—Washington, D. C.: 
Ex Parte No. 91—General Revision of Accounting Rules for Steam 
Railroads. 
15100—Depreciation Charges of Steam Railroads. 
14700—Depreciation Charges of Telephone Companies. 
November 9—Argument at Washington, D. C.: 
1. & S. 2917—Livestock from Western points to Chicago Milwaukee 
Territory. 
November 9—Washington, D. C.—Examiner Walton: 
Valuation No. 1067—In re valuation of the property of the Union 
Stock Yards Co. of Omaha (Ltd.). 


November 10—New York, N. Y.—Examiner Jewell: 
17607—John A. Fiero et al. vs. Penna. R. R. 
19615—George T. Thompson et al. vs. B. R. & P. Ry et al. 


November 10—Birmingham, Ala.—Examiner Disque: 
19939—Birmingham, Rail and Locomotive Co. vs. A. B. & A. Ry. 
and B. L. Bugg, receiver, et al. 
20036—Leake and Goodlett et al. vs. A. G. S. R. R. et al. 
% = (and Sub. Nos. 1 to 5, incl.)—Cameron Auto Co. vs. T. & P. 
y. 
November 10—Minneapolis, Minn.—Examiner Hagerty: 
a Hudson Manufacturing Co. vs. C. St. P. M. & O. Ry. 
et al. 


November 10—Kansas City, Mo.—Examiner Steer: 
Consumers’ Material Corp. vs. A. T. & S. F. Ry. et al. 


November 10—Dallas, Tex.—Examiner Fleming: 
17752—Dallas Paper Co. vs. A. & L. M. Ry. et al. 
November 10—Washington, D. C.—Examiner Weems: 
1. & S. 2983—Cancellation Transcontinental Class and Commodity 
Rates to and from Florida. 
1. & S. 2983 (1st supplemental order)—Cancellation Transcontinental 
class and commodity rates to and from Florida. 
* |, & S. 2983 (2nd supplemental order)—Cancellation Transcontinental 
Class and Commodity Rates to and from Florida. 
November 10—Denver, Colo.—Special Examiner Rogers: 
19299—Railroad Commission of Wisconsin vs. A. & R. R. R. et al. 
(further hearing). 
November 10—Argument at Washington, D. C.: 
18657—Swift & Co. vs. L. & N. R. R. et al. 
19184—Armour & Co. et al. vs. Term. R. R. Assn. of St. Louis et al. 
17669—Strauss & Adler, Inc., vs. Erie R. R. et al. 
17924—Swift & Co. et al. vs. A. T. & S. F. Ry. et al. 
18536—Louis Burk, Inc., et al. vs. B. & O. R. R. , 
17924, ar 1—Birmingham Packing Co. et al. vs. A. T. & S. F. Ry. 
et al. 
November 10—Louisville, Ky.—Examiners Copenhafer and Parker: 
17000—Rate Structure Investigation—Part 9, Live Stock, Southern 
Territory rates. 
18487—Atlanta Live Stock Dealers et al. vs. L. & N. R. R. et al. 
18500—Southeastern Live Stock Association vs. A. & R. R. R. et al. 
18559—-Kentucky Farm Bureau Federation vs. C. & O. Ry. et al. 


THE TRAFFIC WORLD 





Vol. XL, No. jf 


November 11—Minneapolis, Minn.—Examiner Hagerty: 
19997—-Alberta Coal Sales Co. et al. vs. Can. Natl. Rys. et al, 

November 11—New York, N. Y.—Examiner Jewell: 
18296—Norfolk Tallow Co. et al. vs. C. & O. Ry et al. 


November 11—Seattle, Wash.—Examiner Kerwin: 
Finance No. 5901—In the Matter of the Application of the Northen 
Pacific Ry. for permission to abandon a certain line of railroag 


November 11—Dallas, Tex.—Examiner Fleming: 
= (and ae 1)—Huey and Philp Hardware Co. et al. vs. A, &V 
y. et al. ‘ 
November 11—Argument at Washington, D. C.: 
a a Agricultural Chemical Corp. vs. C. C. C. & St. 1, 
y. et al. 
18799—Dodge County Lumber Company vs. A. C. L. R. R. et al, 
18866—Alcolu Railroad Company vs. A. C. L. R. R. 
November 11—Kansas City, Mo.—Examiner Steer: 
1. & S. 2982 and (1st supplement)—Soft coal from Illinois mines to 
Kansas and Missouri points. 
* 1, & S. 2982 (2nd supplemental order)—Soft coal from Illinois ming 
to Kansas and Missouri points. 
November 12—Asheville, N. C.—Examiner Harris: 
19907—Western Carolina Shippers Assn. et al. vs. A. C. L. R. R. et aj, 
Portions Fourth Section Application No. 1625 and 1780 of C. C. Me. 
Cain, 2055 and 2060 of J. F. Tucker, Agt., and 1548 of Southern Ry, 
20052—Western Carolina Shippers’ Assn. et al. vs. N. & W. Ry. etal, 


November 14—Selma.—Examiner Disque: 
20062—V. B. Atkins Grocery & Commission Co. et al. vs. A. G. § 
R. R. et al. 
November 14—Denver, Colo.—Examiner Kettler: 
1. & S. 2970—Dried beans and other vegetables from Wyoming points 
to interstate destinations. 
* 20027—The Trinidad Bean & Elevator Co. vs. C. B. & Q. R. R, 


November 14—Washington, D. C.—Examiner Howell: 
20138—The Jessup & Moore Paper Co. vs. A. C. & Y. Ry. et al. 
November 14—Fulton, Ky.—Examiner Sullivan: 
Finance No. 6496—Application Mobile & Ohio R. R. for authority 
ow — line of railroad between Columbus and South Colum. 
us, Ky. 
November 14—Washington, D. C.—Examiners Marchand and Faris: 
Valuation No. In re tentative valuation of the property of the 
D. i & W. &.. R..ot al. 
Valuation No. 890—Harlem Transfer Co. 
Valuation No. 891—Lackawanna & Montrose R. R. 
Valuation No. 899—Sussex R. R. Co. 


November 14—Dallas, Tex.—Examiner Fleming: 
19926 (and Sub. 1)—Advance-Rumeley Thresher Co., Inc., et al. vs, 
A. & V. By. ot al. 
November 14—Asheville, N. C.—Examiner Harris: 
19898—Western Carolina Shippers’ Assn. et al. vs. Asheville South- 
ern Ry. et al. 
Portions Fourth Section Applications Nos. 542, 3965, 1952 and 1548, 
November 14—New York, N. Y.—Examiner Jewell: 
19863—-New York Wire Cloth Co. vs. Penna. R. R. et al. 
19847—Cook, Swan & Young Corp. et al. vs. A. N. R. R. et al. 


November 14—Cumberland, Md.—Examiner Smith: 
19841—Cumberland Cement and Supply Co. vs. B. & O. R. R. et al. 
November 14—Philadelphia, Pa.—Examiner Smith: 
19576—Peninsula Exchange, Inc., vs. A. C. L. R. R. et al. 


November 14—Chicago, Ill.—Examiner Hagerty: 
1. & S. 2985—Paper boards, carloads, between Western Trunk Line 
points. 


November 15—Washington, D. C.—Examiner Freeland: 
* Finance No. 4644—Deficit Status of Fairport, Painesville & Eastern 
R. R. (for the taking of evidence). 
November 15—Denver, Colo.—Examiner Kettler: 
19018—Deline Manufacturing Co. vs. C. B. & Q. R. R. et al. 
19846—American Crate and Basket Co. vs. Union Pacific R. R. et al. 


November 15—Chicago, Ill.—Examiner Butler: 
ae Poultry, Butter and Egg Assn. et al. vs. A. &R 
. R. et al. 


November 15—Chicago, Ill.—Examiner Hagerty: 
1. & S. 2988—Cement, carloads, from Linwood, Ia., to points in Ill. 


November 15—New York, N. Y.—Examiner Jewell: 
19859—-Atlantic Terra Cotta Co. et al. vs. A. & W. P. R. R. et al. 
19885—Durabilt Steel Locker Co. vs. N. Y. C. R. R. et al. 


November 15—Philadelphia, Pa.—Examiner Smith: 
20065—E. I. DuPont de Nemours & Co. vs. A. & W. P. R. R. et al. 


November 15—Washington, D. C.—Examiner Hays: 

Valuation No. 1068—In re tentative valuation of the property of the 
B. & O. R. R. et al. 

Valuation No. 1071i—In re B. & O. C. Term. R. R. and Lyons and 
Chicago R. R. 

Valuation No. 1014—In re Indian Creek Valley Ry. 

Valuation No. 1009—In re Staten Island Rapid Transit Ry. and 
Staten Island Ry. 

Valuation No. 997—In re Coal and Coke Ry. 

Valuation No. 981—In re Tylerdale Connecting R. R. 

Valuation No. 994—In re Little Kanawha R. R. 

Valuation No. 984—In re Belington & Northern R. R. 

Valuation No. 993—In re Dayton & Union R. R. 

Valuation No. 995—In re Morgantown and Kingwood R. R. 


November 16—Oklahoma City, Okla.—Examiner Keeler: 
* 19956—The City of Oklahoma City, Okla., vs. A. T. & S. F. Ry. et 


al. 
* 15995—Corporation Commission of the state of Oklahoma vs. A. T. 
& S. F. Ry. et al. 
November 16—Charleston, W. Va.—Examiner Smith: 
19959—West Virginia Brick Co. vs. A. & R. R. R. et al. 
19955—West Virginia Brick Co. et al. vs. Hocking Valley Ry. et al. 
November 16—Chicago, Ill.—Examiner Hagerty: 
1. & S. 2989—Combination rule of brick and related articles in West 
ern Trunk Line territory. 
November 16—Meridian, Miss.—Examiner Disque: 
19850—Meridian Traffic Bureau vs. C. & G. Ry. et al. 
November 16—New York, N. Y.—Examiner Jewell: 
19888—Tobacco Foil Co. vs. R. F. & P. R. R. et al. 
November 16—Philadelphia, Pa.—Examiner Smith: 
19152—The Viscose Co. ys. A. G. S. R. R. et al. 
19972—Bethlehem Steel Co. vs. A. C. L. R. R. et al. 
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THE TRAFFIC WORLD 


WEST VIRGINIA 


The World’s Richest Fuel Commissary 


Situated in the heart of the great Appalachian Mountain section, skirted on the west 
by the Ohio River and drained centrally by the Great Kanawha and its tributaries, 
West Virginia, with its natural resources of coal, oil, gas, etc., is an empire within 
itself. 


The importance of the State in population, industry, transportation and opportuni- 
ties, is briefly sketched below: 


POPULATION: Has increased from 958,800 in 1900 to 1,463,- 
701 in 1925, and to an estimated population of 1,700,000 in 1926. 
Labor, which is four per cent or less foreign notwithstanding 
extensive mining operations, is efficient and extremely favorable 
for industrial development. Located on the border between 
the North and South, manufacturers can, if necessary, draw 
experienced help from the eastern portion of the country. 


INDUSTRY: Among its many industries are coal, oil, natural 
gas, lumber, freight cars, window glass, bottles, fruit jars, 
chemicals and dye stuffs, cement, sewer pipe, furniture, leather, 
iron and steel articles. The value of its manufactured products 
increased from $67,000,000.00 in 1900 to $470,000,000.00 in 1925. 
Individual bank deposits are ten times what they were in 1900. 
Expenditures for highways, public schools, etc., have kept pace 
with the growth of the State. 


TRANSPORTATION: The CHESAPEAKE AND OHIO RAIL- 
WAY serves literally the heart of the State, with a double 
track line from the seaboard at Hampton Roads through the 
valleys of the Greenbrier, New and Great Kanawha Rivers and 
on to Cincinnati, Louisville, Columbus, and Chicago. 


OPPORTUNITIES: West Virginia’s industrial opportunities 
are the result of low cost production and economic distribution 
to large consuming areas. A great output of high grade fuels— 
coal, oil and gas—as well as cheap electric power, favorable 
labor and other conditions, insures low manufacturing cost. The 
territory around Charleston on the Great Kanawha River and 
Huntington on the Ohio River is extremely favorable for indus- 
trial development. These two cities are the most progressive 
in the State. 


Your industry will be more successful in this section. Ask our Industrial Depart- 
ment for data so that you may analyse the situation. 


Industrial Department 


The Chesapeake and Ohio Railway 
RICHMOND, VIRGINIA 
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November 16—Washington, D. C.—Commissioners Campbell and Mc- 
Manamy and Examiners Koch and McGrath: 
1. & S. 2967—Lake Cargo Coal from Ky., Tenn., Va. and W. Va. to 
Lake Erie Ports. 
I. & S. 2975—Coal from Pennsylvania Mines to Cleveland, O., for 
trans-shipment beyond. 
November 16—San Francisco, Cal.—Examiner Kerwin: 
1. & S. 2991—Tin plate from San Francisco Bay Points to Sacra- 
mento, Calif. 
November 16—Argument at Washington, D. C.: 
17128—Taylor Produce Co. et al. vs. A. C. L. R. R. et al. 
17632—Harry J. Lewis Co. et al. vs. Nfk. Sou. R. R. et al. 
|. & S. 2521—Potatoes from Southeastern and Carolina territories to 
Northern and Western points. 
17817—Chicago Gravel Co. et al., vs. A. T. & S. F. Ry. et al. 
November 17—Harrisburg, Pa.—Examiner Carney: 
* 19978—Standard Plate Glass Co. vs. B. & O. R. R. et al. 
* 18718—American Window Glass Co. vs. B. & O. R. R. et al. (further 
hearing). 
November 17—San Francisco, Calif.—Examiner Kerwin: 
* Fourth Section Application No. 13201, filed by Agent Gomph. 
November 17—Atlanta, Ga.—Examiner Harris: 
* 19759—L. E. Holloway & Co. vs. A. B. & A. Ry. 
ceiver) et al. 
19938—International Agricultural Corp. et al. vs. I. C. R. R. et al. 
November 17—Newark, N. J.—Board of Public Utility Commissioners: 
* Finance No. 6386—Application of New York, Susquehanna & West- 
ern R. R., for authority to abandon a branch line in Warren 
county, N. J. 
November 17—New York, N. Y.—Examiner Jewell: 
19940—Burroughs Adding Machine Co. vs. Wab. Ry. et al. 
20105—Bronfman Coal Co. vs. Erie R. R. et al. 


November 17—Charleston, W. Va.—Examiner Smith: 
19589—-A. Keathley vs. L. & N. R. R. et al. 
November 17—Chicago, Ill.—Examiner Hagerty: 
19912—Armour & Co. (lIll.) et al. vs. A. T. & S. F. Ry. et al. 


November 17—Pueblo, Colo.—Examiner Kettler: 

19989—The Jewell Co., Inc., vs. Mo. Pac. R. R. et al. 
* 19895—The Nuckolls Packing Co. vs. A. T. & S. F. Ry. et al. 
November 17—Ft. Worth, Tex.—Examiner Fleming: 

17309—-Texas Pacific Coal & Oil Co. vs. A. T. & S. F. Ry. et al. 


November 17—St. Joseph, Mo.—Examiner Steer: 
20008—Mueller-Keller Candy Co. et al. vs. A. T. & S. F. Ry. et al. 


November 17—Argument at Washington, D. C.: 
14778—City of Los Angeles vs. Los Angeles and Salt Lake et al. 
Finance No. 3556—Application of the Southern Pacific Co. and 
Southern Pacific R. R. for certificate of public convenience and 
necessity. 


November 17—Washington, D. C.—Examiner Johnston: 
Valuation No. 1070—In re tentative valuation of the property of 
the Grand River Valley Ry. 


November 18—Chicago, Ill—Examiner Hagerty: 
19899 (and Sub. 1)—Armour & Co. (Ill.) et al. A. T&S ¥. 


et al. 
20122—-Albert Lea Packing Co. et al. vs. A. T. & S. F. Ry. et al. 


November 18—Omaha, Neb.—Examiner Steer: 
1. & S. 2962 (and ist and 2nd supplements)—Routing lumber from 
Blytheville, Leachville and Arkansas Southern R. R. station to 
Western pts. 


November 18—Atlanta, Ga.—Examiner Harris: 
i ee Wood Products Co. vs. Marianna & Blountstown 
. R. et al. 


November 18—San Francisco, Cal.—Examiner Kerwin: 
20097—-Big Lakes Box Co. et al. vs. Southern Pacific Co. et al. 


November 18—Salt Lake City, Utah.—Special Examiner Rogers: 
Ee or Coal Co. et al. vs. L. A. & S. L. R. R., Director Gen- 
eral, et al. 


November 18—Argument at Washington, D. C.: 
17468—Philip Carey Co. et al. vs. A. T. & S. F. Ry. et al. 
16364—Joint Council of the International Apple Shippers Assn. et al. 
vs. Erie et al. 
17573—Charles A. Krause Milling Co. vs. B. & O. R. R. et al. 


November 18—Ft. Worth, Tex.—Examiner Fleming: 
17498—Litwood Oil and Supply Co. et al. vs. A. T. & S. F. Ry. et al. 
17441—-Transcontinental Oil Co. vs. St. L.-S. F. Ry. et al. 
17459—Texhoma Oil and Refining Co. vs. C. R. I. & P. 7, et al. 
16272—Lone Star Gas Co. vs. A. T. & S. F. Ry. 
18576—Oriental Oil Co. vs. A. T. & S. F. Ry. et al 
19928—Skelley Oil Co. vs. A. T. & S. F. Ry. et al. 


November 18—New Orleans, La.—Examiner Disque: 

a ae Orleans Joint Traffic Bureau et al. vs. Ark. & La. Mo. 
y. et al. 

20061—The Southern Cotton Oil Co. vs. A. G. S. 


November 18—New York, N. Y.—Examiner Jewell: 
20123—United States Bung Mfg. Co. vs. B. & O. R. R. et al. 
20140—Luzerne Paper Corp. vs. N. Y. N. H. & H. R. R. et al. 


November 18—Oklahoma City, Okla.—Commissioner Woodlock and/or 

Examiner Mattingly: 

17000—Rate Structure Investigation, Part 3, Cotton. 

18390 (and Sub. Nos. 1 to 10, inclusive)—Arkansas Cotton Growers’ 
Co-operative Association vs. A. & R. R. R. et al. 

18570—Mississippi Railroad Commission et al. vs. A. & R. R. R. et al. 

18883 (and Sub. 1)—M. H. Reed & Co. vs. A. & S. Ry. et al. 

18932—Corporation Commission of Oklahoma vs. A. T. & S. F. Ry. 





(B. L. Bugg, re- 


VS. 





(further hearing). 


RB. BR. ot al. 


et al. 
19180—California-Arizona Cotton Association vs. 


a. FT. eT. F. Ry. 
et al. . 
19211—-State Docks Commission vs. Southern Ry. et al. 
November 18—Washington, D. C.—Examiner Howell: 
19995—-Newport News Shipbuilding & Dry Dock Co. vs. B. & O. 
R. R. et al. 


November 19—Argument at Washington, D. C.: 

17400—Appalachian Power Co. et al. vs. N. & W. Ry. 

1. & S. 2912—Crushed Stone for Gibsonburg, Maple Grove and Wood- 
ville, O., to Detroit, Mich. 

1. & S. 2924—Import and coastwise rates on sugar from New Orleans 
to Oklahoma. 

1. & S. 2891 (and ist supplement)—Sugar import and coastwise, from 
Texas Gulf ports to Oklahoma. 


November 19—Easton, Pa.—Examiner Smith: 
19810—Individual Drinking Cup Co., Inc., vs. A. C. & Y. Ry. et al. 





November 19—Cincinnati, O.—Examiner Smith: 
a Cincinnati Builders’ Supply Co. et al. 
et al. 


November 21—Washington, D. C.—Assistant Director Burnside: 

* Finance No. 1165—In the Matter of the Application of the New York 
Central R. R. for authority to acquire control of the Chicag 
River & Indiana R. R. and Chicago Junction Ry. 4 

November 21—Watertown, N. Y.—Examiner Smith: 

* 19694 (and Sub. 1)—The St. Regis Paper Co. vs. A. T. & §. PF Ry. 
et al. » Ry. 

November 21—Mobile, Ala.—Examiner Disque: 

* |, & S. 2987—Switching at points on Columbus & Greenville Ry, and 
Mobile & Ohio R. R. whi 

November 21—Watertown, N. Y.—Examiner Smith: 

* 19692—Tagegart Bros. Co., Inc., vs. A. T. & S. F. Ry. et al. 

* 19703—The St. Regis Paper Co. vs. A. A. R. R. et al. 


November 21—New York, N. Y.—Examiner Jewell: 
19836—Hills Brothers Co. of Florida vs. A. C. L. R. R. et al, 


November 21—Atlanta, Ga.—Examiner Harris: 
* 19929-—-W. B. Roddenbery et al. vs. A. C. L. R. R. et al. 


November 21—Washington, D. C.—Examiner Howell: 

* 16166—Cumberland Cedar Works et al. vs. N. C. & St. L. Ry. et ql 
* 16792—American Lead Pencil Co. vs. Erie R. R. et al. ‘ 
* 16905—F. & O. Cedar Works, Ltd., vs. Penna. R. R. et al. 

* 19793—Gulf Red Cedar Co. vs. N. C. & St. L. Ry. et al. 





vs. B. & QO, RR 




















































































































* 20017—American Lead Pencil Co. et al. vs. A. C. L. R. R. et al, 
November 21—Cincinnati, O.—Examiner Smith: 
* 20079—The Newport Rolling Mill Co. vs. A. T. & S. F. Ry. et al, 
November 21—Pittsburgh, Pa.—Examiner Carney: 
* 19886—Graff-Kittanning Clay Products Co, vs. A. C. R. R. et al, 
November 21—Chicago, Ill—Examiner Hagerty: 
* 19966—Swift & Co. vs. A. T. & S. F. Ry. et al. 
November 21—Roswell, N. M.—Examiner Kettler: 
19616 (and Sub. 1 and 2)—W. G. Head vs. A. T. & S. F. Ry. etal 
19853—Artesia Alfalfa Growers’ Assn. et al. vs. A. T. & S. F, Ry, 
et al. 


November 21—San Francisco, Calif.—Examiner Kerwin: : 
19595 (and Sub. 1)—Atlantic Fish Co. et al. vs. Can. Natl. Rys. etal 
19990—-George Russell Reed Co. vs. A. T. & S. F. Ry. et al. 

November 21—St. Louis, Mo.—Examiner Steer: 

15382 (and Sub. 1)—Tidal Refining Co. et al. vs. A. T. & S. F. Ry, 
et al. 

15620—The Carter Oil Co. vs. A. T. & S. F. Ry. et al. 

16803—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 

19608—Skelly Oil Co, vs. A. T. & S. F. Ry. et al. 

19829—The Carter Oil Co. vs. A. T. & S. F. Ry. et al. 

19891—The Carter Oil Co. vs. A. T. & S. F. Ry. et al. (further hear. 
ing). 

November 21—Argument at Washington, D. C.: 
18267—Wisconsin Lime & Cement Co. vs. A. T. & S. F. Ry. 
17906—National Canners Assn. et al. vs. A. A. R. R. et al. 
19080—North Shore Material Co. et al. vs. C. M. & St. P. Ry. etal 
16747 (and Sub. No. 1)—Geo. W. Pyott Sand & Gravel Co. et al 

vs. Santa Fe et al. 

November 22—Pittsburgh, Pa.—Examiner Carney: 

* 20039—National Mortar & Supply Co. vs. A. A. R. R. et al. 

November 22—New York, N. Y.—Examiner Jewell: 

* 20060—The Best Foods, Inc., vs. A. T. & S. F. Ry. et al. 

November 22—Valdosta, Ga.—Examiner Harris: 

* 19543—Home Builders Supply Co. vs. A. C. L. R. R. et al. 

* 20092—Traffic Bureau, Valdosta Chamber of Commerce, Inc., vs. A 

© & K.. R. et al 

November 22—Mobile, Ala.—Iixaminer Disque: 

* 20057—Alabama, Tennessee & Northern R. R. vs. Southern Ry. et al. 

November 22—Roswell, N. M.—Examiner Kettler: 
19830—Joyce Pruit Co. vs. A. T. & S. F. Ry. et al. 

November 22—San Francisco, Calif.—Examiner Kerwin: 
1. & S. 2983 (and 1st supplement)—Cancellation Transcontinental 

Class and Commodity Rates to and from Florida. (Further hear- 
ing.) 

* |, & S. 2983 (2nd supplemental order)—Cancellation Transcontinental 

Class and Commodity Rates to and From Florida. 

November 22—Argument at Washington, D. C.: 

18208 (and Sub. Nos. 1 to 5, incl.)—Oklahoma Portland Cement (0. 
ve... EB. T. R.. Reet al. 

18418 (and Sub. 1)—Manville Jenckes Co. vs. A. C. & Y. Ry. et al. 

17930—United Verde Copper Co. et al. vs. A. T. & S. F. Ry. etal. 

18271—John F, Barker Produce Company et al vs. Arizona Eastef 
HR. RH. et al. 

November 23—Indianapolis, Ind.—Examiner Smith: 

* 19665—Alexandria Paper Co. vs. A. T. & S. F. Ry. et al. 

November 23—Pittsburgh, Pa.—Examiner Carney: 

* 18368—National Tube Co. vs. Director General, as agent. 

November 23—Chicago, Ill.—Examiner Hagerty: 

* 19856—Poehlmann Brothers Co vs. L. & N. R. R. et al. 

November 23—New York, N. Y.—Examiner Jewell: 

* 2000i1—Arthur Delapierre, Inc., vs. A. & S. R. R. et al. 


November 23—Mobile, Ala.—Examiner Disque: 
* 19877—Cotton Mill Products Co. vs. A. G. S. R. R. 


November 23—Argument at Washington, D. C.: 
18398—Elliott Jones & Co., Inc., vs. A. & W. P. R. R. et al. 
19214—Westchester Lighting Co. vs. N. Y. N. H. & H. R. R. 
19075—Bakelite Corp. vs. Penna. R. R. 7 
19191—The Birch Valley Lumber Co. vs. Strouds Creek & Muddlet) 
R. R. et al. 
November 23—Washington, D. C.—Examiner Walter: ‘ 
Valuation No. 1056—In re tentative valuation of the property 
Richmond Belt Ry. 
November 25—Indianapolis, Ind.—Examiner Smith: ; 
* 15341—C. F. Carpenter vs. Cent. Vt. Ry. et al. (further hearing). 
November 25—Charleston, S. C.—Examiner Harris: 
* 20078—The Port Utilities Commission of Charleston, S. C., 
more & Carolina S. S. Co. of Baltimore City. 
November 25—Chicago, Ill—Examiner Hagerty: 
* 19977—R. E. Funsten Co. et al. vs. A. T. & S. F. Ry. et al. 
November 25—New York, N. Y.—Examiner Jewell: 
* 19889—Dexter Sulphite Pulp & Paper Co. et al. vs. 
et al. 
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Calmar Steamship Corporation 


CALMAR LINE 
COAST-TO-COAST 


Philadelphia 


Arrive — Depart 





Baltimore 


Los Angeles | San Francisco Portland Seattle 
Arrive — Depart 


Arrive — Depart | Arrive — Depart | Arrive — Depart | Arrive — Depart 


| YORKMAR | Sept.29 Oct. 8\Oct.10 Oct. 15|Nov. 5 Nov.10|Nov.12 Nov.15|Nov.17 Nov.19|Nov.21 Nov.23 
| MASSMAR |Oct.18 Oct.23/Oct.25 Oct.30|Nov.20 Nov.25|Nov.27 Nov.30|Dec. 2 Dec. 4|Dec. 6 Dec. 8 
| OAKMAR |Nov. 3 Nov. 8|Nov.10 Nov.15|Dec. 6 Dec. 11\Dec.13 Dec. 16|Dec.18 Dec.20|Dec.22 Dec.24 
| TEXMAR |Nov.18 Nov.23|Nov.25 Nov.30|Dec.21 Dec.26|Dec.28 Dec.31\Jan. 2 Jan. 4\Jan. 6 Jan. 8 


Voy. 
No. Ship 








SHIPPING INSTRUCTIONS 


On shipments moving via the port of BALTIMORE, consign 
carload and less than carload freight to Calmar Steamship Cor- 
poration, care of Moore & McCormack, General Agents, Canten 
Company, Pier 3, Canton, Baltimore, Md. Steamers will dock 
at Pier 3, Canton Company, Baltimore, Md. Shipments by express 
should be consigned to Calmar Steamship Corporation, care of 
Moore & McCormack, General Agents, Pier 3, Canton Company, 
Baltimore, Md. 


On shipments moving via the port of PHILADELPHIA, con- 
sign carloads and less than carloads, to Calmar Steamship 
Corporation, care of Moore & McCormack, General Agents, 
Bourse Building, Philadelphia, Pa. Steamers will dock at Pier 
27, North Wharves, Philadelphia. Shipments by express should 
be consigned to Calmar Steamship Corporation, care of Moore 
& McCormack, General Agents, Pier 27, North Wharves, Phila- 
delphia, Pa. 


For information regarding rates apply to 


Calmar Steamship Corporation, 
Moore & McCormack, General Agents, 
5 Broadway, New York, N. Y. 
Bourse Building, Philadelphia, Pa. 
Citizens National Bank Bldg., Baltimore, Md. 
Oliver Building, Pittsburgh, Pa. 
Rookery Building, Chicago, II. 


Calmar Steamship Corporation, 
Swayne & Hoyt, Pacific Coast Agents, 
240 Front Street, San Francisco, Calif. 
703 Transportation Bldg., Los Angeles 
408 Board of Trade Bldg., Portland, Ore. 
Lobby 4—Central Bldg., Seattle, Wash. 
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November 25—Austin, Tex.—Examiner Fleming: 
15296—-Harding Glass Co. vs. A. T. & S. F. Ry. et al. 

1. & S. 2899—Window Glass and Rough Rolled Glass from, to 
between points in the southwest. (Further hearing.) 


November 25—Clovis, N. M.—Examiner Kettler: 
19968—Burdick Mercantile Co. vs. G. C. & S. F. Ry. et al. 


November 25—Argument at Washington, D. C.: 
19273—Amalgamated Leather Co., Inc., vs. C. R. R. of N. J. et al. 
18924—-The New River Coal Operators Assn. vs. C. & O. Ry. et al. 
18873—Cheney Brothers, Inc., et al., vs. South Manchester R. R. et al. 
November 25—Dallas, Tex.—Commissioner Woodlock and/or Examiner 
Mattingly: 
17000—Rate Structure Investigation, Part 3, Cotton. 
18390 (and Sub. Nos. 1 to 10, inclusive)—Arkansas Cotton Growers’ 
Co-operative Association vs. A. & R. R. R. et al. 
18570—Mississippi Railroad Commission et al. vs. A. & R. R. R. et al. 
18883 (and Sub. 1)—M. H. Reed & Co. vs. A. & S. Ry. et al. 
18932—Corporation Commission of Oklahoma vs. A. T. & S. F. Ry. 


et al. 
19180—California-Arizona Cotton Association vs. A. T. & S. F. Ry. 


and 


et al. 
19211—-State Docks Commission vs. Southern Ry. et al. 


November 26—Erie, Pa.—Examiner Carney: 
* 18247—H. F. Watson Co. vs. C. M. & St. P. Ry. et al. 
November 26—Greencastle, Ind.—Examiner Smith: 
* 19795—The American Zinc Products Co. vs. C. & E. I. Ry. et al. 
November 26—Argument at Washington, D. C.: 

19282—David Berg Industrial Alcohol Co. vs. Reading Co. 

19292 (and Sub. 1)—Peninsula Produce Exchange vs. Penna. R. R. 

et al. 

November 26—Clovis, N. M.—Examiner Kettler: 

20074—Clovis Mill & Elevator Co. et al. vs. A. & S. Ry. et al. 
November 26—Pensacola, Fla.—Examiner Disque: 
* 20046—Pensacola Chamber of Commerce vs. A. G. S. R. R. et al. 
November 28—Buffalo, N. Y.—Examiner Carney: 
* 1. & S. 2980 (and ist supplemental order)—Feed, animal, 


to Eastern destinations. 
November 28—Terre Haute, Ind.—Examiner Carney: 
*1, & S. 2996—Routing wood pulp 
Minn., to Decatur, Ill., East. St. Louis, Ill., and St. Louis, Mo. 
November 28—Washington, D. C.—Examiner Howell: 
* 20019—Allendale Grocery Co. vs. C. & W. C. Ry. et al. 
* 19887—Allendale Grocery Co. vs. A. C. L. R. R. et al. 


November 28—Chicago, Ill.—Examiner Hagerty: 


* 19911—Manufacturers’ Association of Chicago Heights on Behalf of 


American Manganese Steel Co. vs. Southern Pacific Co. 
* 20146—Penn Facing Mills Co. et al. vs. A. A. R. R. et al. 
November 28—New York, N. Y.—Examiner Jewell: 
* 19960 (and Sub. 1)—The Texas Co. vs. A. T. & S. F. Ry. et al. 
November 28—Terre Haute, Ind.—Examiner Smith: 
* 19952—Terre Haute Chamber of Commerce vs. A. & W. Ry. et al. 


November 28—Albany, N. Y.—Examiner Smith: 
* 19414 (and Sub. Nos. 1 to 7, 
Inc., vs. Nfk. Sou. R. R. et al. 





* 19565 (and Sub. Nos. 1 to 6, incl.)—Caruso, Rinella, Battaglia Co., 


Inc., vs. Sou. Ry. et al. 


* 19287 (and Sub. No. 1 to 3, incl.)—Caruso, Rinella, Battaglia Co., Inc., 


va. 3. A. i. Ry. et al. 


November 28—Tampa, Fla.—Examiner Disque: 
* 19707—Dann-Gerow Co., Inc., vs. A. C. L. R. R. et al. 


November 28—Fresno, Calif.—Examiner Kerwin: 
19905—Valley Electrical Supply Co. vs. A. T. & S. F. Ry. et al. 


November 28—Washington, D. C.—Examiner Weems: 
19943—-Potomac Poultry Food Co., Inc., vs. Penna. R. R. et al. 


November 28-29—Argument at Washington, D. C.: 
Valuation No. 
Pennsylvania Co. et al. 
Valuation No. 437—Dayton Union Ry, 
Valuation No. 429—Manutacturers Ry. (Toledo, O.) 
Valuation No. 435—Louisville Bridge & Term. Ry. 
Valuation No. 436—Wheeling Terminal Ry. 
Valuation No. 431—Lorain, Ashland & Southern R. R. 
Valuation No. 434—Akron & Barberton Belt R. R. 
Valuation No. 432—Calumet Western Ry. 
Valuation No. 425—Cincinnati, Lebanon & Northern Ry. 
Valuation No. 351—Grand Rapids & Indiana Ry. et al. 
Valuation No. 461—Pittsburgh, Chartiers & Youghiogheny Ry. Co. 
Valuation No. 462—Toledo, Peoria & Western Ry. 
Valuation No. 928—Pennsylvania R. R. et al. 
Valuation No. 382—West Jersey & Seashore R. R. 
Valuation No. 841—Winfield R. R. 
Valuation No. 837—Perth Amboy & Woodbridge R. R. 
Valuation No. 840—Elmira & Lake Ontario R. R. 
Valuation No. 839—Delaware, Maryland & Virginia R. R. 
Valuation No. 878—Freehold & Jamesburg Agricultural R. R. 
Valuation No. 877—Cherry Tree & Dixonville R. R. 
Valuation No. 880—Monongahela Ry. et al. 
Valuation No. 879—Johnsonburg R. R. 
Valuation No. 881—Pennsylvania & Atlantic R. R. 
Valuation No. 887—York, Hanover & Frederick Ry. 
Valuation No. 886—Western N. Y. & Pa. Ry. 


Traffic Service LEWIS HE. RUSEN 


THOMAS E. GRADY & CO., INC. 


Industrial Traffic Managers 
and Counselors 
SAVANNAH, GA. 
WEST PALM BEACH, FLA. 
TAMPA, FLA. 


MIAMI, FLA. 
ATLANTA, GA. 
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poultry 
or pigeon and linseed oil meal from Erie, Pa., and related points 


board from International Falls, 


incl.)—Caruso Rinella Battaglia Co., 


In re tentative valuation of the property of the 


RUBIN & SEFF 


Commerce Attorneys 
Interstate and State Commissions 
150 Nassau St., NEW YORK, N.Y. 


Vol. XL, No, 18 


Valuation No. 885—Pennsylvania Tunnel & Terminal R. R. 
Valuation No. 903—Philadelphia, Baltimore & Washington R. R. 
November 29—Chicago, Ill—Examiner Hagerty: 
* a Bedding Alliance of America vs. 
et al. 


November 29—New York, N. Y.—Examiner Jewell: 

* 19614 (and Sub. 1)—Allied Packers, Inc., et al., vs. A. T. & § F 
Ry. et al. * = 

* 19802—Armour & Co. et al. vs. B. & Ar. R. R. et al. 


November 29—Union, Ore.—Public Service Commission of Oregon: 

* Finance No. 6466—Application Union R. R. of Oregon for authority 
to acquire and operate a line of railroad in Union county, Ore, 

November 29—Albany, N. Y.—Examiner Smith: 

* 19811—B. T. Babbitt, Inc., vs. N. Y. C. R. R. 

November 29—Washington, D, C.—Examiner Macomber: 

* Valuation No. 1076—In re tentative valuation of the property of the 
Cisco & Northeastern Ry. Co. 


November 29—Tampa, Fla.—Examiner Disque: 
* 19890—U. S. Phosphoric Products Corp. vs. B. A. & P. Ry. et al. 
November 29—Minneapolis, Minn.—Commissioners Campbell and Mc. 
Manamy and Examiners Koch and McGrath: 
1. & S. 2967—Lake cargo coal from Ky., Tenn., Va. and W. Va, to 
Lake Erie Ports. 
1. & S. 2975—Coal from Pennsylvania Mines to Cleveland, O., for 
trans-shipment beyond. 
November 29—Oklahoma City, Okla.—Examiner Kettler: 
19985—The Nuckolls Packing Co. vs. A. T. & S. F. Ry. et al. 
* 19985—M. A. Joy et al. vs. St. L.-S. F. Ry. et al. 
November 29—Los Angeles, Calif.—Examiner Kerwin: 
|. & S. 2986—Plaster, carloads, from Gerlach, Nev., to Destinations 
in Southern California. 


November 29—Washington, D. C.—Examiner Hendon: 
Valuation No. 1058—In re tentative valuation of the property of the 
Sioux City Terminal Ry. 


November 30—Detroit, Mich.—Examiner Carney: 
* 19444—Detroit Chemical Works vs. B. & O. R. 


November 30—Boston, Mass.—Examiner Smith: 
* 19605—Ashland Leather Co. vs. C. & O. Ry. et al. 
* 19933—Gurney Heater Manufacturing Co. vs. B. & A. R. R. 


November 30—Tampa, Fla.—Examiner Disque: 

* 19865—Turner Marble & Granite Co. vs. A. C. L. R. R. 

November 30—Auburn, Ind.—Examiner Smith: 
19984—Auburn Automobile Co. vs. Penna. R. R. et al. 


November 30—Los Angeles, Calif.—Examiner Kerwin: 
19727—The Rio Grande Oil Co. et al. vs. A. T. & S. F. Ry. et al. 


November 30—Argument at Washington, D. C.: 

Valuation No. 1022—In re tentative valuation of the 
the New York Central R. R. et al. 

Valuation No. 264—C. C. C. & St. L. Ry. et al. 
Valuation No. 547—C. K. & S. Ry. 
Valuation No. 564—Michigan Central R. R. et al. 
Valuation No. 573—Detroit Terminal R. R. 
Valuation No. 600—Kanawha & West Virginia R. R. 
Valuation No. 909—Toledo & Ohio Central Ry. 
Valuation No. 620—Kanawha & Michigan Ry. 
Valuation No, 910—Zanesville Terminal R. R. 
Valuation No. 919—Cincinnati Northern R. R. 
Valuation No, 922—Zanesville & Western Ry. 
Valuation No. 945—Lansing Manufacturers R. R. 
Valuation No. 951—Detroit, Toledo & Milwaukee R. R. 
Valuation No. 965—Battle Creek & Sturgis Ry. 
Valuation No. 978—Lake Erie & Eastern Ry. 
Valuation No. 983—Chicago Jct. Ry. 
Valuation No. 988—New Jersey Junction R. R. 
Valuation No. 990—Pittsburgh & Lake Erie R. R. et al. 
Valuation No. 1012—Gary & Western Ry. et al. 
Valuation No. 1047—Chicago River & Indiana R. R. et al. 
Valuation No. 1049—Indiana Harbor Belt R. R. et al. 

December 1—Boston, Mass.—Examiner Smith: 

* 19921—Heywood-Wakefield Co. vs. A. A. R. R. et al. 

* 19931—Heywood-Wakefield Co. vs. A. A. R. R. et al. 

* 20101—Heywood-Wakefield Co. vs. A. A. R. R. et al. 


December 1—Washington, D. C.—Examiner Howell: 
* 19805—Southern Creosoting Industries vs. A. G. S. R. R. et al. 


December 1—Dallas, Ore.—Public Service Commission of Oregon: 
Finance No. 6398—Application Southern Pacific Co. for authority 
to abandon portions of its Airline Branch in Polk County, Ore. 


December 1—Chicago, Ill.—Examiner Hagerty: 

1. & S. 2994—Cancellation Class Rates from points on Illinois Term- 
inal Co. to Central Freight Association territory when in connec- 
tion with Chicago, Springfield & St. Louis Ry. 

December 2—Jacksonville, Fla.—Examiner Disque: 

* |, & S. 2937—Proportional rates on stone and marble between Jack- 
sonville, Fla., and pts in Fla. 

December 2—Toledo, O.—Examiner Carney: 

* 16455—Holland-St. Louis Sugar Co. vs. N. Y. C. & St. L. R. R. et al. 

December 2—Columbus, O.—Examiner Smith: 

* 20015—The Furnas Ice Cream Co. vs. N. & W. Ry. 

December 3—Boston, Mass.—Examiner Smith: 

* 19913 (and Sub. 1 to 3, inc.)—Sweeney, Lynes & Co. vs. A. C. L. R. 
R. et al. 


A T&S FB Ry, 
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LEONARD’S GUIDE 
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G. R. LEONARD & CO. 
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~ [¥Jesterday, Today, Tomorrow— 

Always the Best 

(Co-operative Policy 
[O]nly Forty-six Years’ Experience 
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The knowledge of Industry’s requirements and 
ability to meet them through character service \ 
is an important factor in your determination of 
a location 




















With an por aoa obtained through over fo nin 
years of constant contact with such problem 

we have Peso the necess reed facilitie ies whi ch 
inate us ‘os render such s 












Character Service, Chicago rates applicable to 
yr all loc ations, direct connec tion d 
interchange arran pug m nt with all trunk lines 
makes a location on The Belt Railway Company 


of Chicago co rnd Meg with one served by all 
railroads entering Chicago. 


Our aim is e ae helpful assistance and towa “ 
that end we place ourselves unreservedly at you 
disposal. 







J. F. HOGAN, Vice President J. H. BROWN 
Dearborn Station Traffic and Industrial Manager 
Chicago Dearborn Station 
Telephone Harrison 3690 Chicago 
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Manufacturing Sites and Buildings 


CHICAGO DISTRICT 


AT LOW RENTALS 


LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 


Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload Service In and Outbound 
Chicago Rate Basis 
Open Shop Labor Conditions 
Low Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 


The Clearing Industrial District is now hy gpd to rent fenced in switchtrack 
property of any size with watchmen service for the storage of contractors equip- 
ment and miscellaneous materials for outside storage with locomotive crane 


service available at reasonable rates. 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 


The Clearing Industrial District 


OF CHICAGO 
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BOSTON ~ 


BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 
Adequate, modern dockage facilities, direct 
rail connection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship —no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 





BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca ent Hamburg Streets 


w 
peat car distribution and 
acilities. 





OF BUFFALO,N.Y. 





PHILADELPHIA 


PHILADELPHIA TIDEWATER 
TERMINAL 


G. M. Richardson, Gen. Mgr. and 
reasurer 
10 Chestnut St., Philadelphia 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad ‘storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 
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All structures are concrete and steel, completely 
and security with lowest possible insurance rates. Our 
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The Chain of Tidewater Terminals 
| and 
Allied Inland Warehouses 





NEW YORK 


ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 


Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival] and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 


No long trucking—No piling—Maxi- 
mum dispateh. Fireproof storage di- 
rect from ship—No trucking or 
transfer charge. Reasonable stor- 
age and handling charges. 


PHILADELPHIA 


MERCHANTS WAREHOUSE CO., 
, 10 Chestnut St., Philadelphia, Pa. 
i Snowden Henry, Supt. 

“ Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
.in Philadelphia. Equipped to fur- 
nish any kind of service incident .to 
handling of package freight on L. 
C. L. shipments. Low insurance. 
,Liberal advances on stored goods. 


NORFOLK 


NORFOLK TIDEWATER 
MIN. IN 


Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economicat 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. No lighterage. Served by Nor- 
folk’s eight Trunk Lines. 


° e The above means great money saving to you. Read carefully —then direct 
Sh ipp ers: your freight to be delivered to these splendid terminals, ana cuuauiane. 


— protected, affording greatest safety 
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lov A ; gle Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 

Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


TO 
Second Morning 
Sixth 
Fourth 


Third 
Fourth 


FROM 
Corresponding Service 
given to shipments loaded 
to the platforms of connect- 
ing roads destined to points 


beyond those named herein. 


Similar service is effec- 
tive via Lackawanna from 
Philadelphia and other 
Reading Railroad points, 
also from points on the 
Central Railroad of New 
Jersey, via Scranton, Pa., 
Transfer; also from Boston 
‘ Y) via Boston & Maine-Dela- 
~ \ Y on ware & Hudson and Bing- 
Muncie Furth “ y 5% pesten. hamton, and via New York, 
yrsrd zi . Lge Terminal New Haven & Hartford and 
Second Afternoon OK en — ie Phin eaallabout Port Morris, N. J. 

i Fourth Morning = —— lang 

Third — en cl Daily passing reports in 
Thirteenth" lf the possession of all Lacka- 
— .« PF 004, wanna Agents enable imme- 
Saint Louis . . a diate and complete infor- 


Saint Paul Sixth nis ra 
Sen Franceco Fourteenth’ mation to customers. 
Seattle Thirteenth“ 
*Scranton Second “* 
South Bend Fourth 
Spokane Eleventh “ 
Syracuse Second “ 
Toledo Fourth 
Toronto Third 
Utica Second 
° First Morning from New York Piers and Hoboken City. 


Grand Rapids f aS Transfer 


Indianapolis 
Ithaca 


Jackson Fourth Morning 
Kansas City Fifth a 

Los Angeles Twelfth 

Louisville Fourth “* ong Island City 
Memphis Sixth - 
Milwaukee Fifth 
Minneapolis Sixth 
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Not Necessary to Designate Any Special Station, 
Pier or Train. : 


Simply Route “LACKAWANNA” 


The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 


LACKAWANNA AGENCIES ST. PAUL 
601 Merchants Bank Building 


SAN FRANCISCO 
823 Monadnock Bldg. 


BOSTON 
80 Federal Street 


BROOKLYN 
32 Court S 


NEWARK 

786 Broad Street 
NEW HAVEN SCRANTON 

39 Church Street Lackawanna Station 
NEW YORK CITY SEATTLE 

302 Broadway 1312 L. C. Smith Bldg. 
PHILADELPHIA SYRACUSE 

1302 Finance Building Lackawanna Station 
PITTSBURGH 

503 Park Building 


ST. LOUIS 
112 North 4th Street 


DETROIT 

1st National Bank Bldg. 
EASTON, PA. 
treet 402 Nerthampten Street 
INDIANAPOLIS 

410 Guaranty Building 
CHICAGO KANSAS CITY 

111 West Jacksen Blvd. Railway Exchange Bldg. 
CINCINNATI MILWAUKEE 

4th National Bank Bldg. 1316 Majestic Building 
CLEVELAND MINNEAPOLIS 

310 Park Building Metropolitan Life Bldg. 


BUFFALO 
Lackawanna Terminal 


TOLEDO 
1404 2nd National Bank Bidg. 


’ TORONTO 
1602 Royal Bank Bldg. 
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The Law of Rate Making 


The law which governs the making of rail- 
way rates contains two major requirements. 
One is that the management of the railroads 
must be honest, efficient and economical. The 
other is that rates must be made so the rail- 
roads as a whole will be able to earn a fair 
return upon the value of their property. This 
law has now been in existence more than seven 
years. 


The honesty of railway management 
throughout these seven years has been un- 
questioned. Its efficiency has been demon- 
strated by a great improvement in service; 
railway transportation today is uniformly 
prompt and dependable. The economy of rail- 
way management has been proved by an actual 
increase in net earnings during a period of 
high prices, advancing taxes and declining 
rates. 


The first requirement of the law has there- 
fore been fully met in all particulars. Turn 
now to the second requirement. 


In only one of the seven years has the 
return earned by the railroads as a whole come 
up to the mark set by the Interstate Commerce 
Commission as a fair return. That was in 
1926. For the full seven years the railroads 
have lacked more than one and a quarter bil- 

‘lion dollars of earning such a return. In view 
of this experience, everyone ought to know by 


now that no return is guaranteed to the rail- 
roads. If they fail to reach the return aimed 
at, there is no provision for making up the dif- 
ference. Furthermore, the fact that the rail- 
roads have failed to earn this return in a 
period of heavy traffic means the shortage is 
certain to be greater when business declines. 


Honest, efficient and economical manage- 
ment of the railroads alone is not enough to 
gain the end for which this law was enacted, 
which is the maintenance of an adequate sys- 
tem of transportation. The second require- 
ment of the law is of just as much force as the 
first, and failure on the part of our rate- 
regulating authorities to meet it has the effect 
of nullifying what the railroads have accom- 
plished by meeting the first. 


When this situation is fully realized by the 
public, there will undoubtedly be a marked 
public sentiment in favor of maintaining a 
level of rates that will accomplish the full in- 
tent of the law. 


Constructive criticism and suggestions are 
invited. 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, November 1, 1927. 
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THE REDWOOD LINE XZ 


Gulf-Pacific Coast Cargo Service 


FORTNIGHTLY SAILINGS 


BETWEEN-DECK STOWAGE 














LESS CARLOAD SHIPMENTS 








MODERN ALL-STEEL SHIPS 


A Dependable Company 


CHICAGO ST. LOUIS BIRMINGHAM 


Harry Rogers Irving H. Heller H. B. Rox 
913 Straus Bldg. 1204 Pierce Bldg. 201 Brokers Bldg. 
Phone Wabash 6822 NEW ORLEANS Phone GArfield 0390: MOBILE Phone 4-4362 


Lykes Bros. Munson §.S. Lines 
925 Whitney Bldg. Pier 8, M. & O. Docks 
Phone MAin 4321 Phone 4097 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Lawrence Terminal 1110 Lane Mortgage Bldg. 
215 Market St. 1 Jefferson St. 208 West Eighth St. 


Finkbine-Guild Transportation Co. 


E. L. THROGMORTON P,. A. JORDAN 
Acting Manager General Offices: Asst. Traffic Manager 


GULFPORT, MISSISSIPPI 





THE TRAFFIC Vol. XL, No, ig 


Parcels wire sealed with 
the Gerrard Model “TJ”? 
are endorsed by the Post- 
al Department. 


e 


Wire-Tie Your Light Weight Shipments! 


It isn’t necessary to use gummed tape or twine any more. The 
Gerrard Method of light wire reinforcement for parcel post pack- 
ages, and cases weighing under fifty pounds has become most 
practical and adaptable to packages of varying size and character. 
It gives a more secure package at a cost 50 per cent lower than 
twine or tape. 

The Model “TJ” operates swiftly—one throw of the lever, forward 
and back, and in less than two seconds the wire is tensioned, 
twisted and cut. There is no slack in the wire, no chance of the 
twist unwinding—every package is securely tied, and remains so 
until destination. 

This new reinforcement feature permits the use of plain, lighter 
weight containers, free from patented fastenings or sealing devices, 
and in the rapid operation of the machine, increases output at 
reduced labor cost. 

May we show how the Model “TJ” can help you? 


The GERRARD COMPANY, Inc. 
1944 S. 52nd Avenue 
CHICAGO, ILLINOIS 
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Great Northern Railway's 


Reputation as “A Dependable Railway” 
Offering 













Unsurpassed Service Between 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Seattle, 
Tacoma and Intermediate Points. 


Has been made possible by First-class Equipment, Perfect Road- 
bed, Automatic Electric Block Signals, Modern Motive Power, 
including Oil-burning and Most Powerful Motor Generator Elec- 
tric Locomotives. 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 


Daily between Chicago and the Pacific Northwest 


G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 

H. G. Dow M. J. Costello 


Western Traffic Manager 
Seattle, Wash. 


Assistant General Freight Agent 
New York City 





T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


Great Northern Railway 
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Making the Most of Opportunity 
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Map showing points 
reached in Central 
Electric Railway 
Territory 


Quick Sales— Quick Turnover — Quick Profit 


REQUIRE 
Quick Transportation Service 


THE ELECTRIC RAILWAYS 


Have benefitted others. They may help you 


INVESTIGATE 


Central Electric Traffic Association 


L. E. Earlywine, Chairman INDIANAPOLIS, INDIANA 
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COPYRIGHT. PETROIT PUBLISHING CO- 


NEW RIVER CANYON, GAULEY, W. VA, Mountains are the beginning and the end 
of all natural soenery.—RUSKIN 


The Alleghantes - - 


Many of the through trains over the Chesapeake and Ohio take the traveler, during 
the day, over miles of beautiful country where ‘‘earth has built the great watch 
towers of the mountains.’’ Here hills peep over hills and clear blue rivers sparkle in 
the sunlight as they splash and dash on their never-ending journey to the sea. Truly 
a beautiful trip it is through this wonderland of nature. Plan your next trip that 
you too may enjoy this panorama of beauty. 


oie 


For travel information and reservations write to any of the following : 


T. H. Gurney, G. P. A., Richmond, Va., 
GEO. COOMBS, A.G.P.A., Cincinnati, 0. 
J. B. EDMUNDS, General Agent, Washington, D. C. F. E. LANDMEIER, W.P.A., 320 N. Broadway, St. Louis, Mo. 
O. N. SPAIN, G.E.P.A., 299 Broadway, New York City 


CHESAPEAKE @&@ OHIO 
“The Road of Service” 
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SOUTHERN PACIFIC LINES 
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